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McLEAN SERVICE is specified by 


value-wise shippers and receivers 


You'll find that economy-conscious 
shippers and receivers in the greater 
New York market area make McLean 
service an integral part of their distri- 
bution and supply systems. More than 
2200 of them in this area rely on McLean 
service to and from the South. 

Traffic men in the greater Metropoli- 
tan area... men who route shipments 
of chemicals. food products, paint, 
automotive parts, batteries, drug prod- 
ucts, garments, cable, wire, and many 
other items vital to American living... 
know that McLean extensive coverage 
means less congestion at their plants. 
This is true because McLean can pick 
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up shipments for delivery to more than 
6800 market areas through their stra- 
tegically located terminals along the 
Eastern seaboard from Atlanta to 
Boston. 

If you ship products to Southern 
markets . . . or receive raw materials 
and supplies from the South... why 
not sample McLean service and find 
out what your transportation dollar 
ean really buy? 

For details, call the experienced 
McLean sales representative at your 
nearest McLean terminal, or write 
McLean Trucking Company, Dept. TW, 
Box 213, Winston-Salem, N. C. 
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He’s in New York to help 
ship your cargo to Hawaii 


and the 
outh Pacific 






MR. B. K. FESSLER 
General Freight Agent, Eastern Territory 
Headquarters in New York City 


He’s a trained and experienced shipping man, on the 
job in New York to give on-the-spot attention to your 
shipping needs, to save you time, trouble and money. 
Like other Matson men who head conveniently located 
offices in other areas throughout the country, he can show you how Matson’s 
many extra services can help you...more frequent sailings... better 
refrigeration systems... faster delivery ...scientific damage prevention. 
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EDITORIAL 


Mechanization, Automation and Transportation 


O STUDENTS of present-day trends in transportation 
T and in industrial establishments generally, we recom- 
mend the reading of two new “books” and 20-page pam- 
phlet put out by one of the largest “publishing houses” 
extant—the federal government. 

One of the new “books” is a 644-page volume entitled 
“Automation and Technological Change’ in which appear 
testimony, letters, etc., received in hearings last October by 
the subcommittee on economic stabilization of the Congres- 
sional joint committee on the economic report (T.W., 
Oct. 29, p. 78, and elsewhere in this issue). Representative 
Patman, of Texas, heads the subcommittee. The other 
“book” to which we refer is a 68-page report to the Presi- 
dent by the emergency board appointed to investigate the 
dispute between the railroads and their non-operating em- 
ployes. The pamphlet is a report in which the aforesaid 
subcommittee states its findings and conclusions on the sub- 
ject of automation. 

Several intriguing definitions of the word “‘automation” 
appear in the printed hearings of the Patman subcommittee. 

S. R. Hursh, chief engineer of the Pennsylvania Railroad, 
told the subcommittee he was at a loss to describe auto- 
mation “in the true sense of the word’’ and added that, to 
him, the only real automation was ‘‘the human heartbeat, 
which is not subject to conscious control of man.” 

‘Automation, therefore,” he said, “is nothing more than 
controlled mechanization, whether that control be electronic 
or mechanical.” 

In its report on the hearings, the Patman subcommittee 
refers to the Ford Motor Company's definition of auto- 
mation as “the automatic handling of parts between pro- 
gressive production processes.” However, says the sub- 
committee, ‘‘a somewhat more precise definition might em- 
phasize that the essential element in modern automation 
appears to be the introduction of self-regulating devices 
into the industrial sequence through the feedback principle 
whereby electronic sensing devices automatically pass infor- 
mation back to earlier parts of the processing machine, 
correcting for tool wear and other items calling for control.” 


se potentialities, taken collectively, of such forces as 
development of atomic energy for peaceful use, devel- 
opment of electronics (greatly increasing man’s ability to 
control machines), and the output of modern computing 
machines (greatly multiplying man’s ability to do mental 
work), the subcommittee says, ‘cannot help but raise auto- 
mation far above the level of merely advancing mechaniza- 
tion as we have known it.” 

Answering a questionnaire from the subcommittee, 
Mr. Hursh showed why the railroad industry, like a number 
of other basic industries, was increasing its installations of 

automated” equipment. Having devoted much of his testi- 
mony to automation at the Pennsylvania’s new Conway yard, 
he said that “the continued increase in labor costs’ had been 
one of the major factors prompting management to introduce 
retarder yards. 

Automatic retarders in rail classification yards constitute 
one of several manifestations of automation in tailroading. 
Among the others are automatic switching, teletype tape 
storage feeding systems, and centralized traffic control. Prior 


to installation of automatic retarders, as testified by President 
Kennedy of the Trainmen’s brotherhood, the freight cars in 
railroad yards rode down the incline from the hump into 
the various classification tracks with yardmen on top of the 
cars; these yardmen, with brake clubs, would retard the cars 
as they proceeded down the incline. 

Mr. Kennedy said he believed automation “unquestion- 
ably” would be increased in the railroad industry. In 
view of a reduction of about 600,000 in the rail employe 
total in the 25-year period ended with 1954, he (and prob- 
ably every other rail union leader) feels uneasy about pros- 
pects for further curtailment of the rail labor force through 
automation. 

The Patman subcommittee concluded in its report that 
“only a relatively small, although conspicuous, fraction of 
the total labor force’? would be directly affected by the 
impact of automation. It advised organized labor to ‘“‘con- 
tinue to recognize that an improved level of living for all 
cannot be achieved by a blind defense of the status quo.” 


| gtr Buckingham, of the Georgia Institute of 
Technology warned that successful use of automation de- 
pended on continued expansion of business and that, by 
greatly increasing the fixed cost of the plant and setting a 
continuous pace at which it must be operated, automation 
magnified the adverse consequences of plant shutdowns. He 
said it was true that there had been no mass layoffs from 
automation, but that this was apparently because automa- 
tion, so far, had proceeded slowly enough to allow normal 
turnover to disguise the replacement. He remarked that 
“the worker displaced is not fired; he is the one who is not 
hired.” 

Mr. Hursh maintained that “if what is done leads to 
more efficiency and more economy to the industry as a whole 
or to an individual railroad, it makes more secure the 
employment of all rail employes.” He told the subcom- 
mittee that studies on the Pennsylvania had indicated that 
automation could not be justified with a light volume of 
traffic. However, he added, “‘this pattern can change quickly, 
due to the continuing rise in wage and material costs.” 

A review of the railroads’ economic problems, including 
increases in wage costs, is presented in the emergency 
board’s report, mentioned earlier and discussed elsewhere 
in this issue, which recommends, for the ‘“‘non-ops,’” wage 
increases adding an estimated total of $290 million annually 
to the railroads’ payroll costs. 

Now, with these and other recent wage boosts pushing 
their operating costs upward, and with a possibility of loss 
of some traffic if such rate increases as may be authorized 
exceed certain levels, the railroads can be expected to give 
more and more attention to automation in efforts to effect 
greater savings. 

The cycle, whether good or bad, won’t stop there. Next, 
the unions can be expected to strive for a four-day workweek 
for their members—without, of course, any reduction in 
pay for a week’s work.. When and if such a program 
materializes, there will be more time for leisure. How will 
such leisure time be spent? The answer to that may be the 
ultimate answer to the question whether automation is a 
good thing, or a bad thing, for the-country:.-»  -\ °-+ - 
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An Atlantic Public Interest Advertisement 


There is tumult in transportation circles today arising out of proposals by a Cabinet Advisory Committee recom- 


mending major changes in national transportation policy. Only the railroads, among all forms of transport, are 


actively campaigning for these recommendations which are the outcome of a request made by them. Here is the 


viewpoint on competition in transport held by a leader in one of the newer forms of transportation. 


COMPETITION IN TRANSPORTATION 
by NEIL J. CURRY 


Chairman, American Trucking Associations, Inc. 


As early as 1904 railroads had established a 
speed record of 115.2 miles per hour. There it 
remained until 1934, thirty years later, when the 
Union Pacific achieved the current accepted 
record of 120 miles per hour for passenger trains. 
Between 1928 and 1936 the speed of freight trains, 
not as a record but on the whole, increased 22 
per cent. 


The significance of these figures is obvious. Not 
until the auto and airplane became factors in 
passenger transportation and motor trucks became 
significant in freight hauling, did the rails have 
the spur to compel improved performance. 


One of the twin gods to which, figuratively, 
American business builds altars is: competition. 
The other is maximum freedom of action, a nota- 
ble national credo in all fields of activity, inter- 
preted in business to mean dislike of all but the 
most essential governmental restraints. 


The ideal climate in agriculture, industry and 
commerce, from the standpoint of the entre- 
preneur, would be one in which ownership operat- 
ing through management would have maximum 
power and discretion to solve any and all problems 
which arise. Such, at least, would be the impulsive 
reaction of the entrepreneur, suddenly confronted 
with an opportunity to state the terms under 
which he would prefer to function. 


Historically, the invasion of the field of manage- 
ment discretion by local, state and federal agencies 
has seldom been achieved without resistance of 
varying intensity, whether in the areas of health, 
insurance and welfare, marketing and trade prac- 


tices or labor relations. Each such overlay of 
ordinances, rules, regulations or statutes has 
seemed to some segments of management a handi- 
cap which was unwarranted or costly or an im- 
pediment to full development of potential. 


Transportation is ‘Public’ Business 


What I have been saying is particularly, but 
not exclusively, applicable to so-called “private” 
business. Economists recognize the essential differ- 
ence between a private business, which is one 
whose activities reflect impact on a relatively 
limited number of people or a limited area of the 
economy and a “public” business, if I may use 
that term, whose operations cut across the whole 
economy. 


An example of a “private” business might be a 
television manufacturer. However excellent his 
product, its purchase by anyone is optional, both 
as to his particular brand of television and as to 
television as a whole. An example of a “public” 
business would be an electric light and power 
company since it would be difficult if not impossi- 
ble to operate our economy without that facility. 


Despite the “private” nature of the great bulk 
of American agricultural, industrial and commer- 
cial activity there has been a steady trend toward 
intervention in its operation by government, based 
on the theory that the public interest can be and is 
affected by the cumulative or total result of cer- 
tain practices in business or agriculture, indulged 
in by otherwise “private” business or farming. 


In spite of the vigorous devotion which our 
people as citizens and as entrepreneurs pay to the 
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cult of independence, there is wide acceptance of 
the necessity and the value of such intervention 
on behalf of the public—even in private business. 
For example, whatever may be said about the 
cost impact of a federal minimum wage law and 
whatever may be the various opinions as to what 
that minimum should be, few would disagree with 
the protective features of such a law both for the 
worker and for the businessman. The latter knows 
with certainty at least the minimum terms of the 
labor cost going into a competitive product or 
service anywhere-in the country. 


One of the earliest and most favorably accepted 
regulatory concepts in American history is that 
of the regulated public utility. Public control and 
supervision of the rates and service of certain 
essential public services long ago passed out of the 
area of argument. Despite a deep-seated repug- 
nance to monopoly in almost any form; the Amer- 
ican people have welcomed and approved the 
legal creation of certain monopolies when it be- 
came evident that only by such device could 
required services be performed. Telephone serv- 
ice, light and power and local transportation are 
obvious examples. Public supervision and control 
as well as the wisdom of management keep these 
actual or semi-monopolies benevolent. 


Public Protected Through Regulation 


Against this background of concept and trend 
of regulation of private and public business, there 
is about to be fought before the Congress a battle 
to change the terms under which one public busi- 
ness, interstate transportation of people and prop- 
erty, now operates. In this impending conflict 
of forces, the battle lines are drawn with railroads 
on one side and ranged against them all other 
forms of transportation. Small and large business- 
men, farm groups and some communities as a 
whole can also be expected to oppose the changes. 


There should be the widest possible under- 
standing of the issues at stake since transportation 
is the handmaiden of agriculture, industry and 
commerce. The final result of this conflict will 
have a controlling effect upon our economy— 
there is little disagreement on this point. 


In summary, the railroads say this: Our regula- 
tion was created when we were a monopoly and 
there was no significant alternative public trans- 
portation of freight or people. That regulation is 
obsolete today when competition is found on all 
sides. More than that, we are bound by terms of 
regulation—our competitors are not. Worse still, 


we are unable to exercise managerial discretion 
in fixing our rates in line with our true ability to 
serve the shipper because the Interstate Commerce 
Commission now has authority to supersede our 
judgment. Finally, some of our competitors are 
actually subsidized by government while we pay 
the full cost of our operations. 


I believe that the above is a fair and accurate 
statement of the railroad case for a change in 
terms of federal regulation. 


It is difficult to see how anyone reading that 
statement, and assuming it to be an accurate re- 
flection of prevailing circumstances, could quarrel 
with proposals to effect some remedy. 


Railroad Claims Require Examination 


Unfortunately the railroad claims will not stand 
even perfunctory scrutiny and what is even more 
unfortunate for the country, their proposals to 
cure the assumed situation would produce results 
even more damaging to our economy than their 
own alleged plight produces. 


How accurate is their appraisal? 


Convincing proof is afforded in the record of the 
Cullan Hearings in 1885 prior to enactment of 
the ACT to Regulate Interstate Commerce, that 
it was cut-throat competition between railroads 
rather than monopoly which resulted in regula- 
tion. Charles Francis Adams, then president of 
the Union Pacific was one of many who testified 
before the Senate committee. Speaking of the 
dreadful consequences of widespread rate wars 
between railroads, he said: 


“Railroad competition, as necessarily prac- 
ticed, causes for the time being the wildest dis- 
crimination and utmost individual hardship. That 
is, under its operation, you will always find cer- 
tain points when there is a war of rates going on, 
which have enormous advantages conferred upon 
them, which advantages are not and cannot be 
extended to other points. 


“The point, therefore, which is not influenced 
by the war of rates suffers terribly. Its business is 
destroyed. How the business community, under 
the full working of railroad competition, can carry 
on its affairs, I cannot understand. I had not 
been able to understand it before I became presi- 
dent of a railroad and I cannot understand it now. 
The businessman never knows what railroad rates 
are going to be at other places, or at different 
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times. He cannot sit down and say, ‘I can count 
upon such a transportation rate for such a period 
of time and make my arrangements accordingly.’ 
He has to say, ‘I cannot tell today what the trans- 
portation rate is going to be tomorrow, either for 
me or for my competitor.’ This must be so just 
as long as uncontrolled competition exists. It 
cannot be avoided.” 


It was in response to precisely those disruptive 
conditions, and with the farmers joining the busi- 
ness community in its demand for regulation 
of transportation, that the Interstate Commerce 
Commission was created. As successively newer 
modes of transport came into being—airlines, 
truck lines, bus lines—they were brought under 
federal regulation. 


Is present regulation obsolete as the railroads 
claim? 


Speaking before the annual meeting of the As- 
sociation of Interstate Commerce Practitioners in 
May 1955, the Honorable Kenneth H. Tuggle, 
member of the Interstate Commerce Commission, 
disposed completely of that contention in these 
words: 


“More and more frequently it has been publi- 
cized that government restraint upon public 
carriers was initially imposed in 1887, and the 
impression is conveyed to the uninformed that 
such regulations have remained static and un- 
changed for sixty-eight years. Nothing is farther 
from the truth. 


“The original law covered rail carriers, but 
Parts II, III and IV have been added; and Part 
I (railroads) alone has been amended 144 times 
by Congress in order to keep regulation in step 
with the progress of transportation. In the last 
annual report of the Commission to Congress, it 
recommended twenty-one specific changes based 
upon experience with current problems.” 


Where is Today's Railroad Competition? 


When the railroads say they are bound by 
regulation and their competitors are not, they 
give the impression of competitors running free. 
To understand what they mean—not what they 
imply—one must understand the whole picture of 
transport. Those public carriers by airline, truck, 
bus, waterway and pipeline who are in the busi- 
ness of transportation as are the railroads, are 
regulated just as comprehensively as are the rail- 
roads—and in the case of trucks, more so. 


But the railroads—and all other public carriers 
—actually do compete with unregulated carriers. 
Before you quickly say “Let’s bring them under 
regulation — these unregulated carriers,” you 
should know who and what they are. 


Your own private automobile is the most costly 
and troublesome competition facing the regulated 
railroads—and it competes, too, with regulated 
bus lines and airlines. So does every other one of 
the 46,000,000 automobiles in America. Further- 
more, trucks which carry their owners’ own goods 
—farmers for example hauling into market or 
business houses hauling between plants, or stores 
hauling from warehouses downtown to retail out- 
lets—these are all unregulated in the sense that 
railroads or for-hire truck lines are regulated. 


No one has yet devised a means of regulating 
the travel of your automobile as railroad move- 
ment is regulated, and no one has yet discovered 
how to surround with transportation regulations 
a man carrying his own goods in his own vehicle. 
Such private carriage accounts for 85 per cent of 
all the trucks registered. Such automobile travel 
amounts to 500 billion or half-a-trillion miles a 
year. 


That’s what the railroads factually mean (but 
not inferentially) when they talk about unregu- 
lated competition. They would like to do some- 
thing about it if they could get around the Consti- 
tutional right of every man to move his own goods 
and his own person as he sees fit—subject only 
to the requirements of public safety. 


Railroads Can Set Rates Now 


As to fixing rates. Railroads and all regulated 
carriers now have the right to set their own rates. 
A railroad wishing to post a new rate files it with 
the I.C.C. If there is no protest, the rate becomes 
effective in thirty days. If protested, it goes to 
public hearing and is subject to possible suspen- 
sion by the Commission. 


The regulatory body applies certain basic tests, 
as a result of the hearing. It takes into account 
such factors as whether or not the rate is fair and 
reasonably compensatory to the carrier; whether 
it has been put in below actual cost merely to 
harm a competitor; what its effect will be on the 
rest of the rate structure (rates charged by carriers 
for hauling other items); whether the proposed 
rate will prove harmful to business or agriculture 
in other areas; and similar considerations. If the’ 
proposal meets these tests—all of them applied 
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in the public interest by an impartial body— 
the rate goes into effect. If it fails to meet them, 
the rate is suspended indefinitely. ‘That process 
the railroads consider an invasion of their mana- 
gerial discretion. It is the same process, in prin- 
ciple, by which public utility rates of all kinds are 
established. 


As to competitors bejng subsidized, I shall speak 
only for trucks. This subject was the target of ex- 
haustive study by the late Joseph B. Eastman, 
acting as Federal Co-Ordinator of Transportation. 
There is a wide field of subjective opinion as to 
what is the truck’s share of highway costs. Mr. 
Eastman believed that this fair share could be 
arrived at by first discovering what highways 
would cost if there were no trucks, then assigning 
to trucks their proportionate share of that basic 
cost plus all additional costs of construction and 
maintenance made necessary by the specific weight 
or other requirements of trucks using highways. 
Using this yardstick, he found that trucks actually 
pay more than their share, particularly the big 
trucks. In most states these big trucks now pay 
thirty to forty and more times as much as a passen- 
ger car in annual taxes. Most people would agree 
that this is a substantial difference . . . enough to 
accommodate their highway use. 


What are the railroads asking Congress to do? 


They want the National Transportation Policy 
law changed and present, court-tested language 
which protects the inherent advantage of each 
form of transport altered or removed. They 
want the rate control power of the I.C.C. limited 
to approval of minimum or maximum rates. If 
the proposed minimum rate met merely the actual 
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cost of performing the specific service, hauling 
the weight the distance with no overhead cost or 
profit involved, the I.C.C. would have no option 
but to approve it. On the maximum side, the pro- 
posal would set no ceiling beyond fair and reason- 
able, but it would specifically prevent the I.C.C. 
from ever forcing or compelling a maximum rate 
any less than the full cost of performing the serv- 
ice, including all overhead and profit. In the vast 
area in between, the area of competition, no public 
power would exist to prevent a cut-throat rate war 
of the kind mentioned by Mr. Adams back in 
1885. 


I have referred throughout to the forthcoming 
proposals as “railroad proposals.” That is what 
they are. But they have the prestige behind them 
of Cabinet Committee recommendations. They 
were actually developed by a group of non- 
government people, assigned the task by the Cab- 
inet Committee. This group held no public 
hearings, did not consult with people or organiza- 
tions in air, water, highway or pipeline transport 
—held no conversations or consultations with 
staff or officials in any of the present federal or 
state bodies regulating transport. 


Because transportation rates represent the power 
of economic life or death over communities, com- 
modities and business and agricultural enter- 
prises, as graphically proven once before prior to 
regulation, the Congress will give intensive study 
to these “recommendations.” 


Such study will benefit immensely from public 
comment and it is sincerely to be hoped that citi- 
zens devoted to our national welfare will give this 
proposal the attention its importance deserves. 
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practical traffic problems. 


Tariff Interpretation— 
Mixed Carload Shipments 


Question—Missouri 


We have a case pending with western 
carriers. Trans-Continental Tariff No. 
1-D, I.C.C. No. 1564, names rates on fur- 
niture, among other commodities, from 
St. Louis, Mo., to the west coast. 

A carload shipment was made, consist- 
ing of 10,000 pounds of trays, as listed 
in part 1 of item 4825; 15,000 pounds of 
tables, as listed in part 1 of item 4800; 
13,000 pounds of steel cabinets, as listed 
in part 1 of item 5585. We contend that 
the shipment should be rated by using 
a rate of $2.46 on the cabinets (item 
5585) and the trays (item 4825) and a 
rate of $2.27 on the tables (item 4800)— 
all subject to 15 per cent increase. Item 
4800 permits the mixing of articles named 
in item 4800 with articles named in 
item 4825, applying the carload rate on 
each, the quantity or weight of articles 
named in item 4800 not to exceed one- 
third of the total weight of the car. 
Item 4815, in supplement No. 34, permits 
articles named in item 4825, part 1, to 
be mixed with articles named in part 1 
of item 5585, using a rate and minimum 
rate named in item 5585. We feel that 
the tariff should be read as if each ex- 
ception to Rule 10 applied on the entire 
shipment—which is the case. There is 
no restriction on using both exceptions 
simultaneously. Also, we would stress 
the use of the word “articles,” which in- 
dicates a more general application than 
a more restrictive term, such as “rated 
article”. 

The carrier contends that a rate of 
$2.46, plus 15 per cent, should be assessed 
on the entire shipment. To justify this, 
he refers to item 5585, part 1, which 
lists tables. However, we are of the 
opinion that it is not obligatory to use 
this interpretation, any more than our 
interpretation, since he is applying two 
distinct mixture rules. Tables are listed 
below the articles named in item 5585. 
under the heading “also”. 

We would appreciate your views on the 
above. 


Answer 


Items 4800 authorizes a mixed ship- 
ment of any of the articles listed (tables) 
with any of the articles listed in item 
4825 (trays). 

Item 4825 authorizes a mixed ship- 
ment of any of the articles listed (trays) 
with any of the articles listed in item 
4800 (tables). 


Item 5585 authorizes a mixed shipment 
of any of the articles listed (cabinets) 


UESTIONS AND 


Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers. 


In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 
We do not desire to take the place of the traffic man, but to help him in his 
work, nor do we undertake to render legal opinions. 
question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 
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The right is reserved to refuse to answer ony 


with any of the articles listed in item 
4800 (tables) and item 4825 (trays). 


We are ,inclined to agree with the 
carrier, that the rate of $2.46 in item 
5585 applies to the entire shipment, as 
this is the only item which contains 
a mixed carload rate on all three of the 
articles in the mixture. The mixing 
provisions in items 4800 and 4825 can 
be used only if the mixture consists of 
only those articles listed in these two 
items. In other words, items 4800 and 
4825 are so worded as to specifically 
provide for a mixture of the articles 
in item 4800 and those in item 4825, but 
they are not worded so as to apply 
when an additional article, not covered 
by either of these items, is included in 
the mixture. 


Our interpretation is based on the 
principle set forth in Seiberling Rubber 
Co. v. Ann Arbor R. Co., 284 I.C.C. 151, 
wherein the Commission, in discussing 
a case where all the articles in the 
mixture were not subject to the same 
mixing provisions, said: 


“The north coast tariff, in item 31 
series, published mixing provisions re- 
stricted to apply only in connection with 
rates named therein and in the north 
coast class-rate tariff. The complainant 
contends that as the mixing provisions 
of that item cannot be applied to the 
entire shipment unless a less-than-car- 
load rate is applied on the rubber heels, 
the mixing provisions of rule 10 may be 
applied in obtaining the lowest charges. 

“The defendants argue that there is 
no conflict between the application of 
item 31 series and Rule 10, and that the 
application of Rule 10 is removed by 
item 31 series and the mixing provisions 
in the latter item. They urge, therefore, 
that since application of the less-than- 
carload rate in the north coast tariff, 
or the carload class rate in the north 
coast class-rate tariff, on the rubber 
heels would result in charges in excess 
of those ultimately collected, the latter 
charges were applicable. 


“Both of the rate tariffs contained 
exceptions, in item No. 31 series, to Rule 
10 of the classification. Paragraph 2 of 
the items provided that, except as shown 
in subparagraphs a, b. c. and d of the 
paragraph, Rule 10 of the classification 
applied. However, none of the provisions 
in the subparagraph related to mixed 
shipments. such as that here considere'l. 
Thus, the provisions of the items ‘1 
series may not be construed as pre- 
cluding the application of Rule 10 of 
the classification to a mixed shipment 
consisting of articles named in iten:s 
of either or both tariffs. 

“Rule 10 of the classification provide, 
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in substance, that when the aggregate 
charge upon the entire shipment is 
less on the basis of the carload rate 
and minimum carload weight for one 
or more of the articles, and on the 
pasis of actual weight at the less-than- 
carload rate or rates published for the 
other remaining articles in the carload, 
the mixed shipment will be charged 
for accordingly. The only manner in 
which this mixture could be rated was 
under the provisions of Rule 10. Rates 
applicable to the mixture were just 
as specifically established under Rule 10 
as if they had been set out in a separate 
tariff item or items. See Kohler Co. v. 
Atchison, T. & S. F. Ry. Co., 171 I.C.C. 
941 and Crane Co. v. Chicago & A. R. 
Co., 171 1.C.C. 248.” 


Damages— 


Measure of— 
Duplicate Shipment Replacing 
Shipment Lost in Transit 


Question—Wisconsin 


We would appreciate your advice as to 
decisions, if any, in regard to the liability 
of a common carrier for additional 
freight charges on the replacement of 
an original shipment, apparently lost in 
transit. 

We tendered a small less-than-carload 
shipment of advertising matter, printed 
on paper, to the Railway Express Agency 
for movement from Milwaukee, Wis., to 
Cincinnati, O. 

Five days after leaving origin, the con- 
signee at destination reported the ship- 
ment had not been received. A duplicate 
shipment was forwarded on the date of 
the consignee’s report, via air express. 
Also, simultaneously, a tracer was filed 
with the Railway Express Agency’s office 
in Milwaukee. This express unit reported 
the original shipment lost, two weeks af- 
ter the duplicate shipment went forward. 
A claim was filed with the Railway Ex- 
press Agency for recovery of the lost 
shipment, plus the air express charges 
on the duplicate shipment. 


In such instance, is the Railway Ex- 
press Agency liable for not only the cost 
of the article shipped, which, incidently, 
was sold and invoiced on an F.O.B. Mil- 
waukee, Wis., basis, and is not in dis- 
pute, plus the air express charges on the 
duplicate lot, which charges were caused 
by the express company’s losing the orig- 
inal lot, or, is the express company liable 
only for the freight charges on the orig- 
inal shipment? 


Answer 


As to the shipment which was lost, 
the carrier is liable for the value thereof. 
_ Where the value at destination is used 
in measuring the damages for the loss 
of goods, unpaid freight charges should 
be deducted from that value. This is 
based on the premise that the value of 
the goods was enhanced by the trans- 
portation of the goods to the extent of 
such charges. 


Where the invoice is used as the meas- 
ure of damages, the seller is entitled 
to recover, in addition thereto, the 
freight charges if paid, and not included 
in the invoice. As a rule, if the freight 
charges are prepaid, they will be included 
in the invoice price to the consignee. 
See, Ulrich Mill Work Co. v. Missouri 
Pacific R. Co., 212 P. 654. 

As to the duplicate shipment, there is 









































"He figures he can meet his schedule 
better with the BLUE STREAK." 


To meet your schedules, 


let COTTON BELT serve you. 


A A Mi, tite 


,T. LOUIS SOUTHWESTERN RAILWAY LINES 
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Load Your Freight On A Convenient Time-Table . . . 
Store Any Amount Of Freight Where You Want It, Fully Protected . . . 
Send A Full Load Anywhere Instantly. . . IN MOBILVAN FREIGHT CONTAINERS! 


THE MOBILVAN SYSTEM DOES your present 
shipping job faster, more easily, more conven- 
iently, and more economically! 

It is a “‘mobile container’’, a cargo unit that can be 
loaded any time your freight is ready, and put on 
wheels, rails, or water in seconds. It can be shipped 
via one or any combination of vehicles and vessels. 

For all kinds of freight—foods, appliances, textiles, 
manufactured goods, and hundreds of others—the 
MobilVan freight container is an ideal, low-cost yard- 
storage and fast-shipping idea. It prevents crowded 


EHAUF TRAILE 


“ENGINEERED TRANSPORTATION” 


shipping rooms, permits loading as goods come out of 
the manufacturing department, hastens shipment as 
orders arrive, speeds handling of incoming materials 
at the receiving dock, facilitates better-organized use 
of manpower, and eliminates waste of power equip- 
ment, such as idle trucks waiting for loads. 

If your imagination is whetted by the ‘‘MobilVan 
Idea’. . . and it certainly should be if cost-cuts, time- 
saving devices, and efficiency interest you . . . phone 
your nearest Fruehauf Branch or send the coupon 
below for a demonstration of the MobilVan as applied 
economically to your business! 


The World’s Largest Builder Of Truck-Trailers 
FRUEHAUF TRAILER COMPANY 
10948 Harper Avenue °¢ Detroit 32, Michigan 


(_] Please arrange a MobilVan film demonstration at once. 
(] Send fully-illustrated MobilVan literature. 

NAME 
COMPANY 
ADDRESS a ee 


CITY _STATE ee 
* Fillin or just attach to your letterhead and mail now. 
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AND RECEIVING OPERATION! 





Quanah, Acme & Pacific Railway 


QUANAH, TEXAS 


Season's Greetings 


KANSAS CITY ST. LOUIS 


MEMPHIS 


AMARILLO 
SAN FRANCISCO 


WICHITA FALLS 


to you the 
Most I mportant People 
(our customers and friends) 
from every one of us 
A Merry Christmas 
and Every Good Thing 
: in the New Year 
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no liability on the part of the carrier ‘or 
the freight charges paid thereon, as he 
shipper will have been recompensed for 
the loss of the original shipment un ier 
the applicable principle above stated 


Tariff Interpretation— 


Accessorial Service Charges— 
Date of Shipment Does Not Determine 
Applicable Charge 


Question—Utah 


This is in reference to your answer to 
Oklahoma on page 8 of the August 13, 
1955, issue of TRAFFIC WoRLD, relative to 
the applicable rates and charges on 
transit being governed by the date on 
which transit tonnage leaves the point 
of origin. 

Generally this is the rule, but we have 
a@ question regarding transit which we 
do not think is governed by the date 
transit tonnage leaves the point of ori- 
gin, and we would appreciate your 
opinion 

We recently inaugurated a split-deliy- 
ery provision to allow truck delivery at 
destination by the payment of 10 cents 
per 100 pounds drayage charges, in ad- 
dition to the through joint rate. The 
tariff clause reads as follows: 

“Split delivery service as authorized 
herein is an arrangement whereby rail 
carrier, through its agent, will deliver 
by truck at destination or at stopover 
point carload shipments in lots of not 
less than 30,000 lbs. each to two or three 
locations, except that one of the deliv- 
eries may be made in switching service 
at points prefixed by reference mark 
circle one in Part 2 of this Item.” 

We have transit stocks in storage that 
originated before the above rule was 
published. It is our opinion that we 
can use these storage stocks to make 
shipments to destinations where we wish 
to avail ourselves of the split delivery 
arrangement. Our reason for this view 
is that the truck delivery arrangement 
at destination is something in addition 
to the through freight charges from ori- 
gin to destination and does not affect 
the carload rate or any transit provisions 
in effect regarding storage in transit 
of our commodity. We simply desire 
truck delivery at destination by the pay- 
ment of a drayage charge, which is the 
same, whether the commodity is a new 
shipment from factory or a shipment 
from the storage stocks. As a matter of 
fact, the provision is not a transit privi- 
lege at all. Therefore, the rule that the 
date of shipment from point of origin 
governs transit privileges is not appli- 
cable in a case where nothing is added 
to or taken from the transit privileges 
already operative. In effect, drayage at 
destination is all that is involved and 
this can apply to shipments previously 
accorded storage in transit, as well as 
other shipments. Stopping in transit to 
partly unload and other transit privi- 
leges were already in effect and are not 
changed or affected by shipments being 
accorded truck delivery at destination 
for an additional charge. 


Answer 


In its report in Houston Milling Cc. V. 
Agwilines, Inc., 231 I.C.C. 312, the Ccm- 
mission said: 

“Complainant also alleges that the : .5- 
cent charge was not applicable on gr \iD 
transited at Houston which moved fm 
origin prior to September 1, 1937, ‘he 
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hristmas in September? : 


For the 13 fine young men and women pictured 
on this page it was Christmas in September, for 
they entered college last fall on scholarships you 
—our customers—helped provide. 


contribute an additional $250 to the college. 
This year there were six of these. 

CF is in business to provide superior motor 
freight service, not to award scholarships. How- 


Each year, Consolidated Freightways endows 
an annual college scholarship program in lieu 


ever, we do think this program is another ex- 
ample of the “extra” service a good carrier can t 


of Christmas remembrances to our customers. perform. 


A Scholarship Board of business and education 
leaders selects the outstanding applicants from 


eto 


On behalf of this year’s scholarship winners, 
and the 33 others who have had their Christmas 
in September since 1951, we say— “Thanks for 
everything, and a Very Merry Christmas.” 


Q-.1n 


the 11 western states in which CF operates. Each 
winner receives a $500 scholarship. If the col- 
lege to be attended is not tax supported, we 
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date that charge became effective. The 
rule relied on by complainant that the 
through rate in effect at the time the 
shipment moved from point of. origin 


is applicable on a transited shipment, ’’ * 


although that rate may have been. sub- 
sequently increased, does not apply in 


connection * with such accessorial serv-", 


ices aS split delivery, demurrage, and* 
storage, Which are in addition to, and 
not a part of, the lime-haul service.” 

In accordance with the above state- 
ment of the Commission, the split de- 
livery provisions to which you refer, in- 
sofar as they relate ‘to “déliveries by 
truck, may be applied on» shipments 
which originated prior to the effective 
date of the provisions. : 

See, also. the report in Distribution 
Rules at North Pacific Coast Ports, 251 
LC.C. 517, 521. 

Presumably, this will also apply to de- 
liveries made by switching service, even 
though a switching charge performed 
in connection with line haul transporta- 
tion is that in effect at the time the 
shipment left point of origin, including 


shipments which are stopped for transit . 
privileges. See, Milne Lumber Co. v. ° 


Michigan C. R. R. Co., 118 I1.C.C. 580, 
582; Stickwell & Sons v. Pennsylvania 
R. Co., 151 I.C.C. 364, 156 I.C.C. 373; 
and Red Star Milling Co. v. Atchison, 
T. & S. F. Ry. Co., 194 L.C.C. 632. 


Demurrage— 


Published Freight Rate 
Includes Reasonable Time 
For Loading and Unloading 


Question—Maine 


Will you please give us citations sup- 
porting the contention that the so-called 
“free time,” in reality, is “contracted 
time,” which is paid for in the trans- 
portation rate. 


Answer 


In its decision in Pennsylvania R. R. v. 
Kittaning Co., 253 U.S. 319, 40 S.Ct. 532, 
the court said: 


“The duty of loading and unloading 
carload shipments rests upon the ship- 
per or consignee. To this end he is en- 
titled to detain the car a reasonable 
time without any payment in addition 
to the published freight rate.” 


See, also the reports of the Commis- 
sion in Lake Coal Demurrage, 232 I.C.C. 
735, 740, 741; Terminal Charges at Pa- 
cific Coast Ports, 255 I.C.C. 673, 676; 
Eastern Shore of Va. Prod. Exc. v. 
Pennsylvania R. R. Co., 179 I.C.C. 642, 
648; and Lynch & Read v. Baltimore & 
O. R. Co., 18 I.C.C. 38, 45. In the first 
cited report the Commission said: 


“The charge for transportation from 
origin to destination includes tender of 
delivery and the placement of the car in 
position for loading and unloading or 
on a designated track or tracks. An ob- 
ligation rests upon the carrier to allow 
a reasonable time for loading and un- 
loading. This is known as free time and 
is included in the line-haul rate. After 
the expiration of the free time a de- 
murrage charge is assessed for each day 
or fraction thereof until the car is loaded 
or unloaded and released. Generally 
Speaking, the detention of foreign-line 
cars has an important bearing upon car- 
rier revenues, for on each such car a 
per diem charge of $1 is assessed against 
the carrier on whose line the car is held.” 


’ Fatigue at the I.C.C.,” 


ne 4 
Job’ by I.C.C. “s* 
-* San Fr nci r Catif. 
The editorial, “Faithfil/Servicé “and 
che December 3 
issue of TRAFFIC WORLD, most impor- 
tant: subject and you are to be*,cori- 


plinténted for the clear-c&t and seaPch- 
ing statements on a subject which is 





‘Remarkable 


‘oftentimes obscured by an impenetrable 


forest of conflicting interests. 
Faithful service for public interest is 
in many instances a thankless task and 


The Same Man 
|The Same Van 
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“the reward is in the personal vindication 


‘af being right. This reward comes “e 3 
sometimes: too late, and acknowl - 
me 
,desires to remember the past? 4 

It would be of general public inter- 
ests,to know how many decisions the 
Ge ission has rendered in the last 10 
years, progressively by each year. 

‘As a student in the field of transpor- 
tation with 12 years of practical trans- 
portation experience, three ye carrier 
and nine years industrial, a a’ regis- 
tered practitioner, I desire to state, with- 
out ;hesitancy and with’ considerable 
conviction, that the Commission has 
done @ most remarkable-job and is doing 
a great service:—JAMEs M. Cooper, Assist- 
ant Manager, Transportation Depart- 
ment, San Francisco Chamber of Com- 
merce. 


“is indeed a rare jewel—for who 


Go All the Way THROUGH 


United moves your personnel straight through to 
destination on schedule. The time of arrival, like 
everything else about a United move, is carefully 
Pre-Planned, efficiently followed through. There’s 
no need for your “checking up”— no work or worry 


for you! 
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F.M.B. Upholds 9/2 Per Cent 
Spread in Dual Rate System 
Of Japanese Shipping Group 


In a proceeding in which it dis- 
cussed at great length the “dual 
rate” system for steamship cargo, 
by which rates to shippers agreeing 
to use ships of steamship conference 
member lines exclusively are granted 
lower rates than those who do not 
make such an agreement, the Fed- 
eral Maritime Board not only voiced 
approval of the rate system, but 
approved a spread of 9% per cent 
between the rates for contracting 
shippers and non-contracting ship- 
pers for non-refrigerated cargo 
moved by member lines of the 
Japan-Atlantic and Gulf Freight 
Conference. 


The formal findings of the board in 
its decision in No. 730, Statement of 
Japan-Atlantic and Gulf Freight Con- 
ference Filed Under General Order 176, 
were as follows: 

“(a) The application of the conference 
to initiate a dual rate system on non- 
refrigerated cargo to move in the trade 
from Japan, Korea, and Okinawa to 
United States north Atlantic coast and 
Gulf ports is approved, since we have 
not found the proposed system to be 
unjustly discriminatory or unfair as be- 
tween carriers, shippers, exporters, im- 
porters or ports, or between exporters 
from the United States and their foreign 
competitors, likely to operate to the detri- 
ment of the commerce of the United 
States, or in violation of the act. The 
approval granted is contingent on confer- 
ence amendment of the proposed agree- 
ment with shippers to conform with our 
opinion herein. 

“(b) The conference proposal to charge 
dual rates on refrigerated cargo moving 
in the trade between Japan, Korea and 
Okinawa to United States Gulf coast 
and Atlantic coast ports in disapproved 
as unjustly discriminatory and unfair as 
between shippers. 

‘(c) No agreement between this con- 
ference and the Trans-Pacific Freight 
Conference of Japan in violation of sec- 
tion 15 of the act has been established. 

‘Our approval of the conference’s ap- 
p.ication to institute a dual rate system 

this trade is effective commencing 
“anuary 1. 1956.” 

In connection with its disapproval of 
cual rates on refrigerated cargo, the 

-M.B. said it did this because the vessels 
if Isbrandtsen Co., a non-conference 
arrier which opposed the proposals of 
ne conference, were not equipped with 
sfrigerated space and were not com- 


/etitive with conference vessels for reefer 
irgo. 


Counsel for Isbrandtsen, John J. 
O’Connor, of Washington, D.C., said that 
he would file, on December 19, a petition 
in the United States Court of Appeals 
for the District of Columbia, for a stay 
of the board’s ruling and to prevent the 
dual rates of the conference from becom- 
ing effective January 1, 1956. 

The change in the contract required 
by the board had to do with two pro- 
visions which, the board said, made it 
possible for the receiver under f.0.b. 
(free on board) and f.a.s. (free along- 
side ship) shipments to obtain contract 
rates so long as he patronized exclu- 
sively conference vessels but that “once 
he ships non-conference, he may not 
thereafter receive contract rates.” It 
added: 

“This provision is objectionable be- 
cause such a receiver obtains the bene- 
fits of contract rates without signing 
a shipper contract whereas all other 
non-signers are charged the full non- 
contract tariff rates and, therefore, un- 
like treatment is being accorded non- 
signers. Such f.o.b. receiver should re- 
ceive contract rates only if he is a con- 
tract signatory.” 


Southern Motor Carriers 
Adopt Proposal to Hike 
Freight Rates 7 Per Cent 


A proposal to increase the motor 


carrier freight rates in Southern 
Territory by 7 per cent has been 
adopted by the general rate com- 
mittee of the Southern Motor Car- 
riers Rate Conference, and proposals 
to -increase the rates on volume 
shipments by a like amount and to 
increase the rates on less-truckload 
or any-quantity traffic by 10 per 
cent between points in the south, 
on the one hand, and points in the 
east, on the other, have been adopted 
by the East-South Interterritorial 
Committee, W. M. “Mike” Miller, 
executive vice-president of the con- 
ference, has announced. 

Mr. Miller said the proposals were 
adopted on December 12 by the general 


rate committee and on December 15 by 
the East-South Committee. 

He also announced that a meeting 
would be held at the Chisca hotel in 
Memphis, Tenn., on December 20 to con- 
sider similar increases on traffic moving 
between points in the south and points 
in the southwest. 

Mr. Miller said that some commodities 
would be excepted from the increases. 
He added that special meetings of tthe 
committees would be called to determine 
the exceptions. 
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Rail Classification Bodies 
Accept Amended Released 


Value Rule; Keep $3 Limit 


W. S. Flint, of New York, chair- 
man of the Official Classification 
Committee, has advised interested 
parties that the three railroad classi- 
fication committees, after careful 
consideration of their proposal to 
publish a rule limiting to $3 per 
pound the liability of railroads for 
loss or damage unless a charge is paid 
for a higher valuation, have adopted 
the rule after amending it to leave 
out any reference to “actual value.” 


The rule was proposed as subject No. 
54 in joint docket No. 171, which was 
mailed as part 4 of the Traffic Bulletin 
for October 15. It has been the subject 
of hearing in various cities, and has been 
opposed by shippers (T.W., Nov. 5, p. 
23). Mr. Flint said it would be incor- 
porated in Uniform Classification No. 3 
and Consolidated Classification No. 20. 

One tariff authority said that the rea- 
son for the change in the rule was that, 
as originally drawn, with reference both 
to “actual value” and to “declared or 
released” value, the rule was incon- 
sistent as originally written. 


Amended Rule 


Mr. Flint said that a petition for au- 
thority, under section 20(11) of the 
interstate commerce act, to publish the 
rule as adopted had been forwarded to 
the Commission. The rule, as adopted, 
under the heading “Valuation Charges,” 
was set out in Mr. Flint’s notice as 
follows: 

“Rates or ratings named in this tariff, 
or in tariffs governed thereby, will apply 
only on property the value of which 
is declared or released as not exceeding 
$3.00 per pound. 

“When the declared or released value 
of the property exceeds $300 per 100 
pounds, or $3.00 per pound in the case of 
property weighing less than 100 pounds, 
an additional charge of 10 cents will be 
made for each $100 value or fraction 
thereof that the declared or released 
value of the property represents in ex- 
cess of $3.00 per pound. 


“The value declared in writing by the 
shipper or agreed upon in writing as the 
released value of the property, must be 
entered on shipping order and bill of 
lading as follows: 


“*The agreed or declared value of the 
property is hereby specifically stated by 
the shipper to be not in excess of $3.00 
per pound, unless a different value be 
declared at the time of shipment in the 
space provided therefor on this bill of 
lading.’ 

“In the absence of a certification that 
the agreed or declared value exceed $3.00 
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per pound, the property shall be deemed 
to have a released value not exceeding 
$3.00 per pound and the carriers’ liability 
shall be limited to an amount not ex- 
ceeding that value. Where a different 
value is agreed upon or declared as the 
released value of the property, the car- 
riers’ liability shall be limited to an 
amount not exceeding the aforesaid dif- 
ferent value. 

“The provisions of this rule will not 
apply on ordinary livestock nor articles 
for which specific rates or ratings are 
based on actual value or the value agreed 
upon as the released valus. 

“Nothing in this rule shall restrict the 
right of the carrier to refuse shipments 
under the provisions of rule 3 of the 
Classification.” 


Changes in Rule 


In the rule as originally proposed in 
joint docket No. 171, references to “ac- 
tual value” were in the first three para- 
graphs, as well as in the form for enter- 
ing the declaration of value on the ship- 
ping order and bill of lading. 

Another change in the rule adopted by 
the classification committees was the 
dropping of the following sentence, which 
appeared at the end of the second para- 
graph of the rule as originally published: 

“For all purposes the actual value, or 
the declared or released value, shall re- 
late to the gross shipping weight of each 
package separately, or if the property 
is not in a shipping package, to each 
pound separately and not to the ship- 
ment as a whole.” 

In the rule as adopted by the commit- 
tees, the last sentence of the paragraph 
beginning with the words, “In the ab- 
sence of,” did not appear in the rule as 
originally published. 

A rule similar to that originally pro- 
posed by the railroads is pending before 
the motor carrier classification body. It 
has also been protested. 





Senators ‘Cross Swords’ 
Over Message to I.C.C. 


Concerning Pending Case 


Senator Butler, of Maryland, 
telegraphed to the Commission on 
December 12 a protest against the 
injection of what he called “ex- 
traneous political considerations and 
ex parte statements” in a proceeding 
pending before the Commission 


The Maryland senator was referring to 
a letter addressed to the Commission on 
the same day, and one day in advance 
of the opening of oral argument before 
the Commission in I. and S. No. 6074, 
Iron Ore, Eastern Ports to C.F.A. 
Points, by Senator Kennedy, of Massa- 
chusetts, in which the latter urged on 
the Commission three “fundamental 
principles” which he said it should con- 
sider in reaching its decision. 

Senator Saltonstall, of Massachusetts, 
had also addressed a letter to the Com- 
mission, voicing views similar to those of 
Senator Kennedy. However, Senator But- 
ler made no reference to Senator Salton- 
stall’s letter. 

The text of Senator Butler’s telegram 
follows: 


“Tt was most distressing to learn from 
the public press this morning that my 
distinguished colleague from Massachu- 
setts, Senator Kennedy, has endeavored 
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to inject the issue of politics into a mat- 
ter before the Interstate Commerce Com- 
mission. I refer to his recent communi- 
cation to the Commission regarding the 
proceeding now pending involving freight 
rates on iron ore imported through the 
north Atlantic ports with the ultimate 
objective of securing for the port of Bos- 
ton equality of rates with the port of 
Baltimore. While Senator Kennedy’s in- 
terest in the people of his state is no less 
genuine than is mine for the people of 
Maryland, the fact remains that all 
quasi-judicial deliberations such as those 
of the Interstate Commerce Commission 
should be free from extraneous political 
considerations and ez parte statements. 
I respectfully request that his communi- 
cation be expunged from the record and 
by copy of this telegram I am acquaint- 
ing Senator Kennedy of my advice.” 


Senator Kennedy’s Views 


In his letter to Acting Chairman John- 
son, of the Commission, Senator Kennedy 
set out as the “three fundamental prin- 
ciples which should be considered by the 
Commission in reaching its decision” the 
following: 

“1. Since the natural competitive ad- 
vantage which the port of Boston should 
enjoy in ocean rates because of its prox- 
imity to the Labrador iron ore fields is 
lost to it as a result of the national 
transportation policy ‘equalizing’ ocean 
cargo rates, it is inequitable to deny 
railroads serving Boston the right to es- 
tablish rates comparable to those in effect 
from the port of Baltimore. This prin- 
ciple of diffusing traffic to the various 
ports of the country by allowing com- 
petitive through rates was recently af- 
firmed by the Supreme Court, the dis- 
trict court of Massachusetts and the In- 
terstate Commerce Commission in the 
Great Lakes grain case. 

“2.'The national security will best be 
served by encouraging as many ports 
ot expand their port facilities as is 
economically feasible. The more ports 
the United States has capable of han- 
dling iron ore, the sounder our position 
will be in the event of war. 

“3. The present lack of facilities to 
handle iron one in the port of Boston 
should not militate against rates to en- 
courage iron ore traffic through the port, 
since approval of those rates will result 
in construction of appropriate facilities 
by New England railroads willing and 
able to make the necessary capital in- 
vestment.” 


Senator Saltonstall’s Letter 

Senator Saltonstall, in his letter to 
Acting Chairman Johnson, said he was 
writing it “to urge most strongly that 
the economic interest of New England 
as well as the defense potential of our 
country be kept foremost in the Com- 
mission’s mind as you deliberate this 
matter.” He said it had long seemed 
to the people of New England that “our 
position has been completely inequitable 
when compared with other ports of the 
nation” in competition with the port of 
Boston. 

The natural advantage of the port of 
Boston was “almost completely nullified 
by the existing policy of what has been 
termed ‘equalization’ of ocean cargo 
rates,” said Senator Saltonstall. 

“This is unfair in itself, it is bad 
economics, and it is ominous as regards 
our national defense,” he declared. 

He said that the reduced rates pro- 
posed seemed to the people of New 
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England to be “entirely in order, pay. 
ticularly when they consider the f: vor. 
able position of the port of Balti:nor 
and the port of Philadelphia that 
results from this unjust situation.” He» 
said that the port was in a position ty 
take advantage of any and all favorable 
consideration which the Commission 
might properly see fit to give to its in. 
terests in this regard. 

Senator Saltonstall concluded his letter 
as follows: 

“I repeat that this matter is one 
which deserves the Commission’s prompt, 
thoughtful and favorable consideration 
in the interest of the economy of Ney 
England in the maximum availability of 
the port of Boston for any and all future 
defense needs.” 

The Saltonstall and Kennedy letters 
were being circulated December 1 
among the members of the Commission 
for a decision as to whether or not they 
should be included in the record of the 
proceeding. As of that date no decision 
had been reached. 


(See earlier story on page 70) 





1.C.C. Modifies Old Grain 
Rate Order With Respect to 


Superior-Duluth Situation 


The Commission has granted a pe- 
tition of several western railroads 
for further modification of an order 
issued October 22, 1934, in the grain 
rate investigation case, so as to 
permit the publication and filing of 
tariffs to provide for rates on grain, 
flaxseed and soybeans from stations 
on their lines to points in Wisconsin, 
when for movement beyond by 
water transportation, on the same 
basis of rates as the one currently 
applying from the same origins t 
Duluth, Minn., via interstate routes 
(T.W., Sept. 10, p. 20). 


By an order in No. 17,000, Rate 
Structure Investigation, Part 7, Grain 
and Grain Products Within the Western 
District and for Export, the Commission 
further modified its earlier order “to 
the extent necessary to permit peti- 
tioners, the Chicago and North West- 
ern Ry. Co., Chicago, Rock Island 
and Pacific Ry. Co., Chicago, Saint 
Paul, Minneapolis at Omaha Ry. Co, 
(execpt as to Duluth, Minn.), Minne- 
sota Western Ry. Co., Minneapolis & 
St. Louis Ry. Co., Chicago Great West- 
ern Ry. Co., and Chicago, Milwaukee, 
St. Paul and Pacific R.R. Co. to pub- 
lish rates on grain, flaxseed, and soy- 
beans fro stations on their lines in 
Minnesota to Superior, Superior (East 
End), Superior (Central Avenue) and 
Itasca, Wis., as destinations on the 
Chicago, Saint Paul, Minneapolis and 
Omaha Ry. Co. also from stations in 
Minnesota except stations located north 
of Minneapolis, Minnesota Transfer, and 
St. Paul, served by the Chicago, Mil- 
waukee, St. Paul and Pacific R.R. Co. 
when destined to Superior, Superior 
(Central Avenue) and Superior (E,st 
End), Wis., when destined for movement 
beyond by water transportation, such 
rates to be on the same basis as those 
applying from such origins to Dulu‘h, 
Minn., over interstate routes on similiar 










V. ony 
T, Dar 
f:.vor. 
Iti: nore 
2 that 
1.” He 
tion to 
vor able i 
mission 
its in. 


is letter 


is on Reliable pick-up and delivery service 


prompt, 
leration 
of New 
ility of 
| future 


letters 
ber bt 
mission 

ot they 
of the 
lecision 


in 
tt to 


on 


1 a pe- 
ilroads 


| order ne 1 J : 
> grain ae j 
as to 


ling ¢ Often faster than highway transportation 


grain, 

tations f 
consin, 
id by 
> Same 
rrently 
fins to 
routes 

























































), Rate 
. Grain 
Western 
mission 
der “to 
it peti- 
1 West- 


Sai No wonder more and more shippers are using at ae 
Minne. ie \ cease 


r (East 


waukee, 
ie) and 


on the SERVICE 


nd soy- 
lis and 


ines in 
tions in 


d north 
fer, and Call or write your nearest PRR Representative now. Inquire 
~ =" about Pennsy’s expanding TRUCTRAIN SERVICE with door- 


Superior to-door delivery at nearly 700 points! And still more to come! 


r (East 


na Pennsylvania Railroad 
Dulu h, 





22 





traffic for movement beyond by water 
transportation.” 

The Commission said it had consid- 
ered the railroad petition for modifica- 
tion and supporting petitions by the Du- 
luth Board of Trade, Cargill, Inc., Ar- 
cher-Daniels-Midland Co., Farmers Un- 
ion Grain Terminal Association, and a 
reply by the Great Northern Railway Co. 
and others, the latter in opposition. 


Superior, Wis., Petition 


The Commission has also made public 
petitions in the same proceeding filed by 
the Superior (Wis.) Board of Harbor 
Commissioners, and the city of Superior, 
interveners. 

One of the Superior petitions was for 
leave to file a petition in support of the 
aforementioned railroad petition. To this 
was attached the supporting petition. 


The Superior petitioners said the City 
of Superior had within its corporate 
boundaries various grain elevators en- 
gaged in the export of grain by water, 
with a total storage capacity of approxi- 
mately 36 million bushels. They added 
that Superior, Wis., and Duluth, Minn., 
although separated by state boundaries, 
“are now, and for a great many years 
past, have been considered as one geo- 
graphic port servicing, and being serv- 
iced by, the same identical areas and 
facilities.” 


“Many of the grain products originat- 
ing in states west of Wisconsin are car- 
ried through the city of Superior and 
unloaded in the city of Duluth at a 
lower rate than if they were unloaded 
in the city of Superior,” said the peti- 
tioners. 


“Since June 2, 1947, expansion and 
construction of grain storage and han- 
dling facilities at the port of Superior 
has been virtually at a standstill, caused 
in part by the inability of local grain 
facilities to handle certain grain products 
as a result of the discriminatory rate 
which applies to these products as be- 
tween the ports of Superior-Duluth. 


“So long as discrimination of rates 
exist as between the ports of Superior 
and Duluth, the port of Superior is be- 
ing, and will continue to be, adversely 
affected.” 





Ceiling Rate Order Modified 


To Permit No. 175 Increases 


The outstanding order of the Com- 
mission in No. 29028, Lakeville Cream- 
ery Co. v. Railway Express Agency, 
Inc., et al. prescribing a’ reasonable 
scale of rates on churning cream in 
baggage-car service offered by the de- 
fendants, has been modified so as to 
permit the défendants to cancel the 
December 31, 1955, expiration date of 
the 15 per cent increase authorized 
in Ex Parte No. 175. 


The action was by an order in the 
proceeding by division 2. The Commis- 
sion said it had ordered the defendants, 
Railway Express, Great Northern Rail- 
way, Northern Pacific, and Minneapolis, 
St. Paul & Sault Ste. Marie Railroad, 
to establish rates not exceeding the 
ones prescribed, but had subsequently 
modified that order so as to permit 
the Ex Parte No. 175 increases author- 
ized for general application. 


The Commission noted that by its re- 
port of November 14, in Ex Parte No. 
175, it had eliminated the expiration 
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date for general application and said that 
no objection had been received to pe- 
titioners’ request that the order in the 
instant proceeding be amended to au- 
thorize cancellation of the increases as 
it applied to the churning cream traffic. 

Defendants were authorized to publish 
tariff supplements canceling the expira- 
tion date on not less than 10 days’ notice. 





Railroad Transfer Service 
Held Operating in Chicago 
Without Proper Authority 


Judge Walter LaBuy, of the fed- 
eral district court at Chicago, on 
December 13 ruled that Railroad 
Transfer Service, Inc., which had 
been transporting passengers and 
baggages between railroad stations 
in Chicago since October 1 under a 
contract with railroads serving that 
city, was not exempt from a Chicago 
city ordinance requiring a license 
for such services, and that it had 
been operating illegally. 


Parmelee Transportation Co., which 
had conducted the between-stations 
service for more than 100 years until 
the railroads early this year asked for 
competitive bids for the contract cover- 
ing the transfer service, brought the suit 
in the federal district court against 
Railroad Transfer, the successful bidder. 
The latter company is headed by John 
L. Keeshin, Chicago trucking executive 
(T.W., July 23, p. 35). 

When he handed down his decision, 
Judge LaBuy also dissolved a temporary 
injunction which prohibited the city 
authorities from interfering with the 
operations of Railroad Transfer. 

Railroad Transfer contended that its 
service was part of an interstate move- 
ment of passengers and baggage, because 
most of the persons it transported were 
interstate travelers. Therefore, Railroad 
Transfer said, the city had no jurisdic- 
tion over such transportation. However, 
Judge LaBuy said that the movement 
of passengers and baggage between the 
Chicago railroad terminals was not 
interstate transportation and was sub- 
ject to the jurisdiction of the city. 

Attorneys for Railroad Transfer said 
that the decision would be appealed to 
the United States Court of Appeals in 
Chicago. Counsel for Parmelee said it 
was expected that the city would prompt- 
ly halt the operations of Railroad Trans- 
fer. Parmelee has pending a suit in su- 
perior court at Chicago for $8,500,000 
damages from the railroads for services 
allegedly rendered without compensation 
for 20 years prior to last October 1. 





Eastern ‘Piggyback’ Rate 
Decision of 1.C.C. Stands 


The Commission has refused to reopen 
for reconsideration the eastern railroad 
“piggyback” rate case in I. and S. No. 
6214, Trailers on Flat Cars—Eastern Ter- 
ritory. 

By an order in the proceeding, the 
Commission denied petitions for recon- 
sideration and oral argument filed by 
the Brooklyn Eastern District Terminal 
and Bush Terminal Railroad, protestants. 
The Commission said the petitioners had 
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not shown substantial and materia) reg. 
sons to warrant reopening the proce: ling, 

In its report and order, the Con mis. 
sion found,just and reasonable the ates 
on freight loaded in or on trailers ang 
transported on flat cars between New 
York and Buffalo, N.Y., Baltimore, Md, 
Philadelphia and Pittsburgh, Pa., C eve. 
land and Cincinnati, O., Chicago, Ill., ang 
St. Louis, Mo. (T.W. July 30, p. 14). 

The two named protestants had ob. 
jected principally to the inclusion oi the 
borough of Brooklyn in the terminal are, 
of New York City in respondents’ tariffs, 







































Carloadings Totaled 727,228 
In Week Ended December 10 


Loading of revenue freight for the 
week ended December 10, 1955, totaled 
727,228 cars, the Association of American 
Railroads announced. This was an in- 
crease Of 73,697 cars or 11.3 per cent 
above the corresponding week in 1954 
and an increase of 75,277 cars or 115 
per cent above the corresponding week 
in 1953. 


Loading of revenue freight the week 
ended December 10 decreased 988 cars 
or one-tenth of one per cent below the 
preceding week. 

Coal loading amounted to 155,343 cars, 
an increase of 27,,847 cars above the 
corresponding week a year ago, and an 
increase of 7,794. cars above the preced- 
ing week this year, the A.A.R. said, add- 
ing: 

Miscellaneous freight loading totaled 372,- 
662 cars, an increase of 34,487 cars above the 
corresponding week last year, but a decrease 
of 4,590 cars below the preceding week this 
year. 

Loading of merchandise less than carload 
freight totaled 60,752 cars, a decrease of 12/ 
cars below the corresponding week in 1954, 
and a decrease of 389 cars below the preced- 
ing week this year. 

Grain and grain products loadings totaled 
47,145 cars, a decrease of 1,369 cars below the 
corresponding week in 1954, but an increase 
of 81 cars above the preceding week this 
year. In the Western Districts, grain and 
grain products loadings for the week of De- 
cember 10 totaled 27,843 cars, a decrease ol! 
1,895 cars below the same 1954 week, and a 
decrease of 199 cars below the preceding 195) 
week. 

Livestock loading amounted to 11,758 cars, 
an increase of 1,778 cars above the corre- 
sponding week in 1954, but a decrease of 7) 
cars below the preceding week this year. 
In the Western Districts, loading of live- 
stock for the week of December 10 totaled 
9,214 cars, an increase of 1,512 cars above 
the same week a year ago, but a decrease 
of 62 cars below the preceding week this 
year. 

Forest products loadings totaled 44,32! 
cars, an increase of 655 cars above a year 
ago, and an increase of 714 cars above a week 





































ago. 

Ore loading amounted to 21,654 cars, an 
increase of 6,126 cars above last year, but 4 
decrease of 4,950 cars below last week. 

Coke loading amounted to 13,587 cars, al 
increase of 4,300 cars above a year ago, and 
an increase of 429 cars above the previous 
week this year. 

All districts reported increases compared 
with the corresponding week in 1954, except 
the Northwestern. All reported increases 
compared with the corresponding week in 






































Cumulative Loadings 

















1955 1954 1953 

Four wks. of Jan. 2,524,775 2,489,506 2,788,084 
Four wks. of Feb. 2,575,082 2,461,745 2,730,301 
Four wks. of Mar. 2,621,087 2,411,886 2,801,445 
Five wks. of Apr. 3,432,895 3,093,083 3,738,587 
Four wks. of May 3,062, 2,696,753 3,101,589 
Five wks. of June 3,782,011 3,348,853 3,874,042 
Four wks. of July 3,033,924 2,632,005 3,087,321 
Four wks. of Aug. 3,113, 2,708,186 3,228,378 
Four wks. of Sept. 3,142,006 2,711, 3,153,226 
Five wks. of Oct. 4,124,487 3,628,067 4,024, :38 
Four wks. of Nov. 3,053,674 2,685,641 2 











Week of Dec. 3 728,216 
Week of Dec. 10 727,228 653,531 


ME ivirsetssoons 35,921,937 32,182,493 36,638,.'76 




























ORLD 
aie 
rial rea. 
cee ling, 
Son mis. 
he ates 
lers and 
en New 
re, Md, 
.» C eve. 


December 17, 1955 































































Tll., and “e ee 9 : 
14), ' 
0. | : ompetition ! | 
MN O1 the 7 t] e 

nal are _& We're for it 100% 


i. me 


4 —it gives us our 
best buys!” 


7,228 


yer 10 


for the 
totaled 
merican 


a 





an in- 

er cent Inquiring Reporter: What do 

ee ti you folks think of the bills 
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greater freedom of competition 

1e week in making transportation rates? 
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led 372- mean better values. That’s why I was 
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Bae 7 make competitive freight rates. 
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When it comes to less-carload ship- ment from pick-up to final delivery. 
ping, Universal can take a big load And we make sure it goes by the fast- 
off your shoulders, too. est route. 


Details? Forget them! With 117 offices To enjoy a holiday from paper work, 
in major cities throughout the country, let Universal take care of everything 
we keep a close watch over your ship- for you. 


CARLOADING & 


DISTRIBUTING CO. 
GENERAL OFFICES 


NEW YORK 345 Hudson Street * CHICAGO 977 West Cermak Rd. « LOS ANGELES 1227 Wilson Strect 


Offices in principal cities throughout the 74 U.S. 
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News of Significance lo Traffic and Transporlation Mon 


Hardesty Resigns Post as 
1.C.C. Managing Director 


M. N. Hardesty, who became managing 
director of the Commission on October 
27, submitted on December 12, his resig- 
nation from the position to be effective 
February 1, 1956. Commissioner Johnson, 
acting chairman of the Commission, re- 
plying on December 14, accepting the 
resignation, indicated that Mr. Hardesty 
was going on annual leave for the 
period until his resignation became ef- 
fective. 

When Mr. Hardesty accepted the man- 
aging directorship of the I.C.C. he was 
a consultant to the State Department’s 
International Cooperation Administra- 
tion (T.W., Oct. 29, p. 36). 

The Commission issued a notice late 
December 14 in which it said: 

“On December 12, Managing Direc- 
tor M. N. Hardesty addressed the fol- 
lowing memorandum to the Commission: 
“For personal reasons and desires, I 
beg to submit to the Commission this, 
my resignation from the position of 
managing director of the Interstate 
Commerce Commission, effective Feb- 
ruary 1, 1956. 

“*To be assured of my future course 
as early as possible, I would appreciate 
acceptance as promptly as may be con- 
venient to the Commission.’ 

“Acting Chairman J. Monroe John- 
son today replied to Mr. Hardesty as 
follows: 

“*As you are tomorrow about to go on 
annual leave, which will cover the pe- 
riod until your resignation is effective, 
February 1, 1956, there is a possibility 
that I might see little of you during 
that time. 

“‘T regret that your personal affairs 
and desires interested you in other pur- 
suits than the managing directorship 
of the Interstate Commerce Commis- 
sion, which, in order to pursue, you 
found it necessary to resign that post. 
I sincerely hope that you are correct 
and that you will find pursuits more 
interesting and attractive to you. 

“*You have been here a very short 
time, in which you have vigorously pur- 
sued the onerous duties assigned as 
managing director here, and have, I be- 
lieve, accomplished much in a very short 
while. Should you find occasion to drop 
in and visit, I will be glad to have you 
do so. If I have any advice and counsel 
that you would value and seek, it would 
be my pleasure to extend such to you.’” 





Atlantic States Board Meeting 


William White, president of the Dela- 
ware & Hudson Railroad, will be the 
guest speaker at a luncheon sponsored 
ty the Traffic Club of New York, Inc., 
in the course of the thirty-second annual 
end ninety-eighth regular meeting of 
the Atlantic States Shippers Advisory 
Board to be held January 11 and 12 
et the Commodore hotel, New York, 
'.Y., the board has announced. 


Baltimore Railroad Community Committee 
Has Seminar on Cabinet Committee Report 


Program Arranged by Eastern Railroad Presidents Conference Attended 


By 700 People. Recommendations of ‘Primary Importance’ in Cabinet 
Committee’s Report Emphasized. Baltimore Group Meets in Afternoon. 


By LEWIS W. BRITTON 


Nearly 700 people attended a sem- 
inar held in Baltimore, Md., on De- 
cember 13, on the report of the 
Presidential Advisory Committee on 
Transport Policy and Organization. 


‘Most of those in attendance were 


railroad representatives, but there 


were also representatives of the rail- 


road brotherhoods, shippers, civic 
and business leaders, suppliers, and 
some representatives of the motor 
carrier industry. 


The seminar was one of a_ series 
launched by the Eastern Railroad Presi- 
dents Conference to familiarize the rail- 
road industry with the report. The Bal- 
timore seminar was sponsored by the 
Baltimore Railroad Community Com- 
mittee, the chairman of which is Joseph 
L. Stanton, director of public relations 
of the Baltimore & Ohio Railroad. Ar- 
rangements for the Baltimore affair 
were in the hands of Richard Strouse, 
of Carl Byoir & Associates, New York, 
N.Y. 


The seminar was in two parts. At a 
general session in the morning, a group 
of railroad attorneys and a professor of 
education explained the nature of the’ 
report and the recommendations con- 
tained in it. In the afternoon, the Bal- 
timore Railroad Community group met 
in three smaller segments or seminars 
and then came together for a general 
summary. 


Dan W. Dodson, professor of educa- 
tion and director of the center for com- 
munity and field services, School of Ed- 
ucation, New York University, acted as 
moderator and called on attorneys pres- 
ent to explain various portions of the 
report. The attorneys were Charles J. 
Henry, assistant general counsel of the 
B. & O.; David L. Wilson, assistant gen- 
eral counsel for the Pennsylvania Rail- 
road, and William Keenan, assistant 
commerce counsel for the New York, 
New Haven & Hartford Railroad. 


After Mr. Stanton opened the seminar 


See Late News, ‘pages 19, 20 


and 22 for other transporta- 
tion news developments. 





with a brief statement, Mr. Dodson 
called on the attorneys who, with the 
aid of slides, reviewed the recommenda- 
tions of the report, and laid stress on 
those recommendations which the rail- 
road industry thought were of “primary” 
interest and importance and which 
should be emphasized at this time. 


‘Primary’ Recommendations Summarized 

Mr. Keenan at the beginning of the 
afternoon session—which consisted of 
a discussion of the report by members 
of the Baltimore Railroad Community 
Committee in three groups, followed by 


‘a general discussion—summed up thie 


portions’ of the report and its recom- 
mendations which the industry thought 
of immediate importance as follows: 

“The three aspects of the report which 
seem of the greatest importance all bear 
on the problem which most acutely 
affects regulated carriers in the United 
States today. Let’s deal with it in regard 
to a specific situation. 


“From 1940 to 1948 the Ilunois rail- 
roads’ tonnage of petroleum products 
declined from 57 per cent to 12 per cent. 
In 1951 it was perfectly apparent that 
the pattern of diversion to trucks was 
continuing. The Illinois railroads were 
interested in reversing this trend of 
events. So they published reduced rates 
from a level slightly above the truck 
rates to about one and one-half cents 
a hundredweight below truck rates. All 
of the shipper testimony was in support 
of that reduction. Shippers stated that 
the reduction was necessary if the rail- 
roads were going to get any substantial 
part of the trafiic. 

“The amazing thing was that the 
Interstate Commerce Commission found 
that for hauls from 75 miles it was clear 
that the railroads were the low-cost 
agency. It ruled that the rail rates should 
be equal, but that the truck rates had 
in some instances been higher than the 
rail rates. 


“Why did the I.C.C. make that ruling? 
It said that the proposed rail rate reduc- 
tions would deprive the tank truck 
operators of a fair opportunity to com- 
pete. Today, the petroleum traffic in 
Illinois has deserted the railroads even 
though the-railroads can offer lower, but 
still profitable, rates. 


‘Crux of Problem’ 


“This is the crux of the acute problem 
facing carriers in the United States. 
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This example highlights it. The Inter- 
state Commerce Commission believes it 
has no choice on the basis of the way 
in which it interprets the interstate 
commerce act but to make such a de- 
cision as I have just talked about. 


“There are 12 main recommendations 
in the Cabinet committee report. Three 
of them are addressed to the specific 
type of problem I have just described. 
Although all of the 12 recommendations 
in the Cabinet committee report are 
favored by the railroad industry, so far 
as I know, these three are considered 
to be the most important because they 
are addressed to the worst problem: 


“1. The report proposes a change in 
the national transportation policy 
statement—that statement at the be- 
ginning of the interstate commerce act 
which is not a part of the act, but is 
used by the I.C.C. as a guide as to how 
to interpret the: act. We would like to 
have that statement changed to make 
it clear that the common carriers are 
to have a greater opportunity to com- 
pete and the Commission is to act as 
an adjudicator rather than a manager. 


“2. The industry favors the proposals 
addressed to changing the rule of com- 
petitive rate making. When a carrier 
wants to acquire some traffic, whether 
it is a rail, motor or water carrier, one 
of the primary steps business manage- 
ment may take is to publish reduced 
rates to get the traffic. The I.C.C. super- 
vises these reductions of rates. There 
may be an investigation proceeding at 
which that reduction in rates has to be 
explained to the I.C.C. The second rec- 
ommendation of the Cabinet committee 
report is addressed to changing the 
practice which the Commission must 
use when it is supervising such a re- 
duction in rates, as in the Illinois petro- 
leum case, so that the Commission will 
not take into account whether or not 
the rate is so low that it might deprive 
other forms of transportation of traffic. 

“The proposed new law provides that 
the Commission shall not consider the 
effect of new rates on any other mode 
of transportation. It shall not consider 
the relationship of the proposed rates 
to the rates of any other mode of trans- 
portation; it shall not consider whether 
the proposed charge is lower than neces- 
sary to meet the competition of any 
other mode of transportation. 

“If these three ‘shall nots’ had been 
part of the law at the time the Illinois 
petroleum case was decided, the Com- 
mission would have had to approve the 
proposed reduced railroad rates and the 
public would have gained by the reduced 
rates. 

Suspension Powers 


“The third recommendation of the re- 
port of immediate importance has to 
ao with the Commission’s suspension 
powers. The regulated railroad, truck 
and waterway carriers cannot establish 
a new rate without giving the Commis- 
sion and the public 30 day’s notice before 
it becomes effective. During this period 
the Commission may suspend the effec- 
tiveness of the proposed rate in order to 
investigate it. This period under the 
law can last as long as seven months. 
‘The L.C.C. can make an investigation 
and suspend the rate in this manner on 
its own motion or, more importantly, on 


the protest of a competing carrier or, of 
course, on the protest of a shipper. 
“This suspension power is often 


‘brought into play. During the first six 


months of 1954, 38 per cent of all rates 
which were protested were suspended. 
Of these rates which were suspended, 
nine out of eevry 10 were suspended be- 
cause of the protest of another carrier. 

“While the carrier’s proposed rate is 
under suspension the traffic it seeks to 
gain is often lost. The shipper also loses 
the benefit of the lower rate. Thus it 
is not difficult to see that this power of 
suspension is actually a powerful com- 
petitive device and it is used very often 
to delay or prevent the making of com- 
petitive rates. 


Recommendation Discussed 


“The Cabinet committee report calls 
for a shortening of the period of suspen- 
sion from seven months to three months. 
More important, it recommends cutting 
down unnecessary suspensions by the 
Commission because it proposes that the 
Commission determine. on the basis of 
factual information before it suspends 
a rate three things: (1) That the pro- 
posed rate is probably unlawful; (2) that 
the new rate would result in injury to 
the complainant, and (3) that the com- 
plainant has no adequate remedy other 


than the suspension which is requested. . 


“Finally, the Cabinet committee rec- 
ommends that the burden of proving a 
suspended rate unlawful be placed on a 
carrier which is making a protest against 
a rate. However, if a shipper protests a 
rate, the carrier which proposed the rate 
would continue as now to have the bur- 
den of proof. 


“These are the points high on our in- 
dustry’s list. Management and labor 
alike seek other changes as recommended 
by the Cabinet committee, but the 
changes most important are the three 
I have just suggested.” 


Q. and A. Period 


Following the explanation of the re- 
port, the three attorneys took their 
places at a table on the platform and, 
with Professor Dodson as moderator, 
answered questions from the floor. 

The first question asked was one 
which had been handed in writing to 
Professor Dodson. It was: “If this re- 


‘port is to save the public billions of 


dollars, why are the railroads asking 
for a seven per cent rate increase?” 


Mr. Wilson replied that there was no 
inconsistency between the support of 
the railroads for the recommendations 
in the report for freedom of competi- 
tive rate making and the need which 
had arisen in the past and again at 
present for a general upward adjust- 
ment of rates. He said that the trans- 
portation industry did not live in “an 
economic vacuum.” When there were in- 
fiationary movements, he said, the en- 
tire transport industry must adjust its 
pricing scheme to the new conditions. 
That, he said, was the purpose of gen- 
eral increases. Freedom to make com- 
petitive rate adjustments on individual 
commodities and in particular areas was 
a matter which existed no matter what 
the level of rates happened to be, Mr. 
Wilson asserted. 

“In addition,” he said, “I think it can 
be said fairly that the right to make 
competitive rate adjustments is a neces- 
sary corollary in a period in which 
there is a general increase in the price 
level and an upward movement of 
freight rates, that is, the higher the 
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level of transportation rates the mon 
necessary it is for the different 1 10dq 
of transportation to have a rigit t 
make competitive rate adjustmens jy 
individual situations.” 

The next question asked was: “Withiy 
the maximum and minimum rates, \ oul 
the railroads in the same territory con. 
pete with each other?” 

Mr. Henry replied that they were com. 
peting now. If the questioner meant t 
ask whether the competitive recom. 
mendations would apply between indi. 
vidual railroads, Mr. Henry said tha 
“they not.” He added that “they ar 
intended to apply between modes of 
transportation.” 

‘Lobbying’ Discussed 

Another question which was handej 
to Professor Dodson was: “When we 
have familiarized ourselves with the re. 
port, what is expected of us? Is it the 
purpose that we will be in position t 
discuss it and also to attempt to pre. 
vail on our legislators to act on legis. 
lation?” 

Mr. Keenan replied that he thought 
the purpose of the seminar was to giv 
information to those present. He saii 
he had given no thought as to the actin 
to be taken. 

Mr. Wilson said that “before you ge 
to the stage of political action the firs 
problem is education.”” He said that 
people had to be acquainted with tlhe 
facts and the issues, adding that “we ar 
at that phase of this effort,” and that 
“we are not talking about politicd 
action.” 

“To be perfectly frank,” Mr. Wilson 
said, “that is lobbying under federl 
law. We are not lobbyists and do no 
intend to be lobbyists.” 

Professor Dodson voiced the view thi 
public discussion would be necessary, 
that the presentation of one side did not 
register so must until the contradictory 
views had been expressed. Then, lt 
said, people could arrive at decision 
as to what they believed about the r- 
port. He said that the “kit” of ms 
terial furnished those present containei 
advertisements of the railroads and ht 
said there would be more such adver 
tisements and many kinds of mass medi 
discussions of the report, including tele 
vision and radio. Such discussions woull 
“boil down” to what the essential issua 
were, he said, leaving out the technicil 
detail which the public had no time W 
master. It would be those present, th 
moderator said, who would carry tht 
discussions to make the meaning of th 
report clear. 


Contract Carrier Issue 


The next question was as to the effet 
the publication of rates by contract cal 


riers would have, and what benefit theg © 


common carrier would gain from suc 
publication. 

Mr. Wilson replied that the require 
ment that contract carriers publish at 
tual rates would result in that fact tha 
“common carriers will know what chargé 
of the contract carrier are for the pu" 
pose of filing a competitive rate of the 
own in an effort to get the business.” 

The questioner had also expressec thé 
view that the statement about lobbyini 
seemed to imply there was somet 
wrong with it, and wanted to kno 
what that view was taken. 


‘Lobbying’ Question 
Mr. Wilson said that he did not t1i 


lobbying was bad adding that Con; res 
had passed a law to regulate it. Bu: } 
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mary and important in the recommen- 
dations.” 


Maximum-Minimum Procedure 


“Will maximum and minimum rate 
control be varied within the different 
regions, or would they be universal?” 
was the next question asked. 

Mr. Wilson said he thought he under- 
stood the background of the question 
to involve whether or not there would 
be a change in the relative level of 
rates as between different territories as 
the result of the proposals. He said he 
thought that the answer was “No.” 

“The procedure that would be fol- 
lowed if the report is adopted,” said 
Mr. Wilson, “would not contemplate the 
I.C.C. taking a whole rate structure, 
class rates, commodity rates, and fixing 
@ maximum and minimum rate on every- 
thing so that you would have uniformity. 
Proceedings will be as they are now. 
A particular carrier wants to put in a 
particular rate on a particular com- 
modity. He will file a tariff. Then, if 
there is a protest, the Commission may 
go into the matter and consider whether 
this proposed rate is either less than a 
reasonable minimum, or less than a 
compensatory rate, or whether it is 
more than a reasonable maximum rate, 
that is, exceeding both cost and return. 
These recommendations will not have 
eno effect on interterritorial rate 
evels.” 


Railroad Committee Sessions 


In the afternoon, the Baltimore Rail- 
road Community Committee, after a 
brief session at which, as aforementioned, 
the Cabinet committee report was re- 
viewed, broke up into three groups to 
discuss the report further and to con- 
sider what steps might be taken locally 
to promote public understanding of the 
report. 

Mr. Stanton was moderator for one 
group. Clifford C. Bruck, assistant vice- 
president — traffic, Western Maryland 
Railroad, was moderator for a second 
group, and Joseph Bull, supervisor of 
community relations for the Pennsylvania 
Railroad, took over the third. Mr. Kee- 
nan remained with the first group, Mr. 
Wilson went with the second group, and 
Mr. Henry sat in on the deliberations of 
the third group. 

When the committee came together 
again, the moderators for the individual 
groups reported briefiy the results of 
their deliberations. 


Mr. Stanton said that one point dis- 
cussed in the seminar of his group was 
that it should be remembered that the 
Commission’s regulations were not “writ- 
ten on tablets of stone” and were subject 
to change. There was nothing sacrosanct 
about the interstate commerce act, he 
said, adding that it was built up on a 
series of changes. The Cabinet commit- 
tee report was another effort to keep reg- 
ulation in the transportation industry up 
to date and to modernize it. If the idea 
of modernization was emphasized, Mr. 
Stanton said, “you get across a strong 
point.” Everybody was for modernization 
and progress, he said. 


Group Suggestions 
Mr. Bruck said his group had consid- 
ered what could best be done about the 


recommendations of the report and how 
to “get them over to the public.” He 


said it had been suggested that speak- 
ers could engender -public interest. . One 
pertinent suggestion, he said, was that 
“when a speaker is asked a question 
about the report, he should not try to 
cover too much.” It would be better for 
a speaker to discuss one or two aspects 
of the report rather than to attempt to 
cover the entire report, Mr. Bruck said. 

He said his group was suggesting that 
the entire committee “pass back” a rec- 
ommendation to the Eastern Railroad 
Presidents Conference that the confer- 
ence attempt to enlist the interest of 
the National Association of Manufac- 
turers in supporting the Cabinet com- 
mittee report. He said his group thought 
the report needed “a great deal of sup- 
port from business leadership which it 
does not now have.” 

Mr. Bull said the “toughest problem” 
his group encountered was what should 
be said to a shipper who was using 
trucks and was satisfied with their ser- 
vice, and who felt that if the reeommen- 
dations were enacted into law the trucks 
would be pushed out of business or their 
business greatly diminished. Mr Bull 
said it was decided that the best answer 
was to say that the Cabinet committee 
wanted to put all forms of transporta- 
tion—waterway, highway, railroad and 
pipeline—on an equitable basis, so that 
each could exert, in an atmosphere of 
free enterprise, its inherent advantages. 
Then, said Mr. Bull, the shipper could 
select the form of transportation best 
suited to his needs. 

Local Action 


As to local action, Mr. Bull said his 
group agreed that local speakers would 
be effective, and also that there should 
be a slogan adopted which would appear 
on outgoing mail. Another organization 
which should be approached, he said, 
was the National Industrial Traffic 
League. 

In addition to this, Mr. Bull said, the 
group thought that railroad traffic rep- 
resentatives, and other railroad “field 
men” should advocate passage of the 
legislation carrying out the committee 
recommendations, whenever an oppor- 
tunity presented itself. 

He said the group also thought that 
a pamphlet and other’ educational 
matter might be enclosed in the pay 
envelopes of railroad workers, emphasiz- 
ing that the recommendations would 
safeguard their jobs and make more 
opportunities for “bigger and better 
jobs on the railroads.” 

Mr. Bull said his group also thought 
that management should, by conferences 
with railroad labor leaders, intensify 
efforts to show labor that enactment of 
the recommendations would be benefi- 
cial to all parts of the labor force. 

Finally, said Mr. Bull, one question 
which had come up in the discussions 
by his group was the need to clarify 
the effect of the Cabinet committee 
recommendations in inter-railroad com- 
petition. That question, he said, could 
be highlighted by referring to the port 
differential rate situation. He asked 
if the committee’s recommendations 
would open the way for a rate war_be- 
tween the various railroads serving a 
port. He said the group thought the 
recommendations were not intended to 
create such a situation, but were in- 
tended to refer to “inter-carrier” com- 
petition. 


Closing Summary 


Professor Dodson, in his closing re- 
marks, said that the Baltimore semi- 
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nar was one of the “better session:” of 


‘the ‘series of seminars: which. had been 


held in various cities. In summar:, he 
said: . 

“What we are seeking is an equi abl 
solution to the problem of how to deal 
fairly with all aspects of the economy, 
As was pointed out in one discursioy 
group, none of us is entirely free of 
regulation because the public interes 
has to take precedence over any in. 
dividual group. 

“In this process of finding an equitabk 
relationship in the transportation in. 
dustry as a whole, it seems to me we 
are not saying that all is white or black 
It is not the railroads versus the truck; 
but how do we get a strong transporta. 
tion industry? Where are those places 
in which there is now a shielding be. 
hind the umbrella for certain aspects 
of transportation. Where are some of 
the advantages which are to the pub. 
lic’s disadvantage?” 

He said further that the program did 
not include destruction of the Commis. 
sion or “or one against the other,” but 
“setting a policy allowing a greater 
amount of competitive relationship than 
has been at present permitted.” 


After saying he thought it beyoni 
human intelligence to adjudicate what 
was sound economics for transportation, 
Professor Dodson asserted that the pub- 
lic interest was in “what we are goin 
to do about developing an adequate 
service pattern in transportation, giv- 
ing the trucks and railroads the thing 
they can do creatively and best.” 

He asserted that the trailer-on-fiat- 
car service was one of the new creative 
ways “we are finding to do the job,” ani 
that change was needed in the “regula- 
—, pattern under which initiative i 
os Bad 

“That is the challenge of the report,’ 
Professor Dodson declared. “That is the 
kind of thing that ought to be i 
challenge to you.” 





Seattle Port’s Innovation 
In Tariff Field Commended 


Tariffs Nos. 2-D and 100, issued re 
cently by the port of Seattle, Wash., have 
proved to be somewhat of an innovation 
in the tariff field, inasmuch as the port’ 
new publications contain not only in- 
dexed tariff schedules but photographs 
as well, according to the public relations 
department of the port. 

“Believed to be the only tariff of its 
kind in the world, the port’s booklets 
have drawn much favorable comment 
from traffic and transportation organiza- 
tions throughout the United States,” said 
M. J. Weber, secretary of the Port of 
Seattle Commission. 

Mr. Weber said that J. J. Usher, the 
port’s traffic manager, had received many 
favorable letters concerning the two 
tariffs. Charges applying both against 
vessels and against cargo are specified in 
these tariffs. Mr. Weber quoted excerpts 
from several letters the port commission 


had received, commending the ew 
tariffs. The letter excerpts include the 
following: 


“ ... Iam indeed happy to note that 
at long last you have been successfu’ it 
your efforts to publish separately the 
charges applicable against vessels and thé 
charges applicable against cargoes in thé 
Port of Seattle. Well done! ...”—J F 
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December 17, 1955 


McA:t, Chairman, Pacific Coast Euro- 
peal: Conference, San Francisco. 


«| It will be a convenience for all 
users of the tariffs to have the rates, 
rules and regulations governing charges 
for account of cargo separate from those 
for account of vessel. Likewise, the index 
tabs showing the sections and their 
contents greatly facilitate use of the 
tariffs. The photographs are a new and 
novel innovation and are good advertis- 
ing ...”—J. D. Paul, secretary-manager, 
Seattle Traffic Association. 


«| We have progressed in our pro- 
gram to the various kinds of special 
services tariffs and already have had 
some conversations between ourselves 
about tariffs covering port services and 
charges. This excellent appearing work 
of Mr. Usher’s is going to be mighty 
helpful . . ."—-Charles S. Baxter, chair- 
man, Railroads’ Tariff Research Group, 
Washington D.C. 


Present Practice of Filing 
1.C.C. Suspension Petitions 


Called ‘Frivolous’ by Cabot 


Walter K. Cabot, general traffic 
manager of Johnson & Johnson, 
Metuchen, N.J., said in speech de- 
livered December 7 at a meeting of 
the Central New Jersey chapter of 
the Delta Nu Alpha Transportation 
Fraternity in Sally’s Restaurant, 
Highland, Park, N.J., that he was in 
agreement that some method should 
be found to eliminate what he called 
“frivolous filing of suspension peti- 
tions” with the Interstate Commerce 
Commission. 


Mr. Cabot said that present practices 
being used in filing petitions for suspen- 
sion with the I.C.C. were making a 
“mockery” of the provisions of the inter- 
state commerce act permitting such fil- 
ings on bona fide grounds. He said he 
did not agree with proposed restrictions 
on the Commission’s power of suspension, 
“particularly as to the placing of the 
burden of proof on the complaining car- 
rier, where two carriers are involved.” 
The topic of his address was “People, 
Places, and Policies.” 


“T just do not see,” Mr. Cabot said, 
“how one carrier could come into court 
and prove a rate proposed by another 
carrier was unreasonable on the basis 
of the proponent carrier’s costs. Where 
would he get the factual data for his 
case? Between carriers of the same mode 
of transportation, it would, at best, be 
exceedingly difficult. Between carriers 


i opposing modes, it would be impossi- 
e,” 


Mr. Cabot said he supported the 
National Industrial ‘Traffic League’s 
recommendation as to a change in its 
declaration of transportation policy. He 
Said he did not agree with the League’s 
stand on proposed changes in the rate- 
making rule. 


I support the proposal that the Com- 
mission, in determining a minimum 
rate, shall not consider the effect of 
such rate on the traffic of any other 
mode of transportation, the relations 
of such rate to the rate of any other 
mode of transportation or whether 
such rate is lower than necessary to 


meet the competition of any other mode 
of transportation,” Mr. Cabot said. 

“Without such a restriction, or with a 
requirement to the contrary, how can 
the shipping public enjoy the highly 
vaunted and, I think, important inherent 
advantages of each mode of transporta- 
tion?” 
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George Perelka, traffic manager of 
the Buffalo Tank Corporation, Dunnel- 
len, N.J., presided at the meeting. 


Prospects for Improvements in New Year 
Set Forth by Rail and Truck Spokesmen 


Vice-President Henry of A.A.R., and Managing Director Lawrence 


Of A.T.A., Represent Carriers at ‘Press Symposium’ on Business 
Outlook for 1956, Conducted by U.S. Chamber and Trade Groups. 


Prospects for improvements in the 
railroad and motor carrier industries, 
respectively, were discussed by these 
carriers’ representatives at the 
second annual “press symposium” 
on the business outlook for 1956, 
sponsored by the Chamber of Com- 
merce of the United States and 15 
trade associations. 


Robert S. Henry, vice-president of 
the Association of American Railroads, 
Washington, D.C., said that the railroad 
capital expenditures would increase in 
1956, and might be expected to exceed 
those of 1955 by as much as 20 per cent. 

The trucking industry was generally 
optimistic about the prospect for a 
prosperous year, according to John V. 
Lawrence, managing director of the 
American Trucking Associations, Inc., 
Washington. 

The questions asked Vice-President 
Henry in the symposium, and his an- 
swers, follow: 


A.A.R. Official’s Statement 


“1. How do you expect 1956 capital 
investments to compare with 1955?” 

“Railroad capital expenditures will 
increase in 1956 and may be expected 
to exceed those of 1955 by as much as 
20 per cent. During the postwar reha- 
bilitation period in 1948-1953, gross capi- 
tal expenditures of the railroads aver- 
aged $1,278 million annually. They 
dropped to $820 million in 1954, due to 
a sharp slump in traffic and earnings, 
and will approximate $870 milion in 
1955. Present signs, especially a greatly 
increased backlog of equipment orders, 
point to prospective expenditures of 
more than $1 billion in 1956.” 

“2. How are these capital investments 
likely to be divided between expansion 
on the one hand, and replacements 
and improvements on the other?” 

“Expenditures of the railroads in 1956 
will go largely for replacement and 
betterment of the existing plant. How- 
ever, the railroads expect to enlarge their 
fleet of freight cars as rapidly as the 
supply of steel may permit. The rail- 
roads will enter 1956 with orders for 
about 140,000 new freight cars, costing 
more than $1,000 million.” 


Outlook for ‘Automation’ 


“3. Has automation expanded in your 
industry during the past year and what’s 
the outlook for more automation in the 
year ahead?” 


“A definition of ‘automation’ is needed 


here. However, in either the narrowest 
sense, automatic control of mechanized 
processes, or the broader sense, elimi- 
nation of manual labor through mechan- 
ization, the answer would be much the 
same. Both automation and mechan- 
ization have expanded, and indeed they 
must continue to expand if the rail- 
roads are to survive as private enter- 
prises. It has been largely because of 
such improvements in their plant that 
the railroads have been able to close 
the gap between the 156 per cent~in- 
crease in prices and wage rates and the 
46 per cent increase in average ton-mile 
revenues that have occurred since 1939.” 


“4. Have your members had difficulty 
in getting risk capital and what is the 
1956 prospect?” 


“For many years, earnings and divi- 
dend payments in the railroad industry 
have been at too low a level to attract 
new equity capital. Funds for capital 
investment in excess of depreciation and 
retirement charges in recent years have 
largely come from retained earnings 
and from issuance of equipment trusts 
and similar obligations secured by the 
equipment and repayable in annual in- 
stallments out of net earnings.” 


“5. How do you expect sales in 1956 
to compare with 1955?” 

“Railroad gross revenues rose by 7.0 
per cent in the first nine months of 
1955, over the corresponding period of 
1954. The total for the year should 
approximate $10.1 billion, about 8 per 
cent above that of 1954. If railroads 
in 1956 are permitted to compete on 
equal terms with other carriers, a privi- 
lege they do not now enjoy, they should 
participate in the increased economic 
activity generally predicted for 1956, and 
show a further increase in revenues over 
those of 1955.” 


‘Inventories Should Increase’ 


“6. Have there been problems in the 
inventory sales ratio in the past year 
and what is the prospect for the year 
ahead?” 

“The railroads’ inventories of mate- 
rials and supplies on September 30, were 
at a 9-year low of $661 million. Ad- 
justed for price increases, this repre- 
sented a drop of 16 per cent from Sep- 
tember 30, 1954, and a drop of 25 per 
cent from the level on the corresponding 
date in 1953. The decrease reflects re- 
duced construction activity, reduced 
maintenance, and trimming of inven- 
tories to conserve cash. Inventories 
should increase in 1956, as the tempo of 
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both maintenance and capital improve- 
ments is stepped up.” 


“T. How do prices today compare with 
a@ year ago?” 

“Prices of materials and supplies used 
by the railroads on October 1, 1955, 
stood at 130.2 per cent of the 1947-1949 
average as compared with an index of 
123.9 on October 1, 1954. Thus, prices 
advanced 5.1 per cent during the 12- 
month period. The average price of rail- 
road service, on the other hand, was 
down in 1955. For the first 8 months, 
revenue per ton-mile averaged 1.377 
cents, compared with 1.435 cents in the 
first 8 months of 1954, a decrease of 4.0 
per cent. Average revenue per passen- 
ger-mile was down about 1 per cent, 
from 2.618 cents to 2.595 cents. There 
was no change during 1955 in the gen- 
eral authorized level of rates and fares.” 


General Rate Increase? 


“8. Do you expect prices to change in 
the year ahead? In which direction and 
about how much?” 


“In 1954 and 1955, the trend of rail- 
road average unit revenues has been 
downward, while the trends of wage rates 
and material prices have been upward. 
Thus far, by instituting drastic operat- 
ing economies, the railroads have avoided 
being crushed by the squeeze of these 
opposing forces, but it seems obvious that 
the railroads cannot continue long to 
absorb increasing costs without seeking 
authority to raise the general level of 
charges for their services.” 


“9. What special problems does your 
industry face?” 


“The number one problem of the rail- 
road industry continues to be the com- 
petitive handicaps imposed upon them 
by governmental policies. Unequal regu- 
lation, subsidization and favoritism pre- 
vent the railroads from fully demonstrat- 
ing their inherent advantages as a 
high-volume low-cost common carrier, 
and prevent the railroads from earning 
a fair return on their capital investment.” 


“10. What new developments in your 
industry will have an impact on 1956 
business?” 


“The outstanding development in the 
transportation industry is the report of 
the Presidential Advisory Committee on 
Transport Policy and Organization, re- 
leased in April, 1955. Enactment of 
proposed legislation now before the Con- 
gress in line with recommendations of 
that committee will give the railroads 
an opportunity to meet their competitors 
on more nearly equal ground.” 


“11. How does the state of business 
confidence among your members com- 
pare with six months ago?” 


“In general, railroads are encouraged 
by the enlightened views set forth in 
the Cabinet Committee report and by the 
action of the Interstate Commerce Com- 
mission in removing the expiration date 
from the 13% per cent rate increase au- 
thorized in Ex Parte 175 in 1952. Their 
strengthened confidence has been re- 
flected in a wave of new equipment 
orders placed in 1955, and their plans to 
spend $1 billion or more for capital im- 
provements in 1956. With artificial bar- 
riers removed and competition between 
carriers placed on a sound economic 
basis the railroads confidently expect to 


gain a greater share of the nation’s 
expanding commercial traffic.” 


Statement of A.T.A, Official 


Managing Director Lawrence, of the 
A.T.A., said: 

“The trucking industry is generally 
optimistic about the prospect for a 
prosperous year 1956. 

“I should add at once that this op- 
timism is based on trust that the Con- 
gress will decline to modify the inter- 
state commerce act as has been pro- 
posed by bills introduced to effectuate 
the Weeks cabinet report. The act, con- 
trolling as it does the operating circum- 
stances of trucks, waterways and rail- 
roads, is the charter of the transporta- 
tion industry. 

“A second federal legislative issue, 
whose favorable effects will be some- 
what delayed beyond next year and upon 
which we look with equal interest, is 
the prospective favorable action by the 
Congress to bring the nation’s highways 
up to the standard of modern needs. 

“We rely upon the wisdom and fore- 
sight of the national legislature to blue- 
print this enormous construction and 
improvement program while avoiding any 
ill-advised over-taxation that would 
stifle its economic advantages to the 
public. 

“Trucking moves with general busi- 
ness and is a fair barometer of general 
business trends. In 1955, the industry 
has spent more than two and a half 
billion dollars for new equipment, a 
figure about 12.5 per cent above the 
1954 level. In 1956, we expect to spend 
about three billions. Buying divides 
about evenly between replacements and 
additions. 

“In addition to equipment purchases, 
capital outlays of the industry include 
many additional millions for construc- 
tion, expansion and modernization of 
terminal facilities. 


‘Upward Curve of Freight Volume’ 


“All these items reflect an upward 
curve of freight volume, showing for the 
first three quarters of 1955, an increase 
of 14 per cent in inter-city tonnages and 
15 per cent in dollar revenues against 
comparable quarters of 1954. These 
figures are from Class I for-hire carriers. 
They show sharp upward movement from 
the setbacks of 1954. 

“Rates changed little in 1955, and we 
do not expect material changes in the 
general rate picture in 1956. 


“The trucking industry, like others, 
evidences increased use of so-called au- 
tomation devices to handle larger vol- 
umes of shipments with greater efficiency 
and economy. Increased labor costs often 
are a factor, also. 


“Conveyors have been adapted to pal- 
letized cargo handling on docks and 
loading and unloading equipment has 
been improved along automation lines. 
In the design of rolling equipment, there 
is a trend toward increasing interior 
capacity of trucks and trailers within 
legal limits on dimensions and weight. 


“Radio is used more and more for con- 
tacts between vehicles and dispatchers 
to improve both service to shippers and 
utilization of men and equipment. Inter- 
terminal wire services are constantly 
widened and improved. 


“Trucking company offices are resorting 
increasingly to the most modern account- 
ing and recording equipment for ac- 
curate handling of multitudinous items 
on an instant basis. This undoubtedly 
will spread in 1956. 
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“We anticipate that during the Cc ning 
year there will be a number of fu*the 
establishments of clearing-houses, pr ‘vate 
or through banks, to clear account® be. 
tween carriers and shippers, suc. a 
already are active in many cities. ‘l‘hey 
grew out of earlier clearing arrangenient; 
between carriers handling inter-liny 
accounts.” 















Ohio Valley Board Elects 
Officers, Hears Railroads 


Expect to Increase Outlays 


William F. L. Fogleson, director oj 
traffic of P. R. Mallory & Co., wa; 
elected general chairman of the 
Ohio Valley Transportation Advisory 
Board at the conclusion of its thirty. 
second annual meeting held Decen. 
ber 7 and 8 in the Netherland Plaza 
hotel, Cincinnati, O. He replacei 
Robert J. Tyler, general traffic man- 
ager of Tube Turns, Louisville, Ky, 
the board announced. 


Chosen alternate general chairman 
was Dana B. Gee, traffic manager o 
Capital City Products Co., Columbus, 0 
Continuing in office as general secretary 
is L. H. Sickman, traffic manager of £ 
Kahn’s Sons, Cincinnati. 

John E. Vetter, traffic manager of 
Superior-Marquette Cement Co., Ports- 
mouth, O., was elected chairman of th 
executive committee, and Robert E 
Keith, of Louisville, traffic manager 
Colgate Palmolive Co., was chosen to lk 
vice-chairman of that committee. 

Mr. Fogleson has been with P. R 
Mallory & Co. for 12 years, and has been 
associated with the Ohio Valley boar 
for 10 years. Until his recent promotio 
to the position of director of traffic, ht 
was traffic manager of the company, : 
major producer of electronic equipment, 
with plants in six cities. 


Railroad Capital Outlays 


Caleb R. Megee, vice-chairman of the 
car service division of the Association 
of American Railroads, Washington 
D.C., told members attending the mect- 
ing that railroad spending during 195i 
for additions and improvements to plan! 
and equipment would be expected to ex- 
ceed $1 billion. 


Mr. Megee said that the amount spen' 
by the nation’s railroads next year fo 
capital improvements would depend part- 
ly on the availability of steel. He said 
that new freight cars would be one of 
the principal items in the program. 

Regarding this year’s capital improve- 
ment program, Mr. Megee said that by 
the end of the year an estimated total 
of $900,000,000 would have been spent by 
the railroads for such items as new 
freight cars, locomotives, terminal facil- 
ities and electronic devices. 


“Freight cars on order at the present 
time,” he said, “total approximately 145,- 
000. Freight carloadings have increased 
steadily during 1955, so that by the 
year’s end the national total should reach 
37,800,000, or slightly more than 11 pel 
cent above 1954. This increase in (al- 
loadings refiects the rising level of the 
nation’s economy. Gross national prod- 
uct—the value of goods and services— 
had increased from $367 billion during 
the last quarter of 1954 to an estime ted 
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$395 billion during the present quarter.” 

Mr. Megee asked the board members 
to make the most efficient use of the 
present freight car fleet, pointing out 
thal deliveries had not caught up with 
the current demand brought about by 
the current record productivity 


New ‘Pennsy’ Region 


A. M. Harris, manager of the new 
Buckeye region of the Pennsylvania 
Railroad, told members at a luncheon 
session that this new region was equiva- 
lent to “a separate, 1,142-mile railroad 
serving the Ohio Valley region.” He 
said there were now more than 6,000 
employes in the area and that about 
100 additional families were moving to 
Cincinnati as a result of location of the 
headquarters of the Buckeye region of 
the Pennsylvania in that city. 

Mr. Harris called the recent reorgan- 
ization of the Pennsylvania Railroad 
“quite a break with railroad tradition.” 
He said that he had to report to the 
line’s headquarters in Philadelphia in 
much the same manner as the railroad’s 
president reported to the board of direc- 
tors, and that he (Mr. Harris) was in 
complete control of the region under his 
jurisdiction. ° 

In the course of the two-day meeting 
reports were given by committee chair- 
men on such subjects as freight loss and 
damage, less-than-carload freight serv- 
ice, and freight car efficiency. Com- 
mittee chairmen reporting included Mr. 
Vetter, for the car efficiency committee; 
W. S. Frankin, general traffic manager 
of Brown Forman Distillers, for the 
L.C.L. committee; Mr. Fogleson, for the 
loss and damage committee; J. P. 
Haynes, manager of the Louisville (Ky.) 
Chamber of Commerce transportation 
department, for the legislative and 
nominating committees, and Mr. Gee, 
for the executive committtee. 


Carloading Increase Forecast 


A carloading forecast for the first 
quarter of 1956, made public by the Ohio 
Valley Transportation Advisory Board 
on December 7, the first day of its two- 
day annual meeting at the Netherland 
Plaza hotel in Cincinnati, O., indicated 
“a continued rise in prosperity” in the 
board’s territory, a spokesman for the 
board reported. 

L. H. Sickman, general secretary of 
the board and traffic manager of E. 
Kahn’s Sons, Cincinnati, said in a re- 
port to the board’s executive committee 
that freight carloadings anticipated by 
shipper members of the board for the 
first quarter of 1956 would be 19 per cent 
greater than in the same period of 1955. 
This pointed to a significant rise in ‘the 
business level for the five-state area 
bs = eae by the board, Mr. Sickman 
said. 

For the second time in several years, 
all 25 commodity categories contained in 
the carloading forecast were expected 
either to show increases or to remain 
about the same as compared with a year 
ago, Mr. Sickman said. 7" 

Loadings of coal and coke, chief com- 
modity group shipped within the board 
area, would increase by 22.4 per cent 
over a year ago, or 835,851 carloads as 
compared with 682,885, according to the 
forecast. 

The commodity showing the greatest 
percentage of expected increase was elec- 
trical household appliances, which at 
15,757 carloads would be 38.8 per cent 
over 1955, said Mr. Sickman. 

Carloads of vehicle parts were esti- 
mated at 16,360, or an increase of 3.2 





per cent over this year’s first quarter. 
Iron and steel, at 12,548 carloads, would 
be 0.6 per cent more, while carloadings 
of flour, meal and other mill products 
were expected to reach 13,672, or an 
increase of 1.2 per cent over the first 
quarter of 1955. 


The two commodity groups expected 
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to remain at levels about the same as 
those of the first quarter of this year 
were live stock, at 4,420 carloads, and 
gravel, sand and stone, at 16,360. 





Two First-Place Essays on Cabinet Report 
In Monon-Sponsored Contest Made Public 


Edward E. Wood, Jr., of Boston, Presents Arguments in Support of 
Proposals of Presidential Advisory Committee. W. J. Burns, A.T.A. 
Conference Manager, Tells Why He Opposes Those Recommendations. 


Payment at a rate of considerably 
more than 25 cents a word has been 
collected by each of two of the en- 
trants in the essay contest on the 
so-called Cabinet committee report 
(the report of the Presidential Ad- 
visory Committee on Transport 
Policy and Organization)—the con- 
test sponsored by the Monon Rail- 
way and “monitored” by ‘TRAFFIC 
Wortp (T.W., Dec. 10, p. 39). 


Each of the two writers of the top- 
rated essays, one favoring the Cabinet 
committee report and the other opposing 
it, received a check for $1,000 from War- 
ren W. Brown, president of the Monon. 
The texts of these essays are published 
herewith. The essays written by the 
second-place winners in the two divisions 
of the contest will appear in the Decem- 
ber 24 issue of TRAFFIC WORLD. 


Report Called ‘Good Stuff’ 


By E. E. Wood, Jr. 


Inspector 
Metropolitan Transit Authority 
Boston, Mass. 


I’ve just finished reading the Presi- 
dent’s “Cabinet committee report” on 
transportation policy and organization. 


So what is all the shouting about? This 
report is good stuff. There’s only one 
thing wrong—the provisions contained in 
it should have been adopted years ago. 


This report should not be an instru- 
ment of controversy. It does not propose 
to limit any form of transportation, un- 
duly. By “unduly” I mean “beyond the 
limits imposed on any other form of 
transportation.” 


What the report does favor is the 
freedom of all forms of transportation 
to meet competition from all other forms. 
That is a stated objective in this report: 

“Recommendation: Revise the national 
transportation policy to assure mainte- 
nance of a national transportation sys- 
tem adequate for an expanding economy 
and for the national security, to endorse 
greater reliance on competitive forces in 
transportation pricing, to reduce eco- 
nomic regulation of transportation to a 
minimum consistent with public inter- 
est, and to assure fair and impartial 
economic regulation.” 

Note the underlined objective. Note 
the other objectives in this recommenda- 
tion. . Don’t .they sound reasonable? 


Don’t they sound like good, American 
thinking? 

Of course, there must be government 
regulation. Not only history, but also 
certain present-day trends in business 
thinking, are enough to show us that, 
with our country’s dependence on trans- 
portation and communication, regulation 
is necessary to assure continuing opera- 
tion within the public interest, for the 
necessity and convenience of the public. 
The report recognizes this, but it also 
points out that an archaic or over-zealous 
public regulatory public policy can, in 
all truth, operate against the public 
good. In fact, it says, the present na- 
tional transportation policy has resulted 
in a loss to the public believed to be bil- 
lions of dollars per year. At the same 
time, this old policy is tending to weaken 
the common carrier segment of our 
transportation system. And common car- 
riers, the backbone of transportation, 
must be strong, not only for present con- 
ditions, but especially in case of war, for 
common carriers are a necessary imple- 
ment in the defense of our nation. 

Why, knowing this, do we continue the 
practice of this old policy? Who in the 
United States, what sort of person or 
people, would object to the proposed 
change? Not the general public, I am 
sure. Not, that is, unless the public 
might be misguided by a small, but pos- 
sibly potent, group of people who are 
gaining from the public’s losses. Na- 
turally, such a group, winning by foul 
means, will seek to cry “Foul!” when 
fair means are introduced. 

Don’t take my say-so. Read the re- 
port for yourself. It’s not very long. 


You can read the whole thing in a 
few minutes, and it’s written in lan- 
guage you can understand. And it gives 
the whole story. 


Of course, if you are a transportation 
person, the present policy and its effects, 
as described in the report, are an old 
story to you. However, if you are “Mr. 
Average Citizen,” like myself, you may 
be surprised to realize that America’s 
free enterprise ideal hardly applies to 
our present interstate transportation 
set-up. And if you think that competi- 
tion is the cornerstone of American 
business, in looking at interstate trans- 
portation, you would have to lower your 
sights a good deal. 


For interstate transportation is not 
allowed to be truly competitive, in the 
present circumstances. Government 
regulation, guided by the present policy, 
‘often acts to smother competition. And 
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so we get those heart-deadening situa- 
tions in which, in a transportation race, 
the winner is not allowed to win, nor 
the loser to lose. 

Only we lose, Mr. Citizen, you and I. 

How? 

By being forced to support non-pay- 
ing, unnecessary transportation lines 
and unnecessary duplication of services; 
by putting up with inferior handling, 
when better might be available if dy- 
namic competition were fostered instead 
of being quashed; and by having our 
common carrier system progressively un- 
dermined by certain carriers, who, be- 
cause of the law’s shortcomings, can 
underprice the regulated carriers while 
being themselves unregulated. 

You see, according to the report, the 
Interstate Commerce Commission origi- 
nally was formed to protect the public 
from monopolistic pricing, and also from 
unfair or discriminatory rate cutting, 
as well as to maintain reasonable rela- 
tionships between competing shippers, 
markets, localities or traffic. 

As you no doubt know, this means that 
the I.C.C.:was formed to protect the 
shippers, markets, localities and traffic 
from the monopolistic, unfair and dis- 
criminatory practices of the only effec- 
tive common carriers of the day, that 
is, the railroads. Their superiority in 
the transportation world was unchal- 
lenged, and, though vested with public 
interest, the practices mentioned above 
often took on the proportions of extor- 
tion. 


Today, all this is changed. Fast mo- 
tor carriers on fine highways, the rapid 
development of the airplane and the 
extension of pipelines, to say nothing 
of improved rail services, have contrib- 
uted to making freight and passenger 
transportation a potentially highly com- 
petitive business. The federal govern- 
ment, by giving financial aid in the de- 
velopment of highways and airways, and 
improving rivers and harbors, has helped 
improve this idea of competition. 

Yet, this same federal government, 
after taxing you to make these im- 
provements, deliberately fosters a situa- 
tion in which you, the consumer, must 
contribute to shipping charges dislocated 
by old regulations, based on that old 
“monopoly” idea of transportation. 


How are these transportation agen- 
cies, all operating in an atmosphere of 
competition, prevented, by regulation, 
from being truly competitive? 


Well, take the matter of rate making. 
Wouldn’t you think that the actual 
cost of transporting a shipment of goods 
would have a direct bearing on the rate 
charged? Not necessarily, says the Pres- 
ident’s committee, under today’s regu- 
lations. It says that there are “striking 
inconsistencies” in rate-cost relation- 
ships, due, in part, to the fact that the 
regulatory body fixes the value of a 
service, not by actual cost to the trans- 
porter, but, very likely, by his competi- 
tor’s rate for the same service. Or, 
sometimes this value is decided accord- 
ing to the estimated costs which the 
shipper would pay if he should do his 
own transporting, privately. This rate- 
fixing does not take into consideration 
the actual cost to the shipper, which 
would most likely be much higher than 
the estimate, due to certain additional, 
probably hidden, costs, not considered 


in deciding the value of the service. That 
there might be differences in quality of 
service is a secondary consideration. 


The Cabinet committee thinks it 
would be better for the American public 
if rates were made by the normal proc- 
ess of competition, and regulation 
merely guarded againt discrimination 
and preferential treatment in rate- 
making. 

What do you think? 


Take these so-called suspension 
powers given to the Interstate Com- 
merce Commission. Suppose you were in 
the transportation business. Let us say 
that you found that, because of certain 
changes in business, or due to competi- 
tion, you were losing business on a vital 
(to your business) commodity. A change 
in rate would cure the situation. To this 
end, you make the necessary application 
to the I.C.C. Supposing then that the 
Commission notified you that such a 
change must wait, pending a determina- 
tion of the lawfulness of this change. 
Legally, as of now, this suspension could 
be of seven months duration. 


Seven months, on a commodity vital 
to your company? 

Seven months’ head start for your 
competitor! 


In seven months, where would you 
be? 


The President’s Cabinet committee 
says that three months should be plenty 
of time to investigate legality. And, 
furthermore, it says that suspension of 
new rates should be a “special and un- 
usual remedy.” With competition what 
it is today, even three months could 
make the difference between the life 
and death of a transportation market 
for one carrier. With all due regard 
for the public welfare, this is under- 
standable, I think. 

Don’t you? 

Railroads and water carriers are re- 
stricted by the “long-and-short-haul 
clause” from charging less from A to C, 
than from A to intermediate B, with- 
out prior approval by the regulatory 
body. This is not applicable to motor 
carriers. Even so, carrier I, who may 
not be able, geographically, to operate 
between A and B, therefore may charge 
a lower rate than carrier II, who must 
take an A-B-C routing. 

So competition is killed. 

“Cheaper by the dozen.” A _ stock 
phrase. But not, however, in regard to 
transportation of freight. It is for- 
bidden by regulation. And yet, a great 
volume of freight originating at one 
point, for delivery to another single 
point, is far cheaper for the carrier to 
handle than are several small bits of 
merchandise among many points. Then 
why shouldn’t the volume shipper be 
able to participate in the benefits gained, 
in the form of reduced rates? If he 
could, it would enhance dynamic com- 
petition, and, at the same time, help 
you and me. 


The Cabinet committee wants to do 
away with these outmoded and crippling 
regulations, in the public interest. 


Today, at this moment, private and 
contract haulers are carrying more and 
more of this volume freight, weakening 
the nation’s common carriers. I think 
there is something wrong with the whole 
transportation system when a manufac- 
turer, or a producer, or a sales company, 
can provide satisfactory transportation 
for his own goods, at a lower cost than 


TRAFFIC W ry 


can be provided by the common Car “ier, 
the man whose career is transporta ‘ion, 
However, taking into consideration that, 
at times, private transportation might 
be feasible, and, therefore, good busitiess, 
it is felt by those who are suppose to 
know that some private, or contract, 
transporters actually have been engazing 
in what truthfully is public transporta. 
tion. This practice, said to be increasing, 
is undermining the whole.common car. 
rier system, which, as has been pointed 
out, must be kept strong. 

To correct this abuse, the committee 
wants to separate contract carriers andj 
private carriers by new regulations in 
which each would have its status rede. 
fined. ; 

The private carrier by motor vehicle 
would be redefined as any person not in- 
cluded in the definition of a common or 
a contract carrier who transports prop- 
erty of which he is the owner, provided 
that the property was not acquired for 
the purpose of such transportation. If, 
then, a private carrier wishes to carry 
goods not as described in this definition, 
he should apply for franchise as a com- 
mon or a contract carrier, as the case 
might apply. 

As for contract carriers, both by motor 
and by water, these should be redefined 
as providing services for hire, but other- 
wise equivalent to bona fide private car- 
riage, except that actual, not minimum, 
charges be filed with the I.C.C. 

You can see how the trend of the 
whole report is to put the whole trans- 
portation industry into the spirit of 
competition. Even more must be done, 
There is the question of fair competition. 


Up to now, water carriers have enjoyed 
an exemption from certain regulation 
when carrying commodities in bulk; that 
is, when the cargo space of the vessel 
in which such commodities are trans- 
ported is being used for the carrying of 
not more than three such commodities. 
Why should these carriers enjoy this 
privilege, when other kinds of carriers 
of bulk commodities are fully regulated, 
and have to publish rates? In cases of 
this kind, the bulk water carrier need 
only undercut the rates as published by 
the regulated competitor, secretly, if need 
be. Not having to publish his own rates, 
the water bulk carrier has this legal, if 
not just, edge on competition. So far 
as rate publication is concerned, he is 
under no obligation to the public. 


In passing, the report mentions with 
very evident disfavor non-regulated for- 
warding enterprises, which at present are 
representing themselves as non-profit or- 
ganizations. While the committee holds 
no brief against true non-profit shipper 
forwarding associations, it feels that for- 
warding companies, operating for real or 
hidden profit, to secure lower rates than 
would be possible for groups of otherwise 
unorganized shippers, should be reg- 
ulated. They are in the transportation 
business. Yet, the legal standards set 
for such companies should, at the same 
time, exempt the true non-profit for- 
warder from regulation. 

Service deficits are treated in this re- 
port. Railroad passenger operations ere 
usually considered an intrastate problem, 
and their fortunes have been regulated 
by state bodies. It appears, says tie 
report, that losses sustained due to tne 
operation of unprofitable passenger serv- 
ices are affecting adversely the over-uxll 
financial position of the railroads, with 
the result that freight shippers ere 
actually required to subsidize such u.- 
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profitable passenger service. Yet, state 
regulatory commissions are reluctant to 
curtail such services. Why? Because they 
are under the pressure of local interests 
as well as railroad employes, whose job 
security rests on keeping as much serv- 
ice as the railroads can be made to bear. 

While the I.C.C. may give permission 
to abandon a complete line and opera- 
tions, it has maintained that curtail- 
ment of passenger service is not within 
its jurisdiction. 

Therefore, commands the report, 
amend the interstate commerce act. If 
the maintenance of a certain facility is 
going to impose a burden on interstate 
commerce, then the importance of this 
facility has broadened to a point beyond 
state borders, and the I.C.C. should be 
allowed to override state requirements in 
this regard. 

Then there is the matter of agricul- 
tural commodity exemptions. It seems 
that trucks carrying certain agricultural 
goods from farm to market are exempt 
from regulation. These exemptions have 
grown, because of court rulings, until 
the I.C.C. itself would like aid from Con- 
gress in adjusting the matter. The re- 
port notes a case involving exemption 
from regulation of coffee beans and cocoa 
beans, neither of which are grown by 
any farmer in this country. 

All that the President’s committee 
would like in this area is clarification. 
What sorts of goods does the Congress 
wish to exempt, without undue interfer- 
ence with the main purposes of the legis- 
lation? 

Does all this sound like common sense 
to you? I'll admit that it does, to me. 

The report, in closing, takes the gov- 
ernment to task because of abuses aris- 
ing from free or reduced-rate transpor- 
tation of government traffic. These 
abuses and evils, it says, are not in the 
public interest. 

Admittedly, the government has spe- 
cial practices and exigencies which re- 
quire special consideration in moving its 
traffic. So, the report advises, the 
government should overcome the abuses, 
yet preserve the government’s transpor- 
tation needs, by publishing rates and 
fares in tariffs (excepting those subject 
to security), and filing them with the 
I.C.C., under a special consideration in 
regard to the Commission’s regulations 
concerning times of publication and fil- 
ing, but allowing time for the carriers to 
review and incorporate changes into the 
existing act. 

_ In advocating all the above changes, 
just whom is the Cabinet committee re- 
port favoring, anyhow? 


The truckers or the railroad men? The 
barge operators or the airline people? 
Are the pipe line operators coming in for 
special favors? 


No. 


This report was made up by seven men, 
all successful, but from seven different 
backgrounds of success. They were ad- 
vised by the greatest men in transpor- 
tation, all kinds of transportation, today. 
Their report shows how our archaic, un- 
realistic transportation policy is costing 
our shippers, and therefore our public, 
billions of dollars. It suggests a new 
policy, spells out the means by which 
this policy can be implemented. 


Therefore, in the last analysis, who 
pays America’s shipping charges? Who 
stands to gain if this new policy should 
be adopted? Just whom does the re- 
port favor, anyhow? 

You! Of course, you! Yes, and me, too! 


It favors all, except a few who, because 
of the inequities of the present law, are 
in a position of advantage all out of 
proportion with their actual worth. 

These few will oppose the incorpora- 
tion of this report into the law of the 
land. They are powerful. They can be 
persuasive. But don’t you believe them. 
Be mighty skeptical of any who oppose 
even part of the Cabinet committee 
report. 

This report is now embodied in a 
Senate bill, S. 1920. Watch closely, and 
see who advocates its passage. Write 
your senators and tell them how you 
feel about it. They, too, are working in 
your interest. 


Existing Regulation Upheld 


By W. J. Burns 


Managing Director 
Munitions Carriers Conference 
American Trucking Associations 


I am opposed to the recommended 
action of the Presidential Advisory Com- 
mittee on Transport Policy and Organi- 
zation and the legislation implementing 
the report because it is my belief that 
if the legislation were passed it would 
irreparably harm our national trans- 
portation system and defense program. 

The advisory committee has stated 
that the underlying concept of gov- 
ernment regulation has continued to 
be based on the historic assumption that 
transportation is monopolistic. 


A careful reading of this country’s 
transportation background will indicate 
that government regulation stemming 
from the act to regulate commerce and 
related decisions of the courts was not 
and is not today developed entirely from 
fear of a monopoly. Rather, such regu- 
lation has been and is today being 
written to protect the general public. 
The Cullom (Senate) report of 1886, 
which led to the passage of the act to 
regulate commerce, said: 


“The paramount evil chargeable 
against the operation of the transporta- 
tion system of the United States, as 
now conducted, is unjust discrimination 
between persons, places, commodities, 
and particular descriptions of traffic 


The act to regulate commerce had as 
its prevailing principle equality for all 
persons and communities under sub- 


stantially similar circumstances and 
conditions. The main purpose of the 
act was to regulate the interstate busi- 
ness of carriers, while its secondary 
purpose was to enforce the regulation 
enacted.1 These objectives, it would 
seem, are as sound today as they were 
in 1887. 


Was Restoration the Proper Word? 


Conclusions are usually drawn from 
some premise, and unless the premise is 
substantially correct we may expect 
the conclusion to be faulty. The advi- 
sory committee proceeded from three 
premises in reappraising the national 
transportation policy. One of these 
premises was that restoration and main- 
tenance of a progressive and financially 
strong system of common carrier trans- 
portation is of paramount importance 
to the public interest. 


No one can dispute the fact that the 
maintenance of a progressive and finan- 


1 Harriman v. Interstate Commerce Commission, 
211 U.S. 407 
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cially strong transportation system is 
essential, but considering the magnitude 
of our present transportation system 
there is no more progressive or finan- 
cially sound system of its kind to be 
found. The word “restoration” perhaps 
was ill-chosen, for the financial condi- 
tion of the various modes of transporta- 
tion has never been stronger than it is 
today. The Class I railroads, for ex- 
ample, netted $416 million for the first 
six months of 1955, as compared with 
$232 million for the comparable period 
of 1954. The 1955 figure represents the 
second highest attained during the past 
five years. Operating revenues for the 
first six months of 1955 totaled $4,820.3 
million compared with $4,591.2 million 
for the same period in 1954. At the 
same time operating ratios decreased 
from 80.2 to 75.6.2 The trucking indus- 
try, meanwhile, was also securing new 
highs. For the first quarter of 1955, 
large intercity motor carriers of prop- 
erty reported operating revenues of 
$763.6 million which is $92.3 million 
above the total reported for the corre- 
sponding period in 1954. For the first 
six months of 1955, 66 large oil pipe line 
companies reported transportation reve- 
nues amounting to $304,118,269 compared 
with $281,363,151 for the corresponding 
period in 1954.‘ 

Can we say, then, that “restoration” of 
a financial strong common carrier trans- 
portation system is of paramount im- 
portance? Yet this is one of the premises 
around which the report was written. 


Is Our Regulation Obsolete? 


Regulation, we might say, becomes ob- 
solete the day it is written, for we live 
in a changing and vacillating world. 
But to imply that our National Trans- 
portation Policy, which took us suc- 
cessfully through World War II and 
has provided our economy with an un- 
equalled transportation system, now 
needs badly to be revised in favor of a 
so-called system of dynamic competition 
is, in my opinion, to create transporta- 
tion hazards where none heretofore 
existed. 


The advisory committee refers to our 
present regulation as being obsolete be- 
cause it holds competitive forces within 
a tight rein, and implies that these reins 
should now be released to allow the car- 
riers to seek their own rate levels on an 
uncontrolled basis—in other words, to ef- 
fectuate a period of free competition. By 
a process of survival of the fittest, it is 
thought, each mode will become domi- 
nant in the field in which it is superior. 
Such a policy would require the removal 
of any restrictions which may now 
hamper a mode of transportation in 
meeting competition. But the assump- 
tion that free competition would cause 
each mode of transportation to withdraw 
from operations in which it is at a 
disadvantage and to confine itself to the 
field of operations in which it is su- 
perior is entirely without foundation. 
We are well aware of the rate policies 
which resulted from free competition be- 
tween rival railroad companies prior to 
the enactment of the act to regulate 
commerce, and which explains in large 
Com. Comm. 


2 Transport Economics, Interstate 


August, 1955. 
3 Ibid. 
4 Ibid. 
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part the necessity for regulation. There 
is no reason to think that the railroads 
would now adopt different rate policies 
if given a free hand to exercise man- 
agerial discretion. In the past the rail- 
roads have sometimes restricted the 
normal development of water competi- 
tion by cutting rates to out-of-pocket 
costs where water competition was en- 
countered, and they would probably en- 
gage in similar practices if allowed to 
compete freely with other modes of 
transportation.’ Free competition, then, 
would result in each mode reaching out 
at below or just above out-of-pocket 
costs to capture traffic from its competi- 
tor, resulting in financial ruin for many 
carriers. This form of destructive com- 
petition should not and cannot be 
countenanced. If we are to avoid ruinous 
competition and the damage it would 
inflict on our national economy and 
transportation system, we had better 
hold onto and be thankful we have our 
form of so-called obsolete regulation. 


How to Eliminate Competition 


The advisory committee has recom- 
mended and S. 1920 has proposed that 
the regulatory authority of the Inter- 
state Commerce Commission be limited, 
in part, to the determination of rea- 
sonable minimum or maximum rates. 
The standard of justness and reason- 
ableness which was practically a statu- 
tory repetition of the common-law rule 
would now be given no consideration. 
Only rates which hit an indeterminable 
minimum or maximum would be within 
the jurisdiction of the Commission. The 
Commission would be left with nothing 
to say about the ability of other modes 
of transportation to compete. In short, 
our transportation system would return 
to the law of the jungle—back to the 
days of familiar abuses we have known 
only too well. 

It was the transportation act of 1920 
which first gave the Commission the 
authority to prescribe specific rates— 
an authority which injected some rate 
stability into our national transporta- 
tion system. And it has been the period 
since 1920 that we have seen our overall 
transportation system make its largest 
advance. 

With no controls exercised over the 
zone within the minimum-maximum 
concept, the railroads, because of their 
superior financial condition and favor- 
able constant costs, could easily initiate 
a policy of rate-cutting which would be 
disastrous for other modes of transpor- 
tation. That such a policy is now 
being planned is much in evidence. The 
motive for rate discrimination on the 
part of the railroads could easily be 
found in their large mass of constant 
expenses and the fact that they are 
subjected to the law of increasing re- 
turns. That is, costs per unit of traffic 
tend to decline as the volume of traffic 
increases. 


The so-called out-of-pocket-cost rate- 
making principle, which could be used 
by the railroads more easily than any 
other mode o{ transportation, is the 
type of rate-making policy we would be 
confronted with if S. 1920 were enacted. 
This policy would be little different than 





5D. Philip Locklin, Economics of Transportation, 
a lll.: Richard D. Irwin, Inc., 1947), pp. 


no regulation at all. Under the con- 
cept of dynamic competition, out-of- 
pocket-costs would tend to control rate- 
making since any traffic carried at a 
rate which covers these costs, plus a 
little more, would leave the carrier in a 
better position than if it allowed the 
traffic to go by another carrier. Stated 
another way, since expenses of the rail- 
roads are largely constant, and are in- 
creased little by additional traffic, the 
money they would receive for carrying 
additional traffic would be “gravy.” 

In an all-out effort to secure traffic, 
rates would be drastically reduced be- 
tween competitive points where large 
tonnages were moving, usually large 
cities, while the small cities, usually non- 
competitive, would have to stand the 
brunt of higher rates to offset the car- 
rier losses incurred by the rate-cutting, 
dynamic competition which would exist. 

Favoritism for large shippers would 
be a natural process since for a guaran- 
tee of tonnage the railroads could re- 
duce the rate far below that of com- 
peting modes of transportation. Last 
year, for example, the railroads slashed 
the rate from Regina, Saskatchewan to 
eastern Canada 65 per cent—conditioned 
on shippers of butter routing 100 per 
cent by rail.* 

High railroad officials from this coun- 
try have quietly been journeying to Can- 
ada to study this tyne of rate-making— 
agreed charges—with the idea of using 
it here should S. 1920 be passed. Small 
shippers would be at an obvious disad- 
vantage since they couldn’t offer the rail- 
roads sufficient tonnage to qualify under 
the so-called volume or trainload rates— 
an adaptation of the agreed charge. 

If it is the intent to eliminate competi- 
tion and place the transportation burden 
on a single mode of transportation, the 
divestment of the authority the Commis- 
sion has had for 35 years to prescribe 
specific rates would be about the best 
way to go about it. 


Why a Suspension Clause 


As part and parcel of a program of 
dynamic competition, it is almost a ne- 
cessity to change the suspension powers 
of the Commission since the so-called 
free competition would not in fact be 
free unless rates could be cut without 
interference. 

The advisory committee, therefore, has 
recommended a drastic curtailment in 
the Commission’s suspension authority. 
To appreciate the enormity of this rec- 
ommendation, it must be recognized that 
the Commission has been able to sus- 
pend rates up to 120 days, with an addi- 
tional 120 days if the first 120 were in- 
sufficient, since as far back as the Mann- 
Elkins act of 1910. 

The Commission has since the Mann- 
Elkins act proceeded on the theory that 
a person proposing a change in rates 
should reasonably be required to justify 
the change. S. 1920 would now change 
this long-standing principle by requiring 
that the burden of proof be transferred 
to the complainant, if the complainant 
be a carrier. Since it would be almost 
impossible for a carrier within a mode 
of transportation to obtain the necessary 
information to prove that respondent’s 
rates would not cover the “direct ascer- 
tainable” costs for performing the serv- 
ice, there would be little or no control 
over rate making. 


The Interstate Commerce Commission 
is today working under a very heavy 
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workload, and its ability to suspend >e- 
yond three months would result in ship- 
per and carrier complainants being da n- 
aged without the opportunity of receiv- 
ing a fair hearing on the assailed rite 
or charge. 

When the proposed reduction in the 
Commission’s powers to suspend is 
coupled to its impotency under the sug- 
gested minimum-maximum rate control, 
it is not too difficult to visualize the 
rampage of cutthroat competition that 
could take place if S. 1920 were enacted. 


‘Most Obnoxious . . . Discrimination’ 


That it is prima facie unreasonable to 
charge a larger aggregate sum for a 
shorter than a longer distance, when 
both hauls are over the same line, in 
the same direction, and the shorter is 
included in the longer distance has been 
recognized by the Interstate Commerce 
Commission since the enactment of the 
act to regulate commerce. 

If we take just a minute to examine 
the motive for long-and-short-haul dis- 
crimination, we will see that it is to be 
found in the nature of railroad expenses 
—the large proportion of constant costs. 
Competition, naturally, plays a major 
role in this type of discrimination. The 
increased competition to which the rail- 
roads were subjected by waterway and 
highway carriers during the depression of 
the thirties led to a demand for the re- 
peal or modification of section 4. The 
railroads desired to reduce rates freely 
where competition was encountered 
without being required to obtain the ap- 
proval of the Commission if a section 4 
violation would result.” 

The purpose of the Congress in enact- 
ing the fourth section has been stated 
by the Commission to be the protection 
of smaller intermediate points from the 
burden of paying higher rates than those 
paid at the larger or more competitive 
points.* Yet there was a _ wholesale 
disregard for this principle by the rail- 
roads prior to the enactment of the act 
of 1910. Commissioner Knapp, in 1910, 
called it “the most irritating and ob- 
noxious form of discrimination that has 
been encountered.” 

To allow the railroads or any other 
mode of transportation to charge more 
for the shorter distance than the longer 
would be discrimination at its worst. 
It would tend to stifle the natural de- 
velopment of small business and would 
have a detrimental effect on our pro- 
gram of defense dispersement since small 
business in the intermediate areas would 
have to stand the burden of higher rates 
to offset the competitive, out-of-pocket 
rates charged at the more distant, freely 
competitive points. 

While it is true that no fourth sec- 
tion appears in part II of the act, the 
Commission has nevertheless applied the 
principle on shipments by motor carrier 
that it is prima facie unreasonable to 
charge more for the shorter than the 
longer haul.® — 


Free Competition and Defense Program 


In the event of another war it can 
be reasonably assumed that the conti- 
nental United States will come in for 
its share of the fighting. The mass 
transportation concept used in Wor'd 
War II will have to be altered some- 





7D. Philip Locklin, Economics of Transportatic», 
(Chicago, IIl., Richard D. Irwin, 1947), pp. 556 

8 Howell et al. v. N. Y. L. E. and W. R. Co. 2t 
a. (2 (0.C: D2) 


®U.S. v. N. Y. & N. B. Auto Express Co., In-., 
(62 M.C.C. 767, 768). 
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wiiat to take into account the need for 
mobility and flexibility. This new con- 
cept of military transportation will place 
more of a responsibility upon motor and 
air carriers than we saw during the last 
war. 

Today, the motor carrier industry is 
moving approximately 35 per cent of 
all domestic military freight. The pri- 
mary reasons why so much military 
freight is being moved by truck, all 
other things being equal, may be found 
in the logistical advantage the inherent 
flexibility the motor vehicle affords the 
military and the additional transporta- 
tion capacity it makes available. 

If the restrictions now contained in 
the fourth section are removed; if a 
mode of transportation is allowed to 
indiscriminately drop rates until a com- 
petitor is removed, it is bound to have 
an adverse effect on our national trans- 
portation system. As I already pointed 
out, the railroads would be in the best 
position to engage in a rate war, and 
could effectively curtail the services of 
another mode of transportation, par- 
ticularly the motor carrier industry. 
This curtailment would.materially affect 
the ability of the military departments 
to implement a comprehensive, flexible 
logistical program. 

As an example of the devastation a 
war could inflict on this country, and 
the effects it could have on our econ- 
omy and transportation system, we need 
go no further than the recent flood in 
New England. The Scovill Manufactur- 
ing Co., one of the flood-stricken firms 
in Waterbury, Conn., recently said, 
“There is no rail service, either passen- 
ger or freight, into Waterbury, but ar- 
rangements have been made for sup- 
plies to be trucked in and shipments 
to be made outbound by truck.” ?° 

If we are to have a strong and ready 
national transportation system, capable 
of meeting any exigency, it is absolutely 
essential that we maintain our existing 
regulatory controls. 





New Mexico, Eight Other 


States Agree on Reciprocity 


Completion of truck license reciprocity 
agreements between New Mexico and 
eight western states was announced by 
the New Mexico Reciprocity Commis- 
sion, December 7. 


Governor John Simms, Reciprocity 
Commission chairman, and Corporation 
Commissioner James Lamb, secretary, 
said that similar agreements had not 
yet been completed between New Mexico 
and 11 other states. 


States with which New Mexico had 
concluded reciprocity agreements were: 
California, Oregon, Washington, Mon- 
tana, Nevada, Idaho, Colorado and Kan- 
sas. 


States with which agreements had 
not been concluded, the reciprocity com- 
mission said were: Texas, Louisiana, 
Nebraska, Maryland, Indiana, Illinois, 
Rhode Island, Oklahoma, Ohio, Pennsyl- 
vania and Connecticut. 

Letters signed by Governor Simms and 
Commissioner Lamb were sent to officials 
of the 11 states with which agreements 
had not yet been made, cancelling com- 
mercial motor vehicle reciprocity agree- 
ments now in effect. 


The letters did not close the door to 





19 The Wall Street Journal, Aug. 23, 1955. 


future negotiations but notified the 
states that existing agreements would 
not be in effect after March 1, 1956, said 
the state reciprocity commission. It 
said the letter concluded as follows: 
“In view of the clearly stated policy of 
our legislature, we cannot extend recip- 
rocity privileges now existing between 
our two states beyond March 1, 1956. It 
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is our hope to achieve a fair and equit- 
able reciprocity-proportional agreement 
with all states whose commercial motor 
vehicles operate in New Mexico. We will 
be glad to reopen negotiations with your 
state to this end at any time.” 





‘Concern’ About Preserving Privately 
Operated Transport System Advocated 


President of T.A.A., in Speech at Transport Institute Held in Los Angeles, 
Says Forces Are Present Here Which Caused Other Countries to 


Take Over Transport Systems. 


Since governments of other na- 
tions of the world had taken over 
major parts of their respective trans- 
portation systems “because of forces 
of which we are not ourselves free,” 
It was “just common sense” for 
American citizens to be concerned 
about maintenance of “a _ strong, 
adequate national transportation 
system in this country under private 
enterprise,” said George P. Baker, 
president of the Transportation As- 
sociation of America, at a transpor- 
tation institute in Los Angeles, 
Calif., December 6. 


The T.A.A. president, professor of 
transportation at the Harvard Graduate 





Discussing the T.A.A. program at the close of 
the morning session of the transportation insti- 
tute at Los Angeles are (left to right) R. C. 
Neill, traffic manager of Sunkist Growers, Los 
Angeles; Stanfield B. Johnson, general solicitor 
of the Southern Pacific Co., and Carl P. Miller, 


president of the Los Angeles Chamber of 


Commerce. 


School of Business Administration and 
the U.S. member of the United Nations 
Transport and Communications Com- 
mission, was the luncheon speaker at 
the Pacific Slope Institute of Trans- 
portation, sponsored by the T.A.A. Co- 
operating with the T.A.A. in arranging 
for the institute were the California 
State Chamber of Commerce, the Los 
Angeles Chamber of Commerce, eight 
local or regional organizations of car- 
riers and shippers, and two educational 
institutions—the University of California 


Cabinet Committee Report Debated. 


at Los Angeles and the University of 
Southern California. 

More than 340 traffic and transporta- 
tion executives attended the all-day 
meeting, in the Ambassador hotel. It was 
one of a series of regional transporta- 
tion institutes conducted by the T.A.A. 


‘Pulling Together’ Theme 


Harold F. Hammond, of Washington, 
D.C., executive vice-president of the 
T.A.A., presided during the morning 
session. Accord among _ representatives 
of different modes of transportation on 
several policy recommendations of the 
T.A.A. was demonstrated in a discus- 
sion of the institute theme, “Pulling 
Together for a Stronger Transportation 
System,” by five panel members: Terrell 
C. Drinkwater, president of Western 
Air Lines Inc.; R. J. Andress, of Tulsa, 
Okla., executive vice-president of Serv- 
ice Pipe Line Co.; J. M. Sullivan, of 
San Francisco, assistant to the presi- 
dent of the Pacific American Steamship 
Association; James F. Pinkney, of Wash- 
ington, general counsel of the American 
Trucking Associations, Inc., and F. B. 
Whitman, of San Francisco, president 
of the Western Pacific Railroad Co. 

R. C. Waehner, general manager of 
the distribution division of Lever 
Brothers Co., chairman of the “user 
panel” and member of the board of the 
T.A.A., then spoke on “Transportation 
Users Want the Best.” 

Carl P. Miller, president of the Los 
Angeles Chamber, presided during the 
lucheon at which Professor Baker spoke 
on the question, “Must We be Con- 
cerned?” 

The Cabinet committee report on trans- 
portation policy was the subject of a 
panel discussion in the afternoon session, 
during which Leif Gilstad, of Washing- 
ton, first vice-president of the T.A.A., 
presided. ‘The panel members, joined 
by those who had had participated in the 
morning program, were: Harold Angier, 
manager of the California Grape & Tree 
Fruit League; Stanfield B. Johnson, 
general solicitor of the Southern Pacific 
Co.; Virgil Windle, president of the San 
Diego Forwarding Co. and vice-president 
of the California Trucking Associations, 
and J. W. Witherspoon, assistant gen- 
eral traffic manager of the United States 
Rubber Co. and chairman of the Pacific 
Slope task force advisory to the T.A.A. 
“user panel.” 


General chairman of arrangements 
for the institute was Dr. Raymond B. 
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Allen, chancellor of the University of 


results. Since the issuance of the Hoover 
report, military mail, or at least most of 
it, has been transferred to commercial 
carriers, with a resultant sharp decrease 
in subsidy. 


TRAFFIC Wor. 


viewing the action of the state comn's- 
sions in this respect upon appeal. 

“In all fairness, it should be said tliat 
many of the state commissions are :]- 
ready doing a good job in reviewing d:s- 


the | 





“T 





California at Los Angeles. “Currently, Congress is considering Continuance applications with greaier 
eeiitetiieee of Ate Constaen the passage of certain legislation which dispatch and also in granting them. Biran, 
eee ee would reduce the area of competition But there still is a need for much fot | 
In the morning session, Mr. Drink- petween government and commercial air greater progress along these lines by part: 
water, of Western Air Lines, said there transportation. A firm directive from other state commissions. reco! 
was a deficiency in the civil aeronautics the Secretary of Dcfense would also help “In the period from August 16, 1954, pein 


act in that it purported to regulate only 
common carriers by air. He said it was 
heartening to note that the House and 


to bring order out of costly chaos.” 
Mr. Andress, of the Service Pipe Line 


to August 15, 1955, the state commissions 
approved 96 applications by 29 railroads 
for discontinuance of 170 trains which 





j in t 
Senate, in Congress, currently had be- ~ pg me — — = were losing money at the rate of $8 mil- es 
fore them bills designed to bring contract yo nenertation tomes P lion a year. Forty more applications §, ty 
carriers by air under regulation. He Pp : were on file August 15, 1955, for discon- §, ¢} 


noted that the Civil Aeronautics Board 
recently had redesignated the irregular 
or non-scheduled air carriers as “sup- 
plemental air carriers.” 

“. . This trend toward liberalizing 


Mr. Sullivan. of the Pacific American 
Steamship Association, advocated elimi- 
nation of special reduced rates on gov- 
ernment traffic under section 22 of the 
interstate commerce act and said that 


tinuance of other trains which indicated 
potential savings of another $5 million 
a year. 


“However, much remains to be done 








the irregulars’ operating criteria,’ he the government should be required, “ex- ee ees ee thes 
said, “is a negation of the basic tneory cept in very special emergency situa- jo oWers Cabinet committee should re- fof ‘ 
of the civil aeronautics act of 1938 that tions,” to pay the published .rate on its ive th t of the publi ; 
the alin industry shouldbe regu af ey etd 
lated industry—regulated in the interest BOO. and Gate Commintons Pink om of tl 
of the entire country Mr. Pinkney, of the A.T.A., in discus Sens 

tin Mr. Whitman, of the Western Pacific, sion of the T.A.A. policy with respect to —muc 


“Independent regulatory agencies like 
the C.A.B. are supposed to adjust eco- 
nomic relationships on the basis of years 
of expert experience ... If the time 
comes when the C.A.B. opens the flood- 
gates to unregulated and unregulatable 
competition, you can tear up the prom- 
ises of future air transport progress ... 
Air transport’s prospective multi-billion- 
dollar investment in a finer air trans- 
port system can be nullified by indiscreet 
regulation.” 


discussed needs of the I.C.C. for an in- 
crease in the funds appropriated for it 
by Congress, and spoke in support of the 
T.A.A. policy for empowering the Com- 
mission, on appeal from adverse orders 
of state authorities, to authorize dis- 
continuance of “services which are a 
burden on interstate commerce because 
they are being carried on at a financial 
loss.” 


“In passenger operations, even on main 


section 22, pointed to advocacy of out- 
right repeal of that section of the act by 
the trucking industry, as expressed by 
the A.T.A. executive committee, and 
voiced disagreement with the Cabinet 
committee’s recommendation on _ that 
point. 


Value of T.A.A, 


In his “roundup” discussion, Mr. Waeh- 
ner said that less than four years ago 
his answer, if he had been asked his 
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lines, where applications have been ‘ani 
Mr. Drinkwater referred to a Hoover made to diavontione unprofitable trains,” Pinion about the T.A.A., would have Boper 
Commission task force report which, he he continued, “the state commissions &¢ “the stereotyped answer of many Bachi 
said, indicated that the U.S. military have denied applications to discontinue USY ‘r@ffic managers and industrialists” Baem 


services were “running the biggest air- 
line in the world today.” 


“Probably the most significant finding 
of the Hoover report,” he said, “resides 
in the statement that if U.S. interna- 
tional airlines had been able to obtain 
25 per cent of the passenger volume and 
50 per cent of the military mail shown 
to have moved on M.A.T\S. (Military Air 
Transportation Service) for fiscal year 
1954, the international air carriers would 
have reduced their subsidy bill for that 
year by $42.9 million, almost 88 per cent 
of the total amount. Such information 
was startling and brought immediate 


and insisted that the money-losing runs 
continue to be operated. 

“Whether the reluctance of the state 
commissions in this regard is due to 
political or other local pressures is be- 
side the point. The important consid- 
eration is whether such money-losing 
operations should continue to serve as a 
drain on the balance of operations which 
produce ‘net income.’ The Interstate 


Commerce Commission is in a better 
position to view the operations in per- 
spective as a whole and should be per- 
mitted by law to have the power of re- 





that the T.A.A. was “just another pipe 
dream—an organization of little value to 
us.” After investigation, he said, he 
found that the fundamental purpose of 
the T.A.A. was to act as a clearing house 
for all the divergent views on transpor- 
tation matters, “to bring together these 
leaders, to sit around the table and dis- 
cuss their views on current transporta- 
tion conditions and legislation which 
may affect the ability of our carriers to 
furnish a service which would permit 
the continued growth of our industrial 
might.” 


“IT am not ashamed of the fact that I 
have directly reversed myself in the last 
four years,” he continued. “My original, 
false premise stemmed from the fact 
that I was too busy trying to make a 
living for myself and my family to be 
bothered with issues that didn’t directly 
or immediately affect my ability to prove 
the efficiency of my department to man- 
agement ...If we ignore the under- 
lying principles of reasonable rates for 
service rendered, which return a reason- 
able profit in an atmosphere of free and 
equal competition, we will have no one 
to blame but outselves if we are con- 
fronted with nationalization. 


“All of us unquestionably take time 
out each week from our daily responsi- 
bility of earning a livelihood to relax 
and to worship. We should embrace in 
this schedule a little time for the better- 
ment of our chosen field, either through 
unbiased, objective study of current legis- 








lation or by participating in a program —F*° 
Participants in the afternoon panel of the T.A.A. institute in Los Angeles are shown here as Of general education which will enlighten : 
Leif Gilstad, first vice-president of the T.A.A., opens the session. Left to right: Virgil Windle, presi: our industrial leaders of the part thet a 
dent of the San Diego Forwarding Co.; J. W. Witherspoon, assistant general traffic manager of the our transportation carriers play in the tw 
United States Rubber Co., Los Angeles; George P. Baker, president of the T.A.A.; Mr. Gilstad; Success of their business, as well as the 20 
Stanfield B. Johnson, general solicitor of the Southern Pacific Co., San Francisco, and Chester B. contribution that the informed indus- on 


Moore, executive vice-president of the Western Growers Association, Los Angeles. trial traffic manager makes in increasin? f 
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1m s- Bine area of distribution and successful 
marketing of his company’s products... 


Cabinet Committee Report 


“J believe the Cabinet committee re- 
port was designed to strengthen our 
transportation system nationally. I do 
not believe it was intended to favor any 
particular form of transportation. Its 
recommendations can be interpreted as 
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1954, Bheing wise or, in part, unwise. I would 
S10NS pe the first to admit that the report, as 
roads Biccsued, does pose problems, particularly 
vhich [iy the interpretation of the wording. 
} mil- Browever, if the ten most competent men 
tions Bin transportation, who were not involved 
scon- fin the development of the Cabinet com- 
cated Bnittee report, were to attempt to dupli- 
illion Beate their achievement, I am sure we 

would have just as much dispute and 
done fargument as to what was intended. All 
-rec- [these problems can be resolved, but it 
tisen- [ican only be accomplished on a fair basis 
i re- fof ‘give and take.’ 
cause “Tt is unfortunate that the conversion 
hole.” Bof the Cabinet report into legislation as 
iscus- BSenate Bill No. 1920 has created so 
ect to much frantic oratory, predicting doom 
out- Hand destruction, when the same organ- 
ict by fizations will admit, on sober reflection, 
2d by Bthat many parts of the bill are in the 
and Mbest interests of our total transporta- 
\binet Btion system. Substantial sums of money 
that Bhave been raised, either to defeat or 
support Senate bill No. 1920 as an 
omnibus bill. If, as I have indicated, 
hese same interests could support por- 
Vaeh- Btions of the bill, would it not be better 
S 880 Bto use these substantial funds for re- 
d his search in the interest of transportation 
have Boperation and legislation, and thereby 
many Bachieve avenues of agreement through 
lists” Bdemocratic processes rather than de- 
_ pipe struction through public statements that 
lue to Bean only be termed as vituperous half 
i, he Btruths? 
se of 
house ‘Ethical’ Conduct Urged 
spor- “If all transportation interests could 
these uster a united front, I am sure our 
d dis- onorable Secretary of Commerce could 
,0rta- be convinced to drop what apparently 
which —is to some an onerous omnibus bill. If 
ers to Mhe could be so convinced, it would save 
vermit considerable funds allocated by the vari- 
istrial fous forms of transportation to fight 
cold war,’ and permit the use of these 
‘hat I geame funds for the improvement of 
e last ransportation services. Furthermore, 
ginal t would eliminate the need for fruitless 
; fact ongressional hearings, which are costly 
* ke a W° government and industry. 
to be “There is great need for ethical and 
rectly statesmanlike conduct on the part of 
prove executives of each of our forms of trans- 
man- portation; a willingness to sit around 
nder- pe table to discuss the issues clearly, 
os for ped a discontinuance of the current 
sason- pe'actice of public utterances that con- 
eand in half-truths and tend to confuse the 
© one public generally. 
. con- “The bill does not remove control from 
he Commission. It does not give one 
time #E°'™ of transportation undue competi- 
ponsi- ive advantage over the other. It does 
sa a 1ot scrap the interstate commerce act 
ak ies Dr suggest the elimination of their right 
wer a 3) investigate preferential, prejudicial 
oneal r discriminatory situations. 
legis- “There are many who say that the 
ogram present act and declaration of policy has 
ighten ermitted a healthy growth of all forms 
t thet fe! ‘ansportation—that there is no need 
in the po". Cchange. If we were to follow this 
as the [eDilosophy, our forefathers would not 
indus- [| 2V©, crossed the Atlantic to found our 
easing ountry, our Constitution, and our Bill 


f Rights. This free enterprise system 


of ours has been built on the principle 
of growth, refinement, and free and 
open competition... .” 

Mr. Baker, the T.A.A. president, was 
introduced as the principal speaker at 
the luncheon by Carl P. Miller, presi- 
dent of the Los Angeles Chamber of 
Commerce. 

After stating that “for the very short 
run” the situation for the common car- 
rier industry looked “just fine,” Mr. 
Baker said that “if we shift to the long- 
run interest and add, as well, the long- 
run responsibilities as citizens in a free 
society, we do, of course, have very real 
reason for concern.” The central core 
of the transportation problem was how 
to maintain a strong, adequate national 
transportation system in this country 
under private enterprise, he said. 


“Unless we close our eyes,” he con- 
tinued, “we see that in almost every 
other part of the world the governments 
have been forced or chosen to take over 
at least a major part of their transport 
systems. Unless we are free of the forces 
which brought this phenomenon about 
we are, of course, in reasonable danger 
of having it happen here. But it. is 
quite evident that we are not free of 
many of the forces that have brought 
it about, and it therefore behooves us 
to consider how we can best keep our 
legal, regulatory and promotional struc- 
ture such that we won’t slip off in the 
same way.” 


Mr. Baker then discussed what he 
termed “a few samples of very dif- 
ficult parts of the transportation prob- 
lem.” The first of these he said, was 
“the big squeeze.” He elaborated on that 
point, as follows: 


“When wages and prices of materials 
go up... there is almost always protest 
from shippers and passengers against 
having their transportation rates raised 
enough to equate increased income and 
increased cost, and there is a strong 
tendency for the government commis- 
sions having power of the rates... 
not to let the rates be raised enough 
to accomplish this, although rates are, 
in fact, usually ultimately raised some- 
what . . Normally the results have 
been very bad ... playing a major role 
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in the increase of government owner- 
ship.” 

Mr. Baker said the second problem 
on his “sample” list was that of pre- 
venting ruinous competition without, at 
the same time, preventing “strong, vigor- 
ous, active and very beneficial competi- . 
tion between companies within the var- 
ious forms of transport and between the 
forms of transport themselves.” Third, 
he said, was the problem of how to rid 
the nation’s transport system of obso- 
lete, burdensome investment and serv- 
ices when some people’s jobs and some 
shippers’ livelihoods depended on those 
unprofitable services. Fourth, he said, 
was that of sharing in a jointly-used 
facility—the problem, for example, of 
how much of the cost of a highway 
should be charged against a passenger 
car user and how much of it against 
a truck user. The fifth problem he men- 
tioned was “how to organize the var- 
ious functions which it is desirable the 
government have in the transport area.” 

Governments the world over had taken 
over major parts of the transportation 
system “because of forces of which we 
are not ourselves free,” said Mr. Baker, 
adding that “if we were free of these 
forces, we need not worry about it, but 
we are not quite free of them.” 


Work for T.A.A. 


He said he saw the work of the T.A.A. 
against “four backdrops”: (1) The 
death of powerful countries which had 
lost their strength and had fallen be- 
fore other countries; (2) the matching 
of strength between the United States 
and Russia; (3) the fact that in other 
countries major segments of the trans- 
port system were owned and operated 
by the government, and (4) a reduc- 
tion, in the last 100 years, of freedom 
of decision for businessmen and an 
increase in government regulation, ex- 
cept for short “setbacks in the trend, 
such as we are getting with the present 
administration’s attitude.” After assert- 
ing that there were tremendous areas in 
which businessmen could work out “wise 


Harold F. Hammond, executive vice-president of the Transportation Association of America, presiding 
during the morning session of the Pacific Slope Area transportation institute at Los Angeles, displays 
a T.A.A. booklet in the course of his remarks ct the opening of the session. Seated at the table are the 
panelists who are about to dis-uss the institute theme, ‘Pulling Together for a Stronger Transporta- 
tion System.’ Left to right, they are: J. Monroe Sullivan, assistant to president, Pacific American 
Steamship Association; James F. Pinkney, general counsel, American Trucking Associations, Inc.; 
R. C. Waehner, general manager of distribution division, Lever Brothers Co.; F. B. Whitman, 
president of the Western Pacific Railroad Co.; Terrell C. Drinkwater, president of Western Air Lines, 
Inc., and R. J. Andress, executive vice-president of Service Pipe Line Co. 
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plans which do not involve any impor- 
tant conflict between their own inter- 
ests or the public interests,” Mr. Baker 
said: 

“In the transportation field, this is 
our particular problem. If we are or- 
ganized wisely, if we attack our prob- 
lems energetically in trying to get an 
agreement among intelligent business- 
men of good will as to what the national 
policy should be, and we are active in 
discussing and debating those problems 
with those outside as well as inside the 
transportation field, then I believe we 
are playing a constructive part in the 
preservation of our way of life... .” 


Position of Agriculture 

Opening the debate on the Cabinet 
report, in the afternoon session, after 
preliminary remarks by Mr. Gilstad, Mr. 
Angier said he felt that agriculture 
agreed in principle with some of the 
Cabinet committee recommendations 
and was in definite opposition to others. 
He said he was certain that “any omni- 
bus bill such as S. 1920” would have little 
or no chance of passage. The fruit and 
vegetable industry of California, he said, 
was “still tied to the railroads as the 
industry’s only means of delivering the 
largest percentage of its produce to 
market.” Amending the interstate com- 
merce act to permit the I.C.C. to set 
maximum and minimum, but not pre- 
cise, rates would make it possible, he 
said, for the carriers to use the maxi- 
mum allowed on noncompetitive traffic 
and the minimum to meet competitive 
situations. 

Mr. Johnson, of the Southern Pacific, 
referred to pamphlets the American 
Trucking Associations had distributed, 
entitled “What Do the Railroads Really 
Want?”, and proceeded to give “the rail- 
roads’ own answer to that question.” 


Railroads’ Views 

“Stated summarily,” he said, “we would 
like the opportunity to serve the public 
in a fair competitive field in which the 
contestants are not burdened by arti- 
ficial disadvantages, created by unrealis- 
tic regulatory restraints, or benefited by 
artificial subsidy advantages. Under a 
system governed by these elementary 
principles of fair play and sound eco- 
nomics; our future would be determined 
by the users of transportation service on 
the basis of inherent advantages.” 

Mr. Johnson said the Commission in 
numerous cases had found proposed rail 
rate reductions unlawful, even though 
compensatory and non-discriminatory, on 
the ground that they would attract what 
the Commission regarded as more than 
a “fair share” of the traffic, or that they 
were “lower than necessary to meet the 
competition” of other forms of trans- 
portation. An example of such an I.C.C. 
decision, he said, was one in which the 
Commission found unlawful a proposed 
reduced rail rate for movement of “a 
substantial volume” of scrap rail from 
Gulf ports to Chicago (283 I.C.C. 357); 
another was one in which, he said, the 
Commission found unlawful a rail rate on 
aluminum from Texas to upper Missis- 
sippi River points which was “substan- 
tially higher than the total cost of using 
water service.” He said the Commission 
made that finding “on the theory that 


the act required an even higher differ- 
ential to protect the water carriers.” 


Beneficiaries of ‘Restraint’ 


“The beneficiaries of this ‘restraint of 
competition’ interpretation of the act,” 
he continued, “were the water carriers, 
which already enjoyed an artificial ad- 
vantage through free use of the inland 
waterways, improved at taxpayers’ ex- 
pense...” 


He maintained that, in the final anal- 
ysis, the question posed by the Cabinet 
report was not what the rail, truck or 
barge carriers “really” wanted. 


“Rather,” he said, “it is the question 
of what policy will best promote the 
public interest in a national transpor- 
tation system responsive to its adequate 
peacetime and defense requirements. 
The objective and impartial views of 
responsible public officials set forth in 
the Cabinet report merit your careful 
consideration in resolving this impor- 
tant question.” 


Mr. Windle, of the California Trucking 
Associations, argued against making any 
change in the existing national trans- 
portation policy, saying it was always 
“dangerous to manipulate and experi- 
ment with the balance wheel of any 
fine mechanism.” 


Trucking Industry Representative 


“To say that the railroads are not 
meeting competition under present pol- 
icy and regulation,” he said, “is to shut 
our eyes and ears to existing incentive 
rates, the successful development of 
piggyback, and the excellent gross and 
net income of the rail carriers. As an 
example, the establishment of an 80,000- 
pound minimum and a rate of 25 cents 
a 100 pounds from San Francisco to Los 
Angeles on canned goods is an effective 
competitive move made by rail man- 
agement under existing laws. There 
are many others of similar nature .. .” 


Mr. Witherspoon, of the U.S. Rubber 
Co., included in his discussion the as- 
sertions that to limit the Commission’s 
authority over rates to determination of 
just and reasonable minimum or maxi- 
mum rates seemed advisable, but that 
to a large extent the fixing of rates 
should be left to the management of 
carriers. However, he said, there should 
be no change in existing provisions 
which made undue discrimination and 
preference unlawful. He said minimum 
rates should be considered unreasonably 
low when they failed to cover the di- 
rect ascertainable cost of producing the 
service to which the rates applied. 


Minimum Rates 


“In connection with the prescribing 
of maximum rates of common carriers,” 
he said, “I believe such rates should be 
set at a point which is just and reason- 
able, and to further provide that rates 
cannot be forced by the Commission 
below the full cost plus a reasonable 
profit of performing the services to 
which such rates apply exclusive of 
losses in other services. The Commission 
should also be required to take into con- 
sideration the extent in effect of compe- 
tition with respect to the service to which 
the rates apply to the end that carriers 
shall be prevented from charging exces- 
sive or unreasonable rates on traffic 
which is non-competitive.” 

Mr. Witherspoon said he felt that the 
rate suspension period should be 90 days, 
“with the probable proviso that should 
either party make a request for addi- 
tional time, that period should not be 
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extended beyond an additional 60 Cc iys” 

“On volume freight rates,” he said 
“I definitely believe carriers shoul 1 lj» 
permitted to make minimum weights anj 
volume rates, provided that such ate; 
are open on equal terms to all who may 
wish to use them, and also that such 
rates meet the compensatory test.’ 

The participants in the panel dis. 
cussion in the morning session aly 
stated their views about the Cabing 
report in the afternoon session. A ques. 
tion-and-answer period followed each 
panel discussion. 


The organizations, in addition to the 
state Chamber and the Los Angele 
Chamber and the two universities, which 
cooperated in arrangements for the in. 
stitute were: The Los Angeles Trans. 
portation Club, the Pacific Coast Shipper 
Advisory Board, the California Railroad 
Association, California Trucking As. 
sociations, Inc., Pacific American Steam- 
ship Association, Western Growers As. 
sociation, California Grape & Tre 
Fruit League, and Traffic Manager 
Conference of Southern California. 


U.S. Chamber Conducts 
National Poll on New 
Highway Policy Proposal 


The Chamber of Commerce of the 
United States has begun a nation- 
wide poll of its affiliated chambers, 
trade and professional associations 
to determine whether they favor i 
proposed new policy calling for in- 
creased federal aid to highways. 


The U.S. Chamber said that the pro- 
posed policy consisted of three declara- 
tions as follows: 


“1. Adequate highways are essential t 
the nation’s welfare. Every effort should 
be made to create a highway system 
commensurate with the needs of 3 
growing and dynamic economy, as wel 
aS national defense. An expanded con: 
struction program is necessary to remedy 
present deficiencies and improve the 
nation’s highways. 

“2. Because of the national importance 
of the Interstate Highway System, the 
federal government should assume pri- 
mary responsibility for financing mod- 
ernization of this system. 

“3. Additional funds needed to finance 
the federal government’s augmented 
share of the costs of the Interstate 
Highway System should be obtained 
to the maximum extent feasible from 
current revenues. If such revenues are 
insufficient for these needs,, additional 
funds should be obtained from one 0 
both of the following: 


“(a) Reasonable and equitable in- 
creases in excise and motor fuel taxes 
upon highway users, and (b) bonds issued 
within the statutory federal debt limit, 
the interest and principal on such bonds 
to be obtained from the suggested 24- 
ditional taxes on useds.” 


“Member organizations of the Na- 
tional Chamber were being asked to vote 
“yes” or “no” on each of the decla*a- 
tions, and the principal arguments fo! 
and against each of the declarations 
were being mailed to member organi /a- 
tions together with the ballots, the U § 
Chamber said. The deadline for the :e- 
turn of ballots is January 26, accord n¢g 
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to ‘ae announcement, which continues 
as follows: 

‘The National Chamber’s present 
highway policy states that federal aid 
for the Interstate Highway System 
should not exceed the current 60-40 ratio 
wherein 60 per cent of costs are paid by 
the federal government and the re- 
mainder by the states. If adopted, the 
proposed policy would authorize the 
Chamber to support a larger federal 
share of the costs. If the proposed new 
policy is rejected by member organiza- 
tions, the present policy will remain in 
effect. 

“National Chamber by-laws require 
that one-third of the voting strength of 
member organizations must be recorded 
in a policy referendum, and that two- 
thirds of the votes thus cast, represent- 
ing at least 25 states, must be in favor of 
each proposed policy. 

“Tf the balloting fails to meet any of 
these requirements, the proposed policy 
is not adopted. 

“The present referendum was ap- 
provide by the National Chamber's 
board of directors last month. It is the 
first time since 1952, when member or- 
ganizations approved major changes in 
the Chamber’s social security policy by 
referendum. 

“Most National Chamber policies are 
determined at the annual meeting. The 
referendum was approved so that Na- 
tional Chamber spokesmen might have 
the guidance of the member organiza- 
tions in testifying on highway legislation 
at the next session of Congress.” 





Two U.S. Senators, Two 
House Members Forecast 
Road Bill Passage in ‘56 


In a report it issued on Decem- 
ber 9, the National Highway Users 
Conference, of Washington, D.C., 
said that two United States senators 
and two members of the House in 
Congress predicted, in speeches at 
the forty-first annual meeting of 
the American Association of State 
Highway Officials, the week of ,De- 
cember 5, in New Orleans, La., that 
Congress would enact a major high- 
way bill in its session beginning ‘in 
January. 


The United States senators who spoke 
at the meeting, the N.H.U.C. said, were 
Senator Martin, of Pennsylvania (T.W., 
Dec. 10, p. 34), and Senator Gore of 
Tennessee. The House members who ad- 
dressed the state highway officials were 
Representatives George, of Kansas, and 
Davis, of Tennessee. . 

Representative George told the 
A.A.S.H.O. members, according to the 
N.H.U.C., that “it will be the duty of all 
elected and appointed officials to see that 
ve construct immediately an adequate 
highway system so that this important 
f‘egment of our economy may not be 
‘tagnated by lack of proper legislation 
ind financing.” Mr. George said it was 
‘safe to guess that passage of a federal 
program is almost certain to take place 
‘vhen Congress reconvenes. .. .” 

_ Senator Gore said in his address that 
e had found “overwhelming popular 
‘upport” for a highway bill, that he could 
ot understand why highway legislation 


must be accompanied by revenue laws, 
and that he felt that the Senate would 
insist on a five-year highway construc- 
tion program as a minimum, according 
to the N.H.U.C. report. 

Representative Davis forecast that the 
House committee on public works would 
report a highway bill favorably early in 
the next session of Congress, the N.H.U.C. 
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said. It added that Mr. Davis expressed 
confidence that “current differences” be- 
tween groups interested in highway legis- 
lation could be resolved by compromise. 





Lee's Resignation as Head of C.A.A. Stirs 
Members of Congress; LowenNamedto Post 


Sen. Monroney Calls for Investigation of ‘Admitted Personal Firing’, 
Considers Introducing Legislation Making C.A.A. Independent Agency. 
Other Senators Join in Controversy. Action Explained by Rothschild. 


Frederick B. Lee resigned as ad- 
ministrator of the Civil Aeronautics 
Administration effective December 9 
after weeks of published rumors that 
he would resign under pressure 
exerted by Louis S. Rothschild, 
Under Secretary of Commerce for 
Transportation. The president ac- 
cepted Mr. Lee’s resignation. 


The resignation resulted in a charge 
by Senator Monroney, of Oklahoma, 
chairman of the aviation subcommittee 
of the Senate in- 
terstate and for- 
eign commerce 
committee, that the 
resignation was ad- 
mitted to be a “per- 
sonal firing” by Mr. 
Rothschild. Senator 
Monroney called for 
an immediate in- 
vestigation and said 
he might introduce 
a bill to strip the 
Commerce Depart- 
ment of all control 
over the C.A.A. 

Senator Payne, of Maine, in a letter 
to Senator Monroney, while expressing 
his admiration for Mr. Lee, said he 
hoped that the Monroney subcommit- 
tee would adopt “sound investigative 
procedures” in dealing with the matter 
but do nothing that would cause em- 
barrassment to Secretary of Commerce 
Weeks, Mr. Rothschild, C. J. Lowen, 
newly-appointed civil aeronautics ad- 
ministrator, or Mr. Lee himself. 


Mr. Rothschild, in a statement issued 
December 12, said that he had recom- 
mended Mr. Lee’s appointment two years 
ago but that after “long trial and an 
accumulation of stresses detrimental to 
the sound development of the C.A.A. 
programs,” the decision was “reluctantly 
made that someone better suited in 
leadership, talent and teamwork was re- 
quired.” He denied “political considera- 
tions” or “personal malice.” 

The President appointed Charles J. 
Lowen, Jr., former deputy administrator, 
to succeed Mr. Lee as administrator. Mr. 
Lowen was sworn in on December 12. 

White House Correspondence 

The White House on December 10 
made public an exchange of corre- 
spondence between the President and 
Mr. Lee regarding the resignation. 

The text of Mr. Lee’s letter to the 


C. J. Lowen, Jr. 





President, dated December 8, follows: 
“TI have now completed almost 10 
years with the Civil Aeronautics Admin- 
istration, the last two and one-half 
years in the position of Administrator 
of Civil Aeronautics under your appoint- 
ment. During this period, we have seen 
a phenomenal growth of our country’s 
civil and military aviation, to which it 
is generally acknowledged the activities 
of the C.A.A. have contributed much. 

“We are now on the threshold of 
further growth in all flying and of the 
jet age and I am glad to report that 
this agency’s programs have been for- 
mulated to meet the needs of the fu- 
ture. A revised and enlarged airport 
program has been set under way, a new 
plan for our airways and traffic control 
system for the next five years has re- 
ceived unanimous approval and is being 
placed in effect and our aviation safety 
activities are well abreast of the new 
and increasing technical issues which 
we are now facing. 

“Speaking personally, my years of 
service in the C.A.A. have been reward- 
ing in experience and in a sense of 
real achievement. However, opportuni- 
ties may change with changing circum- 
stances and this might appear a suit- 
able time for me to relinquish my post 
and to move on to other activities. 

“Consequently, I hereby tender my 
resignation as Administrator of Civil 
Aeronautics to become effective at your 
discretion. 

“IT wish to assure you of my continued 
wholehearted support and cooperation, 
my sincere admiration for your work to 
give our country the best possible gov- 
ernment and my desire to serve my 
country to the best of my ability 
wherever and whenever I can be of 
value.” 

President Eisenhower, in accepting 
Mr. Lee’s resignation, wrote: 

“I can well understand the reasons 
which prompted your letter of December 
8 and can only accept your request to 
be relieved of your duties effective this 
date. 

“Your years of conscientious service as 
a government official have contributed 
much to the solution of the technical 
and operational problems incident to 
the development of civil aviation. 

“You have my best wishes for your 
future welfare and happiness.” 


Senator Monroney’s Statement 


Senator Monroney, in a statement he 
issued December 12, charged that the 
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“firing” of Mr. Lee as heai of the Civil 
Aeronautics Administration was part 
of “a drive by Secretary cf Commerce 
Weeks and Undersecretary Louis B. 
Rothschild to seize control of the na- 
tion’s aviation as a part of their plan 
to put over a railroad-slanted trans- 
portation policy.” 

“T hope the membors of the aviation 
subcommittee will support me in look- 
ing into the circumstances which went 
into the firing of Lee,” Senator Mon- 
roney said. “I believe Lee is being 
dumped because he supported progres- 
sive legislation for air safety and federal 
aid to city airports. This action is part 
of a seizure of power over aviation by 
the ground-minded transportation clique 
in the Commerce department. 

“Lee helped us in Congress this last 
session to get the first progressive aid- 
to-airports bill in history. This was 
displeasing to members of the adminis- 
tration which asked for no aid-to-air- 
ports in its first year, only $10,000,000 in 
its second year and $11,000,000 last ses- 
sion. We raised the $11,000,000 to a 
$20,000,000 appropriation for 1956 and 
authorized enough money to make the 
annual aid-to-airports about $63,000,000 
for four years beginning in 1956. 


“Lee supported this bill, He testified 
to the danger of overcrowded airports 
and the obsolescent ground plants. 
Freddie Lee is being fired because he 
told our committee such things as this: 
That jet transports will be in the air 
within three years and we have only 
seven airports in the United States 
which can land them safely. 


Support for Second Airport 


“Another important factor in Fred 
Lee’s dismissal was his support of a 
second airport for Washington, D.C. 
Rothschild spent an entire day before 
our committee expressing violent opposi- 
tion to a second airport, explaining that 
he would support it only if it were self- 
financing. No airport in the United 
States is self-financing. Lee, on the 
other hand, testified that the overcrowd- 
ing at the nation’s Capital was highly 
dangerous. 


“On a recent trip to California, avia- 
tion leaders told me that they believed 
Lee is being junked because he has 
done so much for airport safety, that 
he is being punished because he co- 
operated with Congress in writing a 
real airports bill. 


“I also have talked with pilots in 
the last few days who are wondering 
if aviation is being made a political 
football to be passed out to the party 
faithful. 


“The drive being made to control 
aviation by Weeks and Rothschild is 
clear. Weeks signed the vicious trans- 
portation report which was heavily 
weighted for the railroads. The ground- 
minded Commerce Department opposed 
the feeder airline bill which gave 
sma'ler communities an adequate system 
of connections with trunk lines and will 
prevent only the chosen few from oper- 
ating. 

“At the same time that Frederick 
Lee is being punished and removed from 
the C.A.A., we see the same group tak- 
ing control of the Civil Aeronautics 
Board. They have succeeded. in- block- 
ing the reapopintment of Josh Lee (not 


related to Frederick Lee) to the C.A.B. 
because, first, he was a Democrat who 
had served under President Truman, 
and, second, because Rothschild wanted 
his buddy from Maritime Commission 
days, G. Joseph Minetti, of Brooklyn, 
appointed so that the long arm of the 
Commerce Department can reach out 
further to control aviation. 

“Josh Lee also is being punished be- 
cause he was the moving spirit behind 
the feeder airline bill and the swing 
man on the board who built a solid 
foundation under smaller trunk lines. 

“To add to their control of the C.A.B., 
they not only are handing our seat to 
a ‘Democrat,’ but they will have another 
Republican seat soon. Ross Rizley, now 
chairman of the C.A.B., soon will retire 
to become a federal judge, succeeding 
Judge Edgar S. Vaught, of Oklahoma 
City. 

“There goes the whole aviation pic- 
ture.” 


Independent Agency Considered 


Senator Monroney said in another 
statement, made December 13, that he 
might introduce a bill “to strip the 
Commerce Department of all control” 
over the C.A.A. 

The Senator explained that in 1940, 
@ government reorganization plan had 
placed the administrator under the sup- 
ervision of the Secretary of Commerce. 
Before that, he said, the C.A.A. adminis- 
trator, a three-member Air Safety Board 
and the Civil Aeronautics Board were 
part of an independent agency, which 
was established in 1938. 

In a further statement, issued Decem- 
ber 14, Senator Monroney, referring to 
Mr. Rothschild’s statement, asserted that 
the letter “admits it was a personal 
firing.” He said that “harmony in the 
cockpit of an airliner carrying 60 to 100 
passengers in bad weather under instru- 
ment control, with trust in technical 
ability and experience of the director 
of the C.A.A. is more important” than 
the harmonious relations among top ex- 
ecutives of which Mr. Rothschild spoke 
in his statement. 


Mr. Rothschild’s Statement 


The text of the statement issued by 
Mr. Rothschild on December 12 follows: 

“The Commerce Department is re- 
quired by law to foster, promote and 
develop the transportation facilities of 
the United States, including civil avi- 
ation. As Under Secretary of Commerce 
for T.ansportation, I am responsible to 
the Secretary for the direction of these 
duties in the public interest and in 
accordance with administration policies. 

“An essential of good management is 
harmonious relations among top execu- 
tives. Of course this does not mean 
suppression of ideas, for only through 
frank discussion can sound judgments 
be formed. But it does mean being able 
to get along together and once policy 
is set to give it whole-hearted support. 
Experience proves that only through 
smoothly-functioning organization can 
maximum good results be achieved. 

“The position of Administrator of Civil 
Aeronautics is a Presidential appoint- 
ment, subject to termination at the 
discretion of the Chief Executive. It is 
not a civil service career job. 


“The Secretary of Commerce, more 
than two years ago, recommended the 
appointment of the former adminis- 
trator and naturally wanted him to 
succeed. So did I. But after long trial 
and an accumulation of stresses detri- 
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mental to the sound developmert 4 
Civil Aeronautics Administration pro. 
grams, the decision was _ reluctant) 
made’ that someone better suited j 
leadership talent and teamwork wy 
required. 

“Neither political consideration ny 
personal malice is involved. Both th 
former and present administrators ay 
Republicans. The former administraty 
was notified of the decision sever 
weeks ago in order that he might hay 
time to prepare for a fresh start else. 
where. 

“Prompted by public duty and con. 
cern for the welfare of C.A.A. and it 
loyal and skilled personnel, the secretary 
recommended to the President tha 
Deputy Administrator Charles J. Lowe 
be appointed Administrator of Civ 
Aeronautics. 

“Administrator Lowen has the experi- 
ence, ability and character to make a 
outstanding leader in civil aviation 
progress. He has the confidence ani 
support of the Secretary and myself ani 
the good will and best wishes of th 
entire Department.” 


Senator Magnuson Intervenes 


On the day on which the President ac. 
cepted Mr. Lee’s resignation, Decembe 
9, Senator Magnuson, of Washington, 
telegraphed Senator Monroney fron 
Seattle as follows: 


“It has been reported to me by persons 
interested in and charged with the safety 
of air navigation and through stories in 
newspapers and trade publications that 
Fred B. Lee, Administrator of the C.AA 
has been requested to resign. Since Mr. 
Lee is a recent Republican appointee it 
may be that this reported action is based 
upon allegations of maladministration a 
inefficiency in office. On the other hand, 
it has been intimated that those desiring 
to see Mr. Lee resign are motivated by 
political considerations. As you know, ow 
committee examined Mr. Lee’s qualif- 
cations carefully at the time of his ap- 
pointment and unanimously approved 
his nomination. To me, it is incredible 
that in such a short time it is now con- 
sidered that Mr Lee is unfit for office 
In view of the importance of the prope 
administration of the law regarding the 
safety of airships, airports and air navi- 
gation in my opinion it is the duty of ow 
committee to thoroughly investigate the 
basis for the reported action. May I sug- 
gest that as Chairman of the Subcon- 
mittee on Aviation you determine i 
Mr. Lee is to be dismissed and if so, the 
reasons therefor. I am sending a copy 
of this telegram to Senators Smathers, 
Bible, Schoeppel and Payne, the other 
members of your subcommittee.” 


Senator Payne’s Letter 

Referring to a telegram addressed to 
him on December 12 by Senator Mon- 
roney, Senator Payne, of Maine, a mem- 
ber of the Monroney subcommittee, said 
it was his feeling that Mr. Lee had beet 
doing an outstanding job in adminis- 
tering the civil aeronautics act, and that 
he had always found him well-informed 
and cooperative when he appeared be- 
fore. the aviation subcommittee. He 
added: 


“Although the reported circumstaices 
surrounding the resignation of Mr. Lee 
are certainly a legitimate subject fo! 
consideration by the subcommittee 00 
aviation, I believe it should be kept 
in mind that as legislators we shculd 
not interfere unduly in the selection 
of administrative officials to carry ou! 
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primarily administrative functions. The 
President and Secretary of Commerce, 


addressed by a nationally-known figure 
who is an authority on transportation 
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ictantl representing the executive branch of matters. Another feature of the closing 
ted §the government, have the duty and luncheon will be the awarding of the 
‘kK wag responsibility of determining the in- Council’s safety certificates to those asserted, felt that nationwide recogni- 
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dividuals who will head up executive 
agencies. ; 1 , 
“Tf the subcommittee on aviation is 


going to investigate Mr. Lee’s resigna- 
I believe that the subcommittee 
should immediately adopt sound investi- 
gative procedures and practices to gov- 
ern its inquiry. It is hoped that neither 
the subcommittee nor its staff will take 
any action which will cause unnecessary 
embarrassment to Secretary Weeks, Un- 
dersecretary Rothschild, Civil Aeronau- 
tics Administrator Lowen, or Mr. Lee 
himself, in this investigation. Finally, 
I sincerely hope that while the subcom- 


tion, 






















members of the Council whose safety 
operations have shown improvement over 
the past year. 

The Council’s board of directors will 


hold its annual meeting on Wednesday 
afternoon, February 8. The board will 


meet again on Thursday, February 9, 


for the election of officers, following the 


election of the new directors by the mem- 
bership. 


The chief social event will be on Thurs- 
day evening when the truck and trailers 
manufacturers committee will sponsor a 
reception-dinner and a floor show for 


Council members and guests. 


tion of the importance of transportation 
to the “American way of life’ was long 
overdue. 

In his talk, he described a nation- 
wide survey by the A.T.C. which, he 
indicated, had found interest in many 
areas in promotion of a “National Trans- 
portation Day.” He told of plans of the 
national traffic club associations to spon- 
sor such an observance October 22 to 27, 
1956. The dates, he said, had been set 
to coincide with the thirty-third annual 
meeting of the A. T. C. of A. in Miami 
Beach, October 24 and 25 (T.W. Nov. 
26, p. 48). 









































































































mittee on aviation sits as an investigat- 


ing subcommittee, all of its members will Management of Campaign 


Pet refrain from reaching conclusions on A. H. Laney, president of weet Laney 
‘oti, Matters under consideration until all H & Duke Storage Co., of Jacksonville, Fla., 
ge of the evidence to be developed can be Traffic Club Dinner Starts formerly a regional vice-president of the 


association, had been appointed general 
manager for the observance, with all 
A.T.C. regional vice-presidents forming 
an executive committee, Mr. Pomeroy 
reported. He added that A. K. Atkinson, 
president of the Wabash Railroad, St. 
Louis, had accepted chairmanship of a 
committee to explore possibilities of an 
appropriate proclamation by the Presi- 
dent of the United States. 


He said there were currently three 
specific transportation day or transporta- 
tion week observances in the country— 
One in Miami, Fla., another in Los 


carefully appraised. 

“Since it will be impossible for me 
to return to Washington before Christ- 
mas, it is my hope that no subcommittee 
es hearings will be held béfore Congress 
ent ac-@ reconvenes in January.” 
cember 
ington, 

from 


elf and 


a Campaign for Observance of 


Transportation Week in U.S. 

(Special Correspondence to Traffic World) 

A campaign aimed at promotion 
of a “National Transportation Week” 
across the nation was launched at 
an “A.T.C.-Day” luncheon of the 
Traffic Club of St. Louis in the 
Jefferson hotel, St. Louis, Mo., on 
December 5. 


Private Truck Council 
To Meet February 9-10 


Problems confronting business and in- 
dustrial concerns which operate trucks 


persons 
> safety 
ries in 
ns that 


.C.AA ff to carry their own products will be dis- L. A. Pomeroy, Jr., president of the Angeles, Calif., and the third in Texas. 
1ce Mr § cussed at the seventeenth annual con- Associated Traffic Clubs of America and ‘The state-wide transportation week in 
intee it § vention of the Private Truck Council of traffic manager of the National Mal- Texas had been proclaimed by the gov- 
s basei § America, Inc., to be held at the Cleve- jJeable & Steel Castings Co., Cleveland, ¢rnor of that state, Mr. Pomeroy said. 


land hotel, Cleveland, O. February 9-10, 
1956. 

The Ohio axle mile tax will be a feature 
of the first day’s program when rep- 


ition or 
r hand, 
lesiring 
uted by 


“We hope that the governors of the 
remaining 47 states will follow the good 
example set by Texas, designating this 
same period as transportation week 


O., principal speaker at the luncheon, 
said that the role of transportation as 
the “backbone of American economy” 
was often overlooked because “the 


ow, ow @ resentatives of manufacturing, labor, general public takes our transportation within their borders,” he said. 

qualifi. § and government will tell how this _tax scheme for granted.” Many people, he The A.T.C. expected to enlist the aid 
his ap-@ 2ffects their operations. Another high- 

yprovei @ light of the first day’s program will be a 

rredibke @ discussion of “Privately Operated Trucks 

w con-™@ —Their Place in an Expanding Econ- 

- office @ OMy” which will be preceded by a slide 


film entitled “Life’s Visual Cast” which 
depicts the expanding economy of this 
country. 


proper 
ing the 
r navi- 





' of our The business program will begin at 10 
ate the a.m. on Thursday morning, February 9, 
rIsug-§@ when the chairmen of the Council’s 
ubcom- § Various standing committees will report. 
1ine if§ Highlighting this session will be a dis- 
so, the § cussion of the Cabinet Committee Report 
a copy™ On Transportation and the proposed 
athers, §@ Highway Building Program. 
» other The Friday morning session will begin 
With a panel discussion entitled “The 
Manufacturer Meets the Consumer”. At 
—_" this session manufacturers will be given 
Mow an opportunity to discuss the latest de- 
o- velopments affecting trucks, such as 
- an power brakes, automatic transmissions, 
d beet power steering and tubeless tires. This 
min is: panel affords consumers an opportunity 
d that to ask questions of the manufacturers 
al ad “bout their products. 
ed bef Representatives from truck leasing 
> Heg (OMpanies will also report on important 
de ape in their industry at the 
‘riday morning session. The closing officials of the Associated Traffic Clubs of America and the Traffic Club of St. Louis, M tud 
neces # , . » Mo., stu 
~g a a = ” a report on the effect = plans for a National Transportation Week campaign, prior to a luncheon session of the St. silo 
act fot aa be a pre Mg cron of the a - club. Discussing a list of suggestions for the campaign are (left to right): R. P. DeGroote, secretary 
tee ont ous legislative proposals. of the A. T. C. of A. and general western freight agent of the Luckenbach Steamship Co., Chicago; 
e kept The luncheon on Thursday, February LL. V. Gudiswitz, president of the Traffic Club of St. Louis and traffic manager of the Graham Paper 
should 0, will be addressed by Louis B. Seltzer, Co.; L. A. Pomeroy, Jr., president of the A. T. C. of A. and traffic manager of the National Malleable 
Ject ion ‘ditor of the Cleveland Press. The closing & Steel Castings Co., Cleveland, O., and R. P. Yellen, treasurer and assistant secretary of the. 


uncheon on Friday, February 10, will be A. T. C. of A and general agent of the Norfolk & Western Railway, St. Louis. 


Ty out 
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of all national transportation bodies in 
the promotional! effort, said Mr. Pomeroy. 
He mentioned the following “ideas” for 
special activities across the country 
during the week: 

“Kiwanis, Lions, Rotary and similar 
service clubs to be approached on pre- 
senting programs devoted to transporta- 
tion, luncheon speakers to be furnished 
by local traffic clubs. 

“Appropriate recognition by the Army, 
Navy, Air Force and Marine Corps, with 
cooperation of all labor unions to be 
solicited. 

“Motor trucks and buses to be labeled 
with appropriate placards on the sides 
of each unit, calling attention to Trans- 
portation Week. 

“Transportation equipment parades, 
featuring old and new equipment. 

“Exploration of the feasibility of di- 
recting attention to the celebration on 
one day at one specific time throughout 
the nation by simultaneously sounding 
all locomotive bells and whistles, steam- 
boat whistles, truck and bus horns.” 

After declaring that promotion of 
activities on a nationwide scale would be 
a “tremendous task,” Mr. Pomeroy said 
that the A.T.C., representing more than 
44,000 transportation people in over 200 
traffic clubs throughout the United 
States and Canada, was the logical 
group to progress the idea of a national 
transportation celebration. He added that 
there was no better place to start a 
campaign for a nationwide Transporta- 
tion Week than St. Louis, since it was 
one of the largest rail gateways and 
railroad centers in the country. 

“Many of you will be asked to help 
with this great task, and we ask that 
you, in turn, pass on to us your own 
suggestions,” he concluded. 





Steel Furniture Traffic Group 


Corrects Listing of Officers 


The Steel Office Furniture Traffic As- 
sociation has issued a correction in the 
list of officers announced after their 
election at Cleveland, O., on November 
29 (T.W., Dec. 10, p. 45). 

The association said that the list 
should have shown O..G. Meyer, traffic 
manager, Yawman-Erbe Manufacturing 
Co., Rochester, N.Y., as a member of 
the executive committee, and F. M. Rus- 
sell, traffic manager, General Fireproof- 
ing Co., Youngstown, O., as treasurer. 
The association reversed the respective 
offices of Messrs Meyer and Russell in 
its announcement of the election. 





1.C.C. Practitioner's Views 


In the report on discussion that took 
place in the meeting of the Association 
of I.C.C. Practitioners, November 3 and 
4, in Washington, D.C., published on 
pages 29 to 31 of the November 12 is- 
sue of TraFFic Wort, it was stated 
erroneously that Walter McFarland, as- 
sistant general counsel of the Burling- 
ton Lines, had expressed the views that 
hearing officers at the Commission 
should have more power than at present 
and that their findings should have 
“the weight of a lower court’s findings.” 


A copy of the statement which Mr. 


McFarland read at the meeting shows 
that he did not express views such as 
those attributed to him in the article 
in question. One of the assertions he 
made was that in general the proposed 
administrative code advocated by the 
Hoover Commission task force “contem- 
plates that the hearing before the hear- 
ing commissioner would be the only 
hearing, and that his decision would be 
the only administrative decision, thus 
substitutine for the eomposite wisdom 
of the Commission the views of indivi- 
dual hearing commissioners assigned to 
the cases bv a chief hearing commis- 
sioner who had no knowledge of or con- 
cern with the National Transportation 
Policy.” Mr. McFarland said that this 
was “the third attempt in about 18 years 
to destroy the independence of the Com- 
mission by means of some blanket plan.” 
Regulation as known since 1906 would 
be “gone with the wind” if the proposed 
code became law, he said. 





D. B. Jenks Named President 
Of Rock Island; Farrington 


Moves Up to Board Chairman 


J. D. Farrington, chief executive 
officer and president of the Chicago, 
Rock Island & Pacific Railroad, will 
become chairman of the board of the 
company, a newly-created post, ef- 
fective January 1, 1956, it has been 
announced by the board of directors 
of the company. 


Mr. Farrington will be succeeded as 
president by D. B. Jenks, who currently 
is executive vice-president. The an- 
nouncement from the railroad con- 
tinued: 

“A native of St. Paul, Mr. Farrington 
began his service in 1910 with the Great 
Northern’s engineering department. Aft- 
er leaving school he went to the Bur- 
lington, became a timekeeper for a track 
gang, and later was successively pro- 
moted from an _ assistant foreman 
through various supervisory jobs until 
he became an assistant superintendent. 

“In World War I, from 1917 to 1919, 
Mr. Farrington saw service in France, 
progressed from lieutenant to major and 
now holds the rank of colonel in the 
reserve corps. 


“Mr. Farrington returned to the Bur- 
lington in 1920 as a division superinten- 
dent and advanced through various of- 
ficial positions until January, 1930, when 
he became general manager of the Bur- 
lington’s Texas lines. 

“Mr. Farrington came to the then 
bankrupt Rock Island as chief operat- 
ing officer on May 15, 1936. Immediately 
thereafter he launched into a rehabilita- 
tion and modernizing campaign that in 
a little less than twenty years placed his 
railroad in the front ranks of the in- 
dustry’s leaders. 

“He was named chief executive officer 
on July 15, 1942, and served in this ca- 
pacity until completion of reorganization 
when he was elected president of the 
new corporation. 


Jenks Joined Road in 1950 
“Mr. Farrington brought Mr. Jenks to 
the Rock Island in December, 1950, as 
assistant operating vice-president. In 
July 1951, Mr. Jenks was elected vice- 
president—operations, and was further 
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elevated to the position of exec itive 
vice-president in June 1953. He was 
elected a director in October of that 
year. . 

“Mr. Jenks was born in Portland, re. 
August 16, 1915. He graduated rom 
Yale University in 1937 with a BS. de. 
gree in industrial engineering. 

“During the pursuit of his education 
Mr. Jenks, among other assignments, 
worked on the Pennsylvania Railroad's 
New York division with the engineering 
corps. He moved to the Great Northern 
where he became successively roadmas.- 
ter, division engineer and trainmaste, 
on the Klamath division. After further 
service on other divisions, Mr. Jenks 
entered World War II as a first liev- 
tenant with the 704th Railway Grand 
Division, Military Railway Service and 
rose to the rank of lieutenant colonel, 
His overseas assignments included Africa, 
Italy, France and Germany. 

“At the close of the war Mr. Jenks 
returned to the Great Northern and 
became superintendent of the Spokane 
Division. In October 1948 he went to 
the Chicago and Eastern Illinois Rail- 
road as general manager, and later was 
elected vice-president, the post he held 
until joining the Rock Island. 





Motor Classification Group 


Election Ballots Sent Out 


F. G. Freund, secretary of the National 
Motor Freight Traffic Association, has 
announced that voting ballots have been 
mailed for a special election of repre- 
sentatives to the National Classification 
Committee for the 1956 term. 


“This committee, a standing com- 
mittee of the National Motor Freight 
Traffic Association.” Mr. Freund said, 
“will decide matters appealed from dis- 
positions of .the National Classification 
Board and other subjects concerning 
classification. Nominees for election to 
this committee were submitted by the 
carriers participating in the National 
Motor Freight Classification, during the 
nominating period, October 21 to No- 
vember 28, Carriers eligible to vote are 
those which participate in the National 
Motor Freight Classification and have 
executed the amended National Motor 
Freight Traffic agreement and the Na- 
tional Motor Freight Classification agree- 
ment. Ballots must be returned to the 
secretary by January 6, 1956, at which 
time the votes will be formally counted 
by the secretary and two witnesses. Im- 
mediately following the official tally, re- 
sults will be certified and announce- 
ment made to the successful candidates 
and the public... .” 





Milwaukee, C. & N.W. Boards 


To Report on Consolidation 


The boards of directors of the Chicago, 
Milwaukee, St. Paul and Pacific Rail- 
road (Milwaukee Road) and the Chi- 
cago & Northwestern Railway jointly 
announced on December 9 that it was 
“their belief” that studies of consolida- 
tion of the two railroads “will have 
progressed to such an extent that they 
will be in a position to make a report «it 
their respective annual stockholders’ 


meeting in May, 1956. 
No explanation was forthcoming fron 
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eith v railroad regarding what kind of 
a report would be made to stockholders 
or whether a recommendation to merge 
wou'd be made. 

The brief announcement added that 
another report had been received from 
the joint committees studying con- 
solidation of the two railroads. 















National Highway Program 
Discussed by Businessmen 


At Denver Road Conference 


Pay-as-you-go financing, a definite 
time schedule for completion and a 
comprehensive plan will be elements 
of the administration’s newest na- 
tional highway program, according 
to Howard Pyle, Administrative As- 
sistant to the President and former 
Governor of Arizona. 


Speaking before 300 business men at- 
tending the Western Businessmen’s 
Highway Conference in -Denver, Colo., 
Mr. Pyle said: “The more user revenues 
that can be made available and the less 
general revenues that are required, the 
more equitable the financing will be.” 

He stated that a short time schedule, 
10 to 15 years, would best guarantee ac- 
tion now and that the plan “must be 
conceived and completed as a system 
and not catch-as-catch-can.” 

The conference was co-sponsored by 
the national, the Colorado state, and 
the Denver chambers of commerce. 


In his keynote remarks, J. H. Car- 
michael, vice-president of the Chamber 
of Commerce of the United States and 
president of Capital Airlines, stated that 
an estimated 30 congressmen were pre- 
paring highway legislation for introduc- 
tion at the next session of Congress. 
Congressmen will be looking to the 
businessmen of this country for guidance 
as to highway legislation, he said. The 
last session was the first in history to 
have highway bills introduced and 
none enacted, he added. 


Mr. Carmichael asserted that more 
than one-third of .the motor vehicle 
travel in the United States occurred on 
only 3 per cent of the major roads. 


“The public is demanding more autos 
and trucks in spite of the fact that we 
are at least 10 years behind in our 
highway program,” he said. “There 
seems little reason to doubt that we are 
on the threshold of a period that prom- 
ises to be history-making in the develop- 
ment of our nation’s highways.” 

Walter F. Carey, a director of the na- 
tional chamber and president of Auto- 
mobile Carriers, Inc., in summarizing the 
attitude of the conference, said: “We 
see the need for the federal government 
to assume the major responsibility on 
the interstate system, if it is to be 
‘ompleted in any reasonable time.” 

He also noted sentiment toward paying 
‘moderately increased” highway user 
‘harges for new roads if necessary. 

“This feeling seems to be shared in a 
arge measure by businessmen inside and 
Jutside of the highway transportation 
ndustry,” Mr. Carey said. 

The one-day session also. included 
talks by Henry J. Kaltenbach, general 
ounsel, U.S. Bureau of Public Roads; 
-. F. McCormack, deputy chief engi- 
neer, Automotive Safety Foundation; 



































































Harmer E. Davis, Institute of Trans- 
portation and Traffic Engineering, Uni- 
versity of California; W. J. Dinneen, 
former member of the Wyoming High- 
way Commission; and Francis Jacobs, 
mayor of Phillipsburg, Kan. 





Magnuson Predicts Hearing 
On Freight Car Shortages; 


Praises Rail Performance 


In a message prepared for a meet- 
ing of the New York Railroad Club 
on December 9 Senator Magnuson, of 
Washington, chairman of the Senate 
committee on interstate and foreign 
commerce, said that, in view of the 
shortage of freight cars, shippers, 
railroad officials and Commission 
officials would be asked to appear 
before the subcommittee on surface 
transportation to try to work out a 
solution. 


“We feel some solution must be found 
because the lack of shipping facilities 
is hurting the economy of many sections 
of our country and during the harvest 
season causes unnecessary loss to our 
farmers,” said the senator. He added: 

“The increased use of cars for ship- 
ment of industrial products undoubtedly 
accounts for a part of the shortage but 
with the shippers, railroads and I.C.C. 
working together to meet the problem, I 
feel certain we will be able to do it. 

“Faster return of the cars, a speed- 
up in repair shops and manufacture of 
additional cars should go a long way 
toward remedying the situation. 


Cabinet Committee Proposals 


“There are many problems affecting 
the railroads pending before the Senate 
interstate and foreign commerce com- 
mittee in the next session of Congress, 
but probably the most important from 
the standpoint of transportation is the 
proposed administration revision of the 
transportation act. 

“We have before us the report of the 
presidential advisory committee on 
transportation policy and organization 
which proposes far-reaching and con- 
troversial changes in the common car- 





Rate Increase Deliberations 


After meeting all day in Wash- 
ington, D.C., December 9, to dis- 
cuss the proposed 7 per cent 
increase in freight rates and 
charges, the chief traffic officers 
of the railroads, unable to reach a 
decision, adjourned until Decem- 
ber 16. It was stated that they 
would meet in Chicago on that 
date (T.W., Dec. 10, p. 44). 


It was understood that the 
southern railroads, while agreeing 
that the proposed general rate 
increase was needed, desired 
“hold-downs” on more items than 
the railroads in the other sections 
of the country were willing to 
grant. 
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rier system of the nation with a view of 
strengthening it. There are many views 
on this report and our committee hopes 
to hear all of them and hopes the op- 
ponents and proponents of the proposed 
changes will gather in friendly fashion 
to work out the best possible transporta- 
tion system for our nation. 

“The railroads of our nation have 
served our country well in peace and 
have met the task of national emer- 
gencies with the determination that 
gave the nation the service it needed in 
the emergencies. 

“They have performed a job that bene- 
fitted our country, our industry and our 
farms. Looking back upon that splendid 
record, I feel certain they can be counted 
upon to adopt a statesmanlike attitude 
in suggesting changes in our present sys- 
tem of transportation regulations.” 





U.S., Canadian Committees 
On Seaway Tolls to Study 


Panama Canal Operations 


American and Canadian officials 
in charge of construction and op- 
eration of the St. Lawrence seaway 
project, together with engineers and 
members of the tolls committees of 
the two countries, held joint sessions 
at the Pentagon, Washington, D.C., 
December 8 and 9. 


Lionel Chevrier, president, and Charles 
Gavsie, vice-president of the St. Law- 
rence Seaway Authority, headed the 
Canadian delegation. Mr. Gavsie is 
chairman of the Canadian seaway au- 
thority’s committee on tolls. 

Lewis G. Castle, administrator of the 
St. Lawrence Seaway Development Cor- 
poration, led the American host dele- 
gation, which included E. Reece Harrill, 
comptroller of the Seaway Corporation 
and chairman of its committee on tolls. 

“The general purpose of the joint 
meetings,” the seaway development cor- 
poration said, “was an exchange of 
engineering ideas and corodination of 
efforts, further exploration of toll ques- 
tions and planning for an inspection trip 
to the Panama Canal Zone scheduled 
next month. 

“One of the topics on the agenda 
was discussion of the division of naviga- 
tion aid work between the two countries 
in the 114-mile international reach ex- 
tending eastward from Lake Ontario to 
St. Regis. 

“The tolls committees of both seaway 
groups will leave Washington on Jan- 
uary 17 to go to the Panama Canal 
Zone, accompanied by engineers, to ob- 
serve the procedures of handling cargo 
ships and the collection of tolls through 
the Panama canal.” 


Members of the U.S. St. Lawrence Sea- 
way Development Corporation’s commit- 
tee on tolls, in addition to Chairman 
Harrill, a certified public accountant 
with 25 years of experience in private in- 
dustry, civilian agencies of the govern- 
ment, and the Army, are Dr. Charles A. 
Taff, associate professor of transporta- 
tion in the College of Business and 
Administration at the University of 
Maryland, and H. M. Hochfeld, who has 
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served in the Maritime Administration 
and other government agencies, includ- 
ing the Panama Canal, for the last 15 
years. 

Mr. Gavsie, chairman of the tolls com- 
mittee of Canada’s St. Lawrence Seaway 
Authority, was Deputy Minister of Na- 
tional Revenue (Taxation) of Canada 
before his appointment as vice-president 
of the Seaway Authority on its estab- 
lishment in 1954. The two other mem- 
bers of his committee are Jean-C. Les- 
sard, vice-president of the Standard 
Railway Equipment Co. and former 
Deputy Minister of Transport of Can- 
ada, and G. A. Scott, director of eco- 
nomic policy of the Canadian Depart- 
ment of Transport. 





O.D.M. Issues Railroads 
Additional $144 Million 


In ‘Quick Tax’ Certificates 


The Office of Defense Mobilization 
announced December 12 that it had 
issued, in the period from November 
17 through November 30, certificates 
of necessity for accelerated tax 
amortization for various kinds of 
new or expanded facilities including 
$142,560,780 for railroad freight cars 
and an additional $1,763,050 for rail- 
road tracks and centralized traffic 
control to 12 railroad companies. 


The ODM. also issued certificates 
to Hennis Freight Lines, Inc., Win- 
ston-Salem, N.C., for acquisition of a 
motor freight terminal to cost $150,000. 

In recent weeks the agency has an- 
nounced the issuance of quick amortiza- 
tion certificates totaling more than $213,- 
000,000 to railroads for rolling stock and 
facilities. With its latest authorization 
the total now exceeds $357,000,000. 

The O.D.M. granted the quick amor- 
tization privileges for 85 per cent of the 
railroad cars involved, 60 per cent for 
the motor freight terminal, and 40 per 
cent for the railroad tracks and cen- 
tralized traffic control. 

Among the largest certificates cover- 
ing railroad cars were three issued to 
the Pennsylvania Railroad Co. for a 
total of $94,150,200. Others receiving 
certificates for large amounts were: The 
Chesapeake & Ohio Railway Co., $15,- 
950,000; the Atlantic Coast Line Rail- 
road Co., $5,047,000; and the Wabash 
Railroad Co., $5,731,400. 

The Delaware, Lackawanna & West- 
tern Railroad Co. received a certificate 
for $1,763,050 for acquisition of railroad 
tracks and centralized traffic control. 


After a brief suspension, the privilege 
of quick write-offs for tax purposes of 
such portion of transportation equip- 
ment as the O.D.M. considered ac- 
quired for defense purposes was re- 
stored by the O.D.M. on September 29 
(T.W., Oct. 8, p. 26). 





Santa Fe’s New Line in Texas 


The new main line of the Atchison, 
Topeka & Santa Fe Railway into Dallas, 
Tex., was opened for service on Decem- 


ber 5, the railway reported. Special cere- 
monies, both at Dallas and at Denton, 
Tex., marked the occasion. 

The new line extends 49 miles. It was 


constructed at an estimated cost of $7 
million. 





O.D.M. Gives Pan-Atlantic 
Certificate of Necessity 


For Seven Trailerships 


The Pan-Atlantic Steamship Cor- 
poration announced December 13 it 
had been granted a certificate of 
necessity for the construction of 
seven roll-on, roll-off trailerships at 
a cost of $63,000,000. 


Malcom P. McLean, president of Mc- 
Lean Industries, parent corporation of 
both Pan-Atlantic and the Waterman 
Steamship Lines, said the certificate is- 
sued by the Office of Defense Mobiliza- 
tion, would allow a tax write-off of 60 
per cent of the full cost of the ships 
over a five-year period, instead of the 
customary longer period. 


“Approval of the certificate came on 
recommendation of the Maritime Ad- 
ministration and brings the shipping in- 
dustry another step closer to institution 
of the new service,” said Mr. McLean. 


“Maritime Administrator Clarence C. 
Morse revealed last month that Pan- 
Atlantic and the Maritime Administra- 
tion had reached a basic ‘agreement in 
principle’ on the trade-ins, subject to 
approval by the General Accounting Of- 
fice. He said tentative plans also call 
for federal ship mortgage insurance of 
up to $55,125,000, providing the sum does 
not exceed 87% per cent of the total 
cost of building the vessels. 


“Each of the proposed vessels would be 
capable of carrying 288 fully loaded trail- 
ers in the coastwise trade. Because 
tractor-trailers would be driven on and 
off the ships at specially-constructed 
terminals, much of the dockside opera- 
tional expense which so long has slashed 
into American merchant marine traffic 
would be eliminated.” 


Mr. McLean said that the new vessels 
would provide door-to-door truck and 
water service through Boston, New York, 
Philadelphia, Baltimore, Charleston, 
Jacksonville, Miami, Tampa, Mobile, New 
Orleans, Houston and Galveston. Rights 
also were being sought to serve other 
Atlantic and Gulf ports, he added. 


Announcement of the award of con- 
struction contracts for the new vessels 
was expected within the next month, Mr. 
McLean said. 





Minimum Charge Increase 


The Traffic Bulletin for December 10 
carries a proposal of the standing rate 
committee of the Middle Atlantic Con- 
ference, A6020, “Minimum charge for 
single shipments,” under which minimum 
charges in Rule 9 of tariff 15-H would 
be increased to the amounts shown in the 
proposal. 

Scale No. 47 and lower would be in- 
creased to 310 cents; scale 48 to 62, to 
326 cents; 73 to 80, to 343 cents; 81 to 
109, 383 cents; 110 to 135, to 436 cents; 136 
to 160, to 488 cents, and 161 to 201, to 
541 cents. 





TRAFFIC \Vory 


‘Cabinet’ Transport Report 
Defended by Committee 


Advisor; Assailed by Curry 


Legislation growing out of the re. 
port of the Presidential Advisor 
Committee on Transport Policy anj 
Organization—the so-called Cabine 
committee report—was defended }y 
Charles L. Dearing, senior staff mem. 
ber of the Brookings Institute, i 
remarks to the New Railroad Clu 
December 8, while Neil J. Curry, 
chairman of the Board of the Ameri. 
can Trucking Associations, Inc, 
attacked the legislation before , 
special meeting of the Georgia Mota 
Truck Association in Atlanta, De. 
cember 15. 


Mr. Dearing told the Railroad Clu 
that working competition among trans. 
portation agencies was just as feasibk 
today as was competition in other areg 
where it was taken for granted and saii 
that revision of public policy to let thi 
competition take place was an essential 
reform. 

Mr. Dearing said the “record indi- 
cates that our political institutions wer 
capable of responding to economic de. 
velopment and to the changes in trans- 
port organization.” Mr. Dearing was: 
member of a working group which ai- 
vised the Presidential committee. 


Mr. Curry, the principal speaker 2 
a special dinner meeting of the Georgia 
association, said that stripping the Com- 
mission’s control powers over freight 
rates as “proposed” by the Cabinet re- 
port, would “strike a serious blow at 
southern agriculture and industry. 


“There is nothing the matter with 
our present regulation of transportation 
that won’t yield to better administra- 
tion developed through more financial 
support and increased Commission per- 
sonnel,” Mr. Curry asserted. “If ther 
were anything fundamentally unsouni 
about the rules of competition, this na- 
tion could not have fought and won 4 
major war and then moved to the highest 
level of prosperity in history. You don’ 
do that with basic defects in transporta- 
tion.” 





Classification Dockets 


Copies of docket No. 72 of the National 
Classification Board of the motor carrier 
industry and of joint docket No. 172 of 
the Consolidated and Uniform Classifi- 
cation committees will be mailed to sub- 
scribers of the Traffic Bulletin with the 
issue of December 17. 


Hearings on the motor docket are 
scheduled to begin January 10 at the 
Governor Clinton hotel, New York, N.Y. 
January 13 at 1424 Sixteenth Street, 
N.W., Washington, D.C., January 18 at 
the Congress hotel, Chicago, Ill., and 
January 25 at 1307 Peachtree Street, 
N.E., Atlanta, Ga. 


Hearings on the rail docket are sched- 
uled to begin January 5 at 101 Marietta 
Street, Aflanta, Ga., January 10 in room 
324, Union Station, Chicago, Ill., «nd 
January 17 at 1 Park Avenue at Thir y- 
Third Street, New York, N.Y. 
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INTERSTATE 
COMMISSION NEWS 


Higher Fares on Milwaukee 
Road to Chicago Prescribed 


The Commission, by a report and order 
in No. 31742, Chicago Intrastate Subur- 
ban Fares of Milwaukee Railroad, and 
embraced cases, has prescribed increases 
in both’ the intrastate and interstate 
commutation fares to and from Chicago, 
Tll., on the Chicago, Milwaukee, St. Paul 
& Pacific Railroad. 

The embraced cases were No. 26550, 
Passenger Fares and Surcharges, 214 
IL.C.C. 174, on further hearing, and No. 
11703, Intrastate Rates. Within Mlinois, 
59 I.C.C. 350. The outstanding orders in 
these two cases were modified so as to 
permit the establishment and mainte- 
nance of the fares prescribed. However, 
the Commission withheld the issuance of 
an order requiring increases in the intra- 
state fares for a period of 60 days to give 
the Illinois Commerce Commission time 
to allow the adjustment. 

The Commission said that the fares 
prescribed were subject to a minimum of 
25 cents a trip in connection with all 
types of fares as follows: 

“Between all points in the suburban 
area, one-way fares shall be based on 
three cents per mile, round-trip fares 
shall be 180 per cent of the one-way 
fares, and 10-trip fares shall be five 
times the round-trip fares. 

“Between Chicago Union Station, on 
the one hand, and, all other points in 
the suburban area, on the other, 25-trip 
fares shall be 11% times the round-trip 
fares, and weekly and 46-commutation 
fares, respectively, shall be 25 and 90 
per cent of the unrestricted monthly 
fares, subject to maxima of six and 23 
times the round-trip fares.” 

As to the present and prescribed un- 
restricted monthly commutation fares, 
a table showed them, respectively, as 
ranging from $7.20 and $15.00 between 
Chicago and Hermosa, IIl., a distance of 
6.1 miles, to $22.40 and $26.80 between 
Chicago and Elgin, a distance of 36.8 
miles. 


Pipeline Property Values 


The Commission, division 2, by a re- 
port and order in Valuation No. 1342, 
(1954 Report), Freedom-Valvoline Oil 
Co., Pipeline Department, has deter- 
mined, for rate-making purposes, the 
final value of the common carrier prop- 
erty owned and used by the company, as 
of December 31, 1954, to be $2,397,300. 
Protests, if any, are due at the Com- 
mission on or before January 20, 1956. 

The Commission, division 2, by a re- 
port and order in Valuation No. 1323 
(1954 Report), Great Lakes Pipeline Co., 
has determined, for rate-making pur- 
poses, the final value of the common 
carrier property owned and used by the 
company, as of December 31, 1954, to be 
$114,780,700. Protests, if any, are due at 
the Commission in Washington, D.C., on 
or before January 16. 


Decisions 


Commission Approves $1.75, $2 and $2.40 
Per Diem Charges for Use of Freight Cars 


These Charges Found Not in Excess of Reasonable Compensation for 
Periods When Effective. Charge of $2.40 Held Reasonable for Use at 


Present. 


The Commission has approved per 
diem charges of $1.75 and $2 a car 
in effect prior to 1954 and the pres- 
ently effective per diem charge of 
$2.40 a car for the use of railroad- 
owned freight cars when on the 
lines of rail carriers other than their 
owners, according to a report made 
public on December 9. 


A report and an order discontinuing 
the proceeding were issued in No. 31358, 
Chicago, Burlington & Quincy Railroad 
Co., et al. v. New York, Susquehanna & 
Western Railroad Co., et al., former 
Commissioner Alldredge not having par- 
ticipated. 


“We find and declare that the per 
diem charges of $1.75, $2, and $2.40 were 
not in excess of reasonable compensation 
during the periods in which they were 
effective, and that the latter charge is 
not in excess of reasonable compensa- 
tion for present use.” the Commission 
said. 


The complaint, brought by 19 of the 
larger Class I railroads against five 
Class I roads and six short lines, among 
others, grew out of disagreement between 
the complainants and the defendants 
concerning the reasonableness of per 
diem charges for the use of railroad- 
owned freight cars payable by non- 
owing railroads, the Commission said. 


Statement by Faricy 


William T. Faricy, president of the 
Association of American Railroads, is- 
sued the following statement in connec- 
tion with the Commission’s action: 


“The decision of the Interstate Com- 
merce Commission sustaining the rate 
of per diem rentals paid by railroads 
for the use of freight cars of other 
roads is encouraging in that it will 
strengthen the movement to increase 
the supply of freight cars. 


“The present rate of $240 a day, 
sustained by the Commission as being 
reasonable, was recommended by the 
operating-transportation division of the 
Association of American Rairloads in 
1953, upon the basis of 1952 costs, and 
was approved by the great majority 


See Late News, pages 19, 20 


and 22 for other 1.C.C. action. 





‘Car-Day Divisors’ Determined for Specific Periods. 


of the freight car ownership of the 
railroads. 


“It is gratifying to have the stamp 
of official approval placed upon this 
action.” 

‘Car-Day’ Divisor Period 

On consideration of the matter of the 
“car-day divisor” in the light of the 
present evidence, the Commissicn said, 
it affirmei the finding in i’s i$49 re- 
port (Alabama, T. & N. R. Co. v. Aber- 
deen & R.R. Co., 274 1.C.C. 383, decided 
July 11, 1949) that a 20-year period would 
produce more accurat2 resuits than a 
shorter period. 

“The record does not afford a 20-year 
experience of car use prior to 1948; ac- 
cordingly, a 15-year period will be used 
up to and including that year,” said the 
Commission. 

“We conclude that, for the purpose of 
determining the compensatory character 
of the respective per diem charges here 
under investigation, the reasonable car- 
day divisors to be used are 86.12 per cent 
for the 15-year period 1934 to 1948, 82.75 
per cent for the 20-year period 1931 to 
1950, and 86.05 per cent for the 20-year 
period 1933 to 1952.” 

In its conclusions, the Commission said 
that in accordance with the “foregoing 
views”, figures submitted by the com- 
plainants had been adjusted or modified 
in the following respects: 

“(1) The items representing freight- 
car repairs and the allocations based 
thereon are treated in the same manner 
as corresponding items were treated in 
the 1949 report, which eliminates certain 
costs incurred by car-users covering in- 
spection of foreign cars not charged 
back to the car-owners. 

“(2) Depreciation for freight cars is 
based on undepreciated reproduction 
value. 

“(3) Depreciation for fixed facilities, 
such as shops, enginehouses, and power 
plants, a relatively minor item, is based 
on undepreciated ledger value. 

“(4) Return on investment in freight 
cars, shops, enginehouses, power plants, 
et cetera, is based on 6 per cent of de- 
preciated reproduction value. 

“(5) The car-day divisor is based on 
car-utilization ratios for the respective 
periods as above noted.” 

The figures as so modified were shown 
in a table (see page 46). 


Reasonableness of Charges 


The Commission said that no issue was 
presented as to the propriety of the 
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charge of $1.75 before April 1, 1951, when 
the defendant New York, Susquehanna & 
Western Railroad Co., refused to continue 
the payment of that charge. It noted 
that its table showed a cost of $2.31 as of 
that date, and therefor indicated that 
the charge of $1.75 from that date to 
April 30, 1952, was not in excess of rea- 
sonable compensation. 

“The same conclusion as to the $2 
charge in effect for the greater part of 
1952 and 1953,” said the Commission, “is 
supported by the showing of an average 
cost of at least $2.42 in those years. The 
present charge of $2.40, in effect since 
July 31, 1953, is slightly lower than the 
cost of approximately $2.44 shown in the 
table as of April 1, 1953, and we conclude 


following railroads: Atchison, Topeka & 
Santa Fe; Atlantic Coast Line; Balti- 
more & Ohio; Chicago & Eastern Illinois; 
Chicago, Burlington & Quincy; Chicago, 
Milwaukee, St. Paul & Pacific; Great 
Northern; Gulf, Mobile & Ohio; Illinois 
Central; Lehigh Valley; Missouri Pacific; 
Norfolk & Western; Pennsylvania; Read- 
ing; St. Louis-San Francisco; Southern; 
Texas & Pacific; Virginian, and Wabash. 


The defendants included, among 
others, it said, the Boston & Maine; 
Long Island; New York, New Haven & 
Hartford; New York, Susquehanna & 
Western, and the Rutland, Class I rail- 
ways; Atlantic & East Carolina; Barre 
& Chelsea; East Tennessee and West- 
ern North Carolina; St. Johnsbury & 
Lamoille County; New Jersey & New 
York, and Mississippi & Skun Valley, 
all short lines. 


Fifteen Class I railroads intervened 





Estimated Average Cost Per Active Car-Day 




















1948 1950 1952 
Cents Cents Cents 
Cost of Freight-car repairs ee Fervent Ss 73.131 80.591 92.591 
Deadhead haulage of freight-car repair material ......... see 2.315 2.664 
Charges to depreciation of freight cars ...................... 43.865 51.379 53.452 
Charge account of maintenance and depreciation of shops bie 6.297 5.942 6.467 
Miscellaneous maintenance of equipment accounts ........... 4.901 5.962 6.986 
Allocated proportion of general expense ............... c's oe 3.891 4.691 
OT <TD os iy ow basses vos ealdels vide wet 41.946 50.292 55.508 
SOPOnOEe OM ENS GF ARNE SHORE .... .. 5. sce ek ee esas 4.093 4.288 4.65) 
Interest on investment in stock of freight-car repair material... .. 0.524 0.573 0.659 
a 52s sig pi ilameinin bin o'n's's ex's Saale 6 0.494 0.545 0.632 
SS eee ee ens ae ee 11.369 12.708 13.919 
EN, Rsk wae wuhine ete 192.076 218.426 242.217 
Additional labor, material, and payroll taxes to reflect in- 
creased cost levels as of May 1, 1949, and wages as of 
DN arta Na io. 6 bP gh D & <4-8%0 Sines HaT RIO'S 5.179 
Bome an GF Amin 1, 390) .........5... 13.134 
NN IND 55's Gea w va Op a1 wid ars! Sa Wed eines 1.899 
197.255 231.56 244.116 


Car ownership adjusted to car-utilization ratios: 


86.12 per cent (1948)—558,428,160 car-days 


82.75 per cent (1950)—531,677,250 “” “ 
86.05 per cent (1952)—559,599,360 “ “ 





therefore that a charge of $2.40 under 
present conditions is reasonable compen- 
sation. 


“The Susquehanna in its requested 
findings suggests that there is a ‘zone of 
reasonableness’ for per diem charges suf- 
ficiently wide to include the amounts for 
which it seeks approval as not ‘unjust or 
unreasonably low or noncompensatory 
for the periods of their effectiveness, and 
. . . Within the zone of reasonableness.’ 
By Section 1 (14) (a) [of the interstate 
commerce act] we are authorized ‘to es- 
tablish the compensation to be paid’ as 
car rental. This wording does not indi- 
cate that the authority may be exercised 
merely by defining the upper or lower 
limits of a zone of reasonableness, as is 
usually permitted in respect of transpor- 
tation rates payable by shippers.” 


Consequently, the Commission con- 
tinued, its finding in the proceeding 
specified the per diem charges which, 
on the basis of the facts and circum- 
stances before it, could properly be es- 
tablished under section 1 (14) (a). 

“It necessarily follows,” the Commis- 
sion continued, “that lower charges in 
our judgment would not be compen- 
satory, either at present or in the past.” 


Complainant and Defendant Lines 


The Commission said the complaint 
was filed on September 21, 1953, by the 


in behalf of the complainants, the Com- 
mission said, adding that 56 interveners 
in behalf of the defendants were mainly 
Class II and III railroads. 


The procedure for establishing per diem 
charges, the Commission said, was con- 
sidered by division 2 in Association of 
American Railroads — Agreement, 277 
1.C.C. 413, and approved as conforming 
to section 5a, the so-called Reed-Bul- 
winkle section of the interstate commerce 
act. 


Agreement Effective in 1950 

That agreement became effective on 
October 7, 1950, and, under the proce- 
dure which it set up, the per diem charge 
was increased to $2, effective May 1, 1952, 
and to $2.40 on August 1, 1953, the Com- 
mission said. 

“The Susquehanna, which was not a 
party to the agreement,” said the Com- 
mission, “notified the complainants in 
March 1951, that after April 1 of that 
year it would refuse to pay the charge of 
$1.75 but would settle on a graduated 
scale ranging from $1.20 to $2, depending 
on the age of the car. In 1953, it offered 
to increase that scale to a range between 
$1.33 and $2.21. The complainants re- 
fused those offers, and the car rentals 
payable by the Susquehanna are now 
involved in a number of pending law- 
suits. 


TRAFFIC Wo Lp 


“In June 1953 the Boston & Maine, ‘he 
New Haven, and the Rutland gave notice 
of their refusal to pay the charge of $2 40, 
as well as the former $2 charge af‘er 
July 31, 1954. Later, the Boston & Ma ne 
offered to pay on a graduated basis or a 
flat rate of $1.72 per day. The Long 
Island in August 1953, advised that it 
was willing to continue paying a $2 
charge but would not recognize the $2.40 
charge. The Atlantic & East Carolina, 
St. Johnsbury & Lamoille County, New 
Jersey & New York, and Barre & Chelsea 
have followed a similar course. The 
situation with respect to present pay- 
ments by the defendants other than 
those here named is not disclosed. 


“Tt is alleged in the complaint that, to 
the extent that the defendants have paid 
and are paying or offering to pay charges 
less than those generally in effect as 
above indicated, ‘such payments have 
been, are and would be unjust, unreason- 
able and noncompensatory, in violation 
of paragraphs (4), (10), and (11) of sec- 
tion 1 of the Act; and such action by de- 
fendants has been, is and would be dis- 
ruptive of the “uniform national basis” 
of handling per diem, which has been 
deemed necessary by the Commission in 
order to facilitate “the performance of 
orderly transportation service by rail- 
road in the public interest”.’” Associa- 
tion of American Railroads—Agreement, 
supra; 423. 


Prayer of Complaint 


“The prayer of the complaint is that— 
‘the Commission find and declare that 
the per diem rates of $1.75 and $2, during 
the periods in which these rates were 
effective, were just, reasonable, and 
otherwise lawful, that the current per 
diem rate of $2.40, effective August 1, 
1953, is just, reasonable and otherwise 
lawful, and that the performance of or- 
derly transportation service by railroad 
in the public interest requires uniform 
observance of such rates by defendants 
together with other carriers; and that 
the Commission grant such other and 
further relief as may be required in the 
premises.’ ” 

“The complainants expressly disclaim 
any intention to invoke the only specific 
power with respect to per diem which 
we have, namely, in section 1 (14) (a) 
of the interstate commerce act to estab- 
lish ‘the compensation to be paid and 
other terms of any contract, agreement, 
or arrangement for the use of any loco- 
motive, car, or other vehicle not owned 
by the carrier using it (and whether or 
not owned by another carrier, * * *).’ 
Such action would involve the entry of 
an order, which presumably would con- 
tinue in effect for the indefinite future 
and, unless it were vacated or modified, 
would render the present procedure for 
dealing with per diem charges inopera- 
tive. 

“In one of the complaints considered 
in our 1949 decision, No. 29587, the com- 
plainants, which were short-line rail- 
roads, asked that we promulgate a for- 
mula to be employed in the future ii 
determining the lawful compensation t 
be paid for the use of railroad-ownec 
freight cars. The pleadings in the in- 
stant case raised no such issue.” 


Declaratory Order’ Favored 
With respect to suggestions made tha 
findings such as those sought by th: 
complainants might be in the nature o 
a “declaratory order,” as authorized b 
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section 5(d) of the administrative pro- 
cedure act, the Commission said: 


“The declaratory order is a relatively 
new administrative remedy, and no 
definite limits to its use as yet have 
been set. The power of issuance is com- 
mitted to the agency in its sound dis- 
cretion . . . to terminate a controversy 
or remove uncertainty. Manifestly, a 
controversy exists here, and we consider 
that a declaratory order would be appro- 
priate.” 

The Commission said that with the 
exception of its decision in Increased Per 
Diem Charge on Freight Cars, 268 I.C.C. 
659, which was set aside on judicial re- 
view (Palmer v. United States, 75 F.Supp. 
63), it had never undertaken to establish 
a general basis of per diem charges under 
its authority in section 1(14)(a) of the 
interstate commerce act, but had con- 
sidered such charges in a number of 
cases arising on formal complaints. 


“The present system of rentals in its 
broad form,” said the Commission, “has 
been worked out by the railroads them- 
selves. The per diem plan was adopted 
in 1902, after a mileage system was found 
to be unsatisfactory for reasons men- 
tioned in Rules for Car-Hire Settlement, 
160 I.C.C. 369, 375. The charge has been 
uniform for all types of freight cars, and 
up to the time of the present controversy 
it has applied uniformly to all railroads, 
subject to the operation of reclaims .. .” 


‘True Ownership’ Costs 

A determination of “true freight car 
ownership costs” and an accurate sepa- 
ration of such costs between time and 
mileage, as requested, among other 
things, by some railroads, could not be 
made from the evidence in the instant 
case, the Commission said. It added that 
such a project would involve a “long and 
complicated statistical undertaking.” 

“If by that means a scheme of equi- 
table separate charges for individual 
user roads could be devised,” the Com- 
mission continued, “there would be an 
increase the labor now required for 
settling per diem accounts.” 

It said that other suggested plans for 
varying per diem charges could not be 
put into effect without an extensive 
investigation either by the Commission 
or the A.A.R. It added that the facts 
and arguments presented in the instant 
case were “not persuasive that plans of 
this kind are desirable.” It also said 
there was general agreement that car 
rentals, however established, should be 
reasonably compensatory and no more. 
The determination was basically a prob- 
lem in cost accounting, the Commission 
said. 

It said the statistics pertaining to the 
$2 charge were those for 1950, projected 
to include cost levels as of April, 1951. 
The present charge of $2.40 was based 
on figures for 1952, it said. 

The item of freight car repairs was 
the largest single category of expenses 
included in the per diem charge and 
amounted to about 40 per cent of the 
total, the Commission said, adding that 
this item was used as a basis of allocat- 
ing certain other costs. 

The various defendants introduced 
four cost studies in which the aggregate 
Car-repair figures shown differed widely, 
it said. The Commission concluded that 
Car-repair costs should be determined in 
the manner specified in its 1949 report. 


Rails May Bid More Than 
10 Per Cent Under Standard 
Fares for Military Groups . 


The Commission, division 2, has 
refused to issue a “cease and desist” 
order against passenger-carrying 
railroads requiring them to halt a 
practice of granting the US. mili- 
tary services, group passenger fares 
more than 10 per cent lower than the 
standard fares, under section 22 of 
the interstate commerce act. 


In a report and order in No. 31451, 
All American Airways, Inc. et al. v. 
Abilene & Southern Railway Co. et al., 
the Commission found that the pro- 
cedures assailed in the complaint did 
not constitute unfair or destructive com- 
petitive practices nor had an adverse 
effect on national defense, in contraven- 
tion of the national transportation policy. 

The complaint was dismissed. It was 
brought by 10 of the 11 members of the 
Independent Military Air Transport As- 
sociation, as association of so-called 
irregular airplane operators, the Com- 
mission said, against eastern and west- 
ern railroads principally. 


Complainants alleged that the defend- 
ants’ procedures and practices, whereby 
they accord to the U.S. military agencies, 
for the transportation of military per- 
sonnel between points in the US. fares 
more than 10 per cent lower than the 
standard fares, under the purported au- 
thority of section 22, whether or not 
covered by existing approved section 5a 
agreements, were contrary to the na- 
tional transportation policy, particularly 
the provisions relating to unfair or de- 
structive competitive practices and the 
national defense. A cease and desist or- 
der was sought. 


Bidding Practice 


The Commission said the railroads, 
through their passenger associations 
provided for by section 5a agreements— 
relieving them from the provisions of 
the anti-trust laws, on approval of the 
Commission—were parties to a joint 
agreement with the military agencies, 
known as the Joint Military Passenger 
Agreement, which provided for a stand- 
ard reduction of 10 per cent under the 
commercial fares, with a proviso that 
special arrangements might be made for 
lower fares. 


Where the military agencies had in 
prospect a group movement of military 
personnel, it was and had been their 
practice since late in 1953, to invite, in 
the form of so-called cost requests, the 
joint agent designated in the respective 
military agreements to submit bids, the 
contract for the particular movement 
generally being awarded to the lowest 
bidder, the Commission said. 


It said the railroads, through the 
chairman of their respective passenger 
associations or committees, made a bid 
or response to every cost request sub- 
mitted by the military, either by offering 
the standard 10 per cent, or reductions, 
which, in some instances, reflected a dis- 
count of as much as 50 per cent under 
the commercial fares, it said. 

The Commission said the record was 
clear that the defendant’s procedures 
and practices had not resulted in quo- 
tations by them which were non-com- 
pensatory, nor was it convincing that so 
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long as the military agencies continued 
their present practices of issuing cost re- 
quest for specific group movements, and 
awarding the travel to the lowest bidder, 
they were lower than necessary to meet 
the competition. 


No Injury Shown 


The complainants urged, the Commis- 
sion said, that if the railroads were to 
participate in this group military travel 
at fares reflecting more than 10 per cent 
discount, they should at least be required 
to file and publish the basis in tariff 
form, “on 30 days’ notice, save in the 
case of emergency or unusual military 
requirements for short notice filing.” 

“But,” the Commission said, “as we 
have seen, under the present bidding sys- 
tem, this would meet neither the exi- 
gencies of the competitive situation nor 
the needs of the military agencies. 

“No injury is shown to the complain- 
ants from the procedures and practices 
complained of. They presented no evi- 
dence as to their financial situation in 
general. In these circumstances, it can- 
not be said that the procedures assailed 
constitute unfair or destructive compet- 
itive practices nor that they have an 
adverse effect upon the national defense, 
in contravention of the national trans- 
portation policy.” 

The Commission found that the alle- 
gations of the complaint had not been 
sustained. 


F.E.C. Reorganization Fee 
Claims Reduced by I.C.C. 


The Commission, division 4, in a re- 
port and order fixing the amounts to 
be paid out of the debtor’s estate in 
Finance No. 13170, Florida East Coast 
Railway Co. Reorganization, for a stated 
period, for services rendered and reim- 
bursement of expenses incurred by par- 
ties and their counsel in interest, ob- 
served that the St. Joe Paper Co., holder 
of outstanding F.E.C. bonds, asked no 
reimbursement of expense, and that two 
attorneys employed by it requested no 
compensation. 

In its report and order, the Commis- 
sion reduced the total claimed for the 
period generally from December 11, 1951, 
through October 22, 1954, from $300,- 
728.71 to $223,167.87. 


Among the reductions in individual 
claims was $29,314.12 allowed Oliver & 
Donnally, counsel for the “Lynch inter- 
ests,” in lieu of $57,114.12 asked. J. 
Turner Butler, also counsel for those 
interests, asked $52,625.87 and was 
awarded $20,790.87. 


MacFarlane, Ferguson, Allison & Kelly, 
counsel for F. K. Conn and associates, 
asked $35,000 and was awarded $13,000, 
while Jackson, Nash, Brophy, Berringer 
& Brooke, counsel for the Guarantee 
Trust Co., trustee for the first mortgage, 
asked $17,500 and was awarded $7,500. 


The Commission said that no maxi- 
mum limit for services and expenses in- 
curred in the October 1, 1942-February 
15, 1945, period by Oliver & Donnally, 
Charles Cook Howell, and Pitney, Hardin 
& Ward, counsel for the Lynch interests, 
would be fixed at this time. The Com- 
mission retained jurisdiction to fix the 
allowances later, on renewal of peti- 
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tions and on consideration of further 
developments. 

The Commission allowed the entire 
amount of $1,234.65 asked by the Rail- 
way Labor Executive Association, and 
allowed Mulholland, Robie & Mickel, 
counsel for the association, $7,000 of the 
$11,105 it requested. 

Oliver J. Patterson, counsel for the 
St. Joe Paper Co., holder of F.E.C. 
bonds, asked “reasonable competition” 
and was allowed $29,000 by the Com- 
mission. Similarly, Walton, Hubbard, 
Schroeder, Lantaa & Atkins, counsel 
for W. G. Welbon and associates, re- 
quested reasonable competition and the 
Commission allowed $17,500. 





The Commission said that John R. 
Turney, Washington attorney and prac- 
titioner, was especially retained by the 
St. Joe Paper Co. to present certain 
phases of its case, and that Mr. Pat- 
terson had, after March 11, 1952, been 
less active in the proceedings but had 
collaborated with W. D. Mitchell. The 
latter, the Commission said, had been 
given primary responsibility by the St. 
Joe Paper Co. for drafting its petition 
for a writ of certiorari and supporting 
briefs. 


In connection with the request of Mr. 
Patterson for reasonable compensation, 
the Commission said that “no compen- 
sation is requested from the debtor’s 
estate for the services of either Turney 
or Mitchell, and no reimbursement of 
expenses by the St. Joe Paper Co., is 
sought.” 





U.P. ‘Piggyback’ Tariff Substituting Motor 
For Rail Line-Haul Service Is Approved 


Commission Finds Railroads May Publish Own Joint Motor-Rail Rates 


Approves Union Pacific's Contractual Arrangements With Truck Lines 


To Perform Line-Haul Carriage Providing Shipper Does Not Object. 


After concluding that joint motor- 
rail rates may be established through 
a tariff published either by the par- 
ticipating motor carrier or by the 
participating railroad, the Commis- 
sion, division 2, has approved a 
“piggyback” tariff of the Union 
Pacific Railroad in which the rail- 
road retains an option, unless other- 
wise directed by the shipper, to sub- 
stitute motor carrier  line-haul 
service for rail service in connection 
with its trailer-on-flat-car operation. 


The investigation in No. 31586, Truck 
Trailers on Flat Cars—Utah, Idaho, Ore- 
gon and Washington, instituted by the 
Commission, and the complaint in No. 
31696, Pacific Inland Tariff Bureau, Inc. 
v. Union Pacific Railroad Co., were dis- 
missed by the Commission, by a report 
and orders in the cases. The Commission 
said the investigation was instituted 
after the bureau sought suspension of 
a Union Pacific tariff. 

The level of the rates published in the 
tariff were not assailed in the petitions 
for suspension nor in the complaint, the 
Commission said. 

The Union Pacific’s tariff involved, the 
Commission said, was I.C.C. No. 5387, re- 
published as I.C.C. No. 5406, which, 
among other things, named class and 
commodity rates on commodities trans- 
ported in trailers on flat cars, between 
specified points on the lines of the re- 
spondent in Washington, Oregon, Idaho, 
and Utah. 


Provisions of Tariff 


A common carrier by water and seven 
motor common carriers were shown as 
concurring in I.C.C. No. 5406. Rates 
named in the tariff applied only be- 
tween points on the lines of the respond- 
ent, and terminal areas were specifically 
defined when necessary, the Commission 
said. It added that operating authority 
of each concurring carrier was specified 


insofar as it applied to the rates named 
in the tariff. 

It was provided therein that unless 
otherwise directed by the shipper, the 
respondent might at its option substi- 
tute motor carrier service for rail service 
between points and by way of the motor 
carrier named in such tariff, the ‘Com- 
mission said. The assailed publication 
appeared to be consistent with sugges- 
tions made by the Commission with re- 
spect to substitution of one mode of 
transportation for another in Substituted 
Freight Service, 232 I.C.C. 683, 5, 689, 
it said. 

“Although the motor carriers perform- 
ing the substituted service were not 
listed as participating carriers as such,” 
the Commission said, “they are listed as 
motor carriers performing substitute 
service from and to points on the lines 
of the respondent under proper con- 
currences. We are therefore of the opin- 
ion that the tariff provides joint rail- 
motor rates. 


“Respondent will be expected to cor- 
rect the tariff so as to show that the 
motor carriers ‘participate’ therein to the 
extent that they provide substitute serv- 
ice.” 

The Commission said no question was 
presented as to intermediate rail trans- 
portation performed in connection with 
the service. It added that the petition 
for suspension and the complaint were 
concerned with line-haul transportation 
by motor vehicles. 


Example of Substitute Service 


The Commission illustrated the re- 
spondent’s operations by describing a 
movement of a trailer-load shipment, 
from Auburn, Wash., to Burley, Ida., 
under the assailed tariff. It said: 


“Inter-City Auto Freight, Inc., a motor 
carrier named in the tariff as authorized 
to operate between Auburn and Ta- 
coma or Seattle, Wash., would pick up 
respondent’s empty trailer from the 
latter’s lines in Tacoma or Seattle at 
the respondent’s direction. The trailer 
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would be moved to the consignor’s place 
of business in Auburn and loaded by 
the motor carrier. It would then, at ‘he 
direction of the respondent, be hauled to 
Tacoma or Seattle and there loaced 
by the motor carrier on the respondent’s 
flat car. The flat car would move in 
respondent’s regular service to Twin 
Falls, Idaho, via Portland, Oreg. 

“At Twin Falls the trailer would be 
unloaded from the flat car by Brown- 
ing Freight Lines, Inc., a motor Carrier 
named in the tariff as authorized to 
operate between that point and Burley. 
This carrier would haul the trailer to 
Burley, unload it at the consignee’s 
place of business, and return the empty 
trailer to the respondent at Twin Falls. 

“The motor carriers are compensated 
for their line-haul and accessorial serv- 
ices at a rate per 100 pounds named in 
contracts negotiated between the re- 
spondent and the individual motor car- 
rier concerned. Such rate is constant 
and independent of the total length of 
the haul or the charges collected by the 
respondent. For instance, the transpor- 
tation performed by Inter-City Auto 
Freight, Inc., in the hypothetical move- 
ment above outlined, would be at the 
same contract rate as in connection with 
shipments to destinations either less or 
more distant from Twin Falls than 
Burley.” 


Contentions of Opponents 


The Commission said the protestant- 
complainant contended that the assailed 
tariff was illegal because “(1) under the 
provisions of the tariff and the contracts 
between the respondent and the motor 
carriers named in the tariff, there is a 
holding out and performance by respond- 
ent of service as a motor common carrier 
without the necessary certificate author- 
ity; (2) in the alternative, the tariff 
provides for a joint motor-rail service, 
although there is no statutory authority 
which permits the respondent to publish 
joint motor-rail rates; (3) joint motor- 
rail rates must be published, under part 
II of the act, by the participating motor 
carriers; (4) in the performance of trans- 
portation services under the terms of the 
contract, the motor carriers named in the 
tariff are violating their status as com- 
mon carriers and are charging rates 
other than those lawfully published by 
them; the compensation received by the 
motor carriers is unlawful because it is 
not in accord with rates published in 
— which they are required by law 
to file.” 


The bureau also contended that the 
special permission granted to the re- 
spondent in connection with the publica- 
tion of the assailed tariff were beyond 
the authority of the Commission to 
grant, the Commission said. 

However, the Commission said, the re- 
spondent and the motor carriers parties 
to the tariff were authorized to operate 
as specified, and therefore performance 
of transportation under the provisions of 
the tariff did not violate the certificate 
provisions of the act. 


“As contended by protestant-complain- 
ant, there is no statutory authority 
which specifies that the respondent may 
publish joint motor-rail rates,” the Com- 
mission said. “On the other hand, ther? 


is no statutory proviso which prohibits 
such publication.” 

It said that the publication by ra! 
carriers of tariffs such as the one as- 
sailed was contemplated and approved in 
Substituted Freight Service, and that n» 
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valid reason had been shown of record to 
warrant withdrawal of such approval. 


Joint Arrangements 


“In effect the respondent is acting as 
a publishing agent for the motor carriers 
which participate in the tariff,” the 
Commission said. “The mere fact that 
they participate in the tariff by means 
of concurrences neither invalidates the 
tariff nor constitutes an unlawful act on 
the parts of the respondent. 

“Tt is true that under Part II of the 
act a motor Carrier may ‘establish’ joint 
rates with common carriers by raiload. 
However, there 1s no requirement in tne 
act that a motor carrier ‘estabiish’ such 
joint 1ates by means of a tarim published 
in its name. section 217(a) authorizes 
motor common carriers to enter into joint 
arrangements with railroaas. We know 
of no way in which this could be accom- 
pusned without the concurrence of the 
rauroaas conceined. When these statu- 
tory stamaaras are coupied with the di- 
rective in the national transportation 
policy that the entire act be construed to 
‘cooruinate’ the national transportation 
sysuem 1t seems citar that Congress in- 
tended that rail carriers shoula aiso be 
permitted to enter into such joint ar- 
rangements. We conclude that rail car- 
riers May, under the act, legally publish 
joint motor-rail rates. 


“In other words, joint motor-rail rates 
may be establishea through either a tariff 
puplication by the mouor cariler or the 
rail carrier; a tariff in which the motor 
carrier or the raul carrier concurs; or a 
tariff published by an agent for either the 
rail carrier or the motor carrier, such as 
the protestant-complainant, or as agent 
for both. The tariff does not appear to 
violate any provision of the act. ‘1echni- 
cal aepartures from specific provisions of 
Tariff Circular No. 20 were authorized by 
Special permission which were properly 
and lawfully issued by the Commission.” 


Service and Compensation 


As to contentions that the trans- 
portation performed by the motor car- 
riers named in the tariff was in viola- 
tion of the common carrier authority, 
the Commission said there was no indi- 
cation of record that they were operating 
beyond the territorial scope of their 
certificates or in any manner otherwise 
inconsistent therewith. 

Considering the contention that the 
compensation received by the motor 
carrier, not being specified in tariffs, 
constituted a violation of section 217(b) 
of the act, the Commission said this 
contention was based on the theory 
that the compensation received by the 
motor carriers was payment by the re- 
—- for transportation performed 
or it. 

“Such is not the case,” it said, “be- 
cause the transportation performed by 
the motor carriers, in compination with 
line-haul movement by the respondent, 
constitute a joint service performed for 
a shipper. The compensation received 
by the motor carriers is in accord with 
the terms of individual contracts be- 
tween them and the respondent. 


“These contracts are the means used by 
the respondent and the motor carriers 
for dividing the revenue applicable under 
the assailed tariff and collected by the 
respondent. The division of such reve- 
nue by contract in terms of a fixed 
amount per 100 pounds, rather than a 
percentage of the tariff revenue, does 


not violate section 217(b) or any other 
provision of the act. 

“Tt is to be noted that the motor car- 
riers do not lease the respondent’s trail- 
ers or otherwise pay direct compensation 
to the respondent for the use of the 
trailers. This use without a fee does 
not indicate any unlawfulness, and, it 
may be assumed, is a factor considered 
by the parties in negotiating the con- 
tractual rate of compensation to be paid 
by the respondent to the motor carriers. 

“On this record it appears that the 
assailed tariff, and the transportation 
performed under it, is consonant with 
the terms of the following pronounce- 
ment of the Commission in Substituted 
Freight Service. ... 

“We find, in the title proceeding, that 
the respondent has shown the tariff 
under investigation to be lawful, and the 
proceeding will be discontinued. We 
further find, in the embraced proceeding, 
that the assailed tariff is not shown to be 
unlawful as alleged, and the complaint 
will be dismissed.” 


Four Complaints Alleging 
Unreasonable Rates on 


Industrial Sand Dismissed 


Awarding of reparation for the 
past and the fixing of rates for the 
future involve a determination of 
questions essentially different, the 
Commission, division 2, says in a re- 
port dimissing four complaints on 
finding not shown to have been un- 
just, unreasonable, or otherwise 
unlawful, rates charged on industrial 
sand in closed cars, and in open-top 
cars with or without protective 
covering, shipped from origins in 
New Jersey and Berkeley Springs, 
W.Va., to Lynchburg, Radford, and 
Newport News, Va. 


A report and order were issued in No. 
31341, Lynchburg Foundry Co. v. Balti- 
more & Ohio Railroad Co., et al., em- 
bracing Sub. 1, Newport News Shipbuild- 
ing & Dry Dock Co. v. Same; Sub. 2, 
Same v. Central Railroad Co. of New 
Jersey et al., and Sub. 3, Lynchburg 
Foundry Co. v. B. & O., et al. 

“The increases approved by the Com- 
mission on these commodities in the 
revenue proceedings,” said the Commis- 
sion, “were predicated on adequate evi- 
dence, and were found to be just and 
reasonable. 


“In these circumstances, the defend- 
ants urge that it would be unjust now 
to require them to refund revenue which 
was then and still is badly needed and 
which resulted from increases that were 
specifically authorized. 


Loss of $1.5 Million Seen 


“Based upon data taken from the Com- 
mission’s one per cent waybill study for 
1952, the defendants compute their 
annual losses in revenue on industrial 
sand shipments resulting from the find- 
ings for the future in the second indus- 
trial sand case (National Industrial Sand 
Association v. Akron, Canton & Youngs- 
town Railroad Co., 286 I.C.C. 393, decided 
July 16, 1952, and 289 I.C.C. 609, decided 
August 15, 1953) as in excess of $1.5 
million. 
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“In seeking reparation in the instant 
complaints, the complainants reply 
largely on the two reports of the Com- 
mission in the second industrial sand 
case. No reparation was sought in that 
proceeding. 

“The awarding of reparation for the 
past and the fixing of rates for the 
future involve a determination of ques- 
tions essentially different. The Commis- 
sion has found frequently that the pre- 
scription of lower rates for future ap- 
plication over a wide area does not also 
require a finding of unreasonableness in 
the past. See Hallowell, Jones & Donald 
v. Akron, C. & Y. R. Co., 288 I.C.C. 125, 
128. The evidence before us is not con- 
vincing that the rates assailed were in 
any respect unlawful.” 


Uses of Industrial Sand 
The Commission said the title com- 
plainant used the sand received by it in 
the manufacture of molds for iron and 
steel castings. 


“Such sand,” it continued, “is com- 
monly referred to as molding sand, or 
bonding molding sand, the bonding ele- 
ment usually consisting of clay. The 
complainant in Sub. 1 used some of its 
shipments for the same purpose, and 
others for blast-cleaning of ships’ hulls, 
such as the removal of scale and old 
paint, and the blast-cleaning of various 
machinery parts. The latter complainant 
testified that for both uses, regardless 
of the type of car in which shipped, ‘it 
is fresh water sand, not bonding, not 
molding, not ground, not pulverized.” 

Apparently, said the Commission, all 
of the complainants’ shipments con- 
sisted solely of types of industrial sand, 
which were dealt with in the first and 
second industrial sand cases (first in- 
dustrial sand case, Industrial Sand 
Cases, 1930, 204 I.C.C. 159, decided Octo- 
ber 4, 1934). 

“According to the complainants,” said 
the Commission, “the rates on industrial 
sand as of June 30, 1946, averaged 13.2 
per cent of the corresponding first-class 
rates, as compared with the assailed rates 
and those sought here which average 10.3 
and 9 per cent, respectively, of the new 
docket No. 28300 first-class rates. They 
compare the average car-mile yields of 
the assailed and sought rates based on 
short-line distances approximating 360 
miles between the considered points. 
They are, respectively, 51.17 and 44.87 
cents a car-mile on 100,000-pound ca- 
pacity cars, and 71.16 and 62.41 cents a 
car-mile for average loads of 125,165 
pounds.” 


Authority Required to Haul 
Oyster Shells, Says 1.C.C. 


After concluding that the transporta- 
tion of oyster shells is not exempt from 
regulation under section 203(b)(6) of 
the interstate commerce act, the Com- 
mission, division 1, by a report and 
order in MC-114768, Philip Sprofera, 
doing business as Ronald Hauling Co., 
Jersey City, N.J.. Common Carrier Ap-. 
plication, has granted the applicant au- 
thority to transport oyster shells from 
New York City to points in Essex, Bergen 
and Passaic counties, N.J., over irregu- 
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lar routes, and to return with empty 
containers. 


The Commission said that the ap- 
plicant had been transporting oyster 
shells for the last two years in the be- 
lief that such transportation was within 
the partial exemption. 


However, the Commission said the 
object of the exemption was to free 
from most of the incidents of regulations 
transportation performed by motor ve- 
hicles carrying fish (including shellfish) 
as an aid to the fisherman in market- 
ing his products. 


All that remained after the meat was 
removed was a rigid tegumentary or 
exoskeletal structure, the Commission 
said, adding that as such, it had lost 
its original shellfish character. With 
the oyster removed, it said, the shell 
alone could not be considered as any 
longer a variety of shellfish. 

The Commission said there appeared 
to have been no wilful violation of the 
law on the part of the applicant. It 
added that shippers desired to use ap- 
plicant’s service because of his long ex- 
perience in handling oyster shells. It 

_ Said that a public need had been shown 
for the proposed service of applicant. 





$20 Charge for Two Loading 
Stops in ‘Piggyback’ Service 
Of D. L. & W. Approved 


A tariff of the Delaware, Lacka- 
wanna & Western Railroad providing 
for two stops for partial loading in 
addition to the initial pickup, at a 
charge of $10 each or a total of $20 
as against its prior charge of $14.25 
for one pickup stop, in connection 
with moving foodstuffs in trailer-on- 
flat-car service from the New York 
City terminal area, has been found 


just and reasonable by the Commis- 
sion, division 2. 


The findings of the Commission in its 
report and order in I. and S. No. 6341, 
Freight in Trailers on Flat Cars—Del- 
aware, Lackawanna & Western Railroad 
Co., on reconsideration, reversed its 
finding in the prior report, 296 I.C.C. 
431. The proceeding was discontinued. 

In the prior report, the Commission 
found the schedules under investigation 
not shown just and reasonable and 
ordered them canceled. The effective 
date of the order had been stayed 
pending disposition of the Lackawanna’s 
petition for reconsideration. That order 
Was vacated. 


The schedules, as filed by the Lacka- 
wanna, proposed the reduced charge for 
split pickup services within the terminal 
area of the point of origin, with the 
addition of one more stop for partial 
loading of foodstuffs, canned, preserved, 
or prepared, from New York, N.Y., to 
Chicago, Ill. Cleveland, O., Detroit, 
Mich., and St. Louis, Mo., in connection 
with freight loaded in or on trailers and 


—— on flat cars, the Commission 
said. 


After suspension, the rates became 


effective September 16, it said. The Com- 
mission added that prior to September 
16 the Lackawanna’s tariff provided that 
one stop, in addition to the initial pickup, 
would be permitted within the confines 
of the primary point of origin (which on 
traffic originating in the New York ter- 
minal area included stopping in the 
Hoboken-Jersey City terminal area) for 
the purpose of picking up a component 
part of a shipment, at a charge of $14.25 
for the additional stop, in adaition to all 
other lawtul charges. 


Charges of Competing Carriers 
The Commission said that two com- 
peting carriers, Packers Express, Inc., 
and Emely Tran:por.ation Co., now 
chargeu $10 for eaca such inte:mediate 
stop, and that Emery allowed four stops. 
excluding final aelivery. 


There were no substantial difference 
in tne line-haul rates betwech respondent 
and Packers, it said. 


Prior to September 16, the Commis- 
sion said, Facke:s Exp:ess and Emery 
we.e handling most o: the fooustui 
traffic requiring multiple p.ckups, while 
the responuent was not moving any of 
this traffic. 

“Apparently,” the Commission said, 
“the aiherence in the pickup cha.ge nad 
the efiect of preventing responuent, and 
motor carrieis which maintain pickup 
charges simuar to responuent’s from 


participating in the transpoitation of th 
traffic. , 


“The Lackawanna was one of the re- 
sponaents in Traue:s on Flat Cars, East- 
ern Territory, 296 I.C.C. 219, decided 
July 6, 1955. In that proceeding, the 
Commission found that the iates on 
freight loaded in or on trailers and 
transported on flat cars between New 
York and Buffalo, N.Y., Baltimore, Md., 
Philadelphia and Pittsburgh, Pa., Cleve- 
land and Cincinnati, Ohio, Chicago and 
St. Louis, and certain points contiguous 
or adjacent thereto, were just and rea- 
sonable. It there appeared that those 
rates were for a service competitive with 
those of motor carriers, and included 
pickup service in the New York termi- 
nal area; also that the rates for the 
through service were compensatory. 


“The prior report herein stated that 
the evidence of record afforded no basis 
for a conclusion as to the compensatory 
character of the charge proposed and the 
competitive necessity therefor. The max- 
imum reduction in the through charges 
here concerned is $4.25 per carload. 


“Upon further consideration of the 
record, in the light of the Commission’s 
decision of July 6, 1955, just referred to, 
dealing with the compensatory character 
of the rates there in issue, we conclude 
that the proposed reduced charge for 
split pickup service will have little effect 
upon the earnings derived from the 
through charges including the pickup 
charge, and that the pioposed charge is 
no lower than necessary to meet the 
existing competition.” 





G.N.-Soo Line Joint-Use 
Trackage Plan Approved 


Acquisition by the Great Northern of 
an “undivided one-half interest” in 29 
miles of Soo Line trackage and acquisi- 
tion by the latter of an “undivided one- 
half interest” in 24 miles of trackage of 
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the former, located in Minnesota an 
North Dakota, for joint use by the two 
railroads in order to provide single-line 
service and thereby effect opera‘ing 
economies, has been approved by divi. 
sion 4 of the Commission. 


The action was by a report and order 
in Finance No. 18992, Great Norther 
Railway Co., et al., Acquisition, Etc. 

In addition, the Commission author. 
ized the railroads to construct a con. 
necting line and to abandon portions of 
lines of the two roads. 


The Great Northern was authorized 
to acquire an undivided one-half in- 
terest in and joint use of the rail.oad 
of the Minneapolis, St. Paul & Sault Ste. 
Marie between a point immediately west 
of their crossing west of Nashua, Minn, 
and a point immediately east of their 
crossing west of Hankinson, N.D., ap- 
proximately 29.09 miles in Wilkin County, 
Minn., and Richland County, ND, 
called the Hankinson joint section. 


The Soo Line was authorized to ac- 
quire an undivided one-half interest in 
and joint use of the G. N.’s railroad be- 
tween a point immediately west of their 
crossing west of Schey, Minn., and 
Bemidji, Minn., approximately 24.3 miles, 
in Cass, Hubbard, and Beltrami coun- 
ties, Minn., called the Cass Lake joint 
section. 


Both carriers, or either, were author- 
ized to construct for joint or single 
ownership and use, four connecting 
tiacks, one at each end of the proposed 
jointiy-owned segments, namely, near 
Aberdeen Line junction, 0.68-miie, near 
Hankinson, 0.28-mile, near Schley, 0.05- 
mile, and near Bemidji, 0.11-mile, and 
also a track connecting the Hankin- 
son joint section with the line of the 
Great Northern immediately east of 
Hankinson, 0.03-mile. 


Trackage to Be Abandoned 

Abandonments by the Great Northern 
authorized inciude its railroad extend- 
ing between Aberdeen Line Junction, 
Minn., and the western end of the 
Hankinson joint section, with the ex- 
ception of about 4,860 feet of track in 
Hankinson, a total of approximately 
27.09 miles, in Wilkin County, Minn, 
and Richiand County, N.D. 


The Soo Line was authorized to aban- 
don its railroad extending between the 
connecting track to be constructed at the 
east end of the Cass Lake joint section 
and the similar track to be constructed 
at the west end of that section, approxi- 
mately 24.59 miles in Cass, Hubbard, and 
Beltrami counties, Minn. 


The Commission said the applicants 
owned and operated parallel and adjacent 
lines of railioad at the locations involved 
in the proceeding, and that they desired 
to effect operating economies by con- 
ducting their operation at these loca- 
tions over a single line. 


The Commission said costs of the con- 
structions would be offset by the net 
salvage values of the properties leaving 
credits of $61,545 for the Great Northern 
and $42,205 for the Soo Line. In addi- 
tion, it said, the Great Northern ex- 
pected to realize annval savings of op- 
erating expenses of $57,343 and the £00 
Line expected to realize $59,720 annua'ly. 


The Commission’s order and certific: te 
was made effective 30 days from its da‘e, 
December 6, and required construction 
to bezin on or before February 1, 19.6, 
nes 4 completed on or before August 
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Right to Haul Commodities 
Used in Sulphur Industry 


Granted to 25 Truck Lines 


With two modifications, the Com- 
mission, division 1, by a report and 
order in MC-23618, Sub. 7, O. H. 
McAllister, Extension—Sulphur In- 
dustry, and embraced cases, has 
adopted the findings of an examiner 
recommending that 25 motor car- 
riers be authorized to transport cer- 
tain machinery, equipment, materi- 
als and supplies used in the sulphur 
industry and for drilling water wells. 


One of the modifications had to do 
with an individual grant of authority 
and the second is a modifications of 
commodity description and restriction, 
which the Commission said was made to 
preclude any misunderstanding that the 
sulphur industry sites to be served should 
applv only in connection with the trans- 
portation of materials and supnlies. 

The modified descrivtién of the com- 
modities granted to the applicants and 
the restriction imposed, reads as fol- 
lows: 

“(2) Materials and supplies (not in- 
cluding sulphur) used in, or in connec- 
tion with, the discovery, development, 
production, refining, manvfacture, proc- 
essing, storage, transmission, and dis- 
tribution of sulphur and its products, re- 
stricted to the transportation of ship- 
ments of materials. and supplies moving 
to or from exploration, drilling produc- 
tion, job, construction, plant (including 
refining, manufacturing, and processing 
plant) sites or storage sites.” 


That authority was inserted as (2) in 
the following description: (1) machinery 
and equipment used in or in connection 
with, the discovery, deve’opment, pro- 
duction, refining, manufacture, proces- 
sing, storage, transmission, and distribu- 
tion of sulphur, and its products, and (3) 
machinery, equipment, materials, and 
supplies used in or in connection with, 
the drilling of water wells, between the 
points described in connection with the 


respective docket numbers of the car- 
riers. 


The individual grant of authority 
modified by the Commission was a‘ cor- 
rection of the application in MC-103066, 
Sub. 7, Van Stone, Extension—Sulphur 
Industry. 

The cases and applicants involved were 
are follows: 

MC-23618, Sub. 7 O. H. McAlister, Ex- 
tension— Sulphur Industry; MC-4964, 
Sub. 21, Roy L. Jones, Same; MC-41610, 
Sub. 11, Zola M. Cox, J. E. Cox Jr., Wes- 
ley N. Cox ani Genevieve C. Crowley, 
Same; MC-43867, Sub. 12, Alton Leander 
McAlister, Same; MC-52511, Sub. 29, 
Hunsaker Trucking Contractor, Inc., 
Same; MC-57902, Sub. 8, D. M. Stidham, 
N. M. Stidham and A. E. Mankins, Same; 
MC-58311, Sub. 12, Ball Brothers Truck- 
ing Co., Same; MC-74321, Sub. 17, B. F. 
Walker, Inc., Same; MC-93318, Sub. 9, 
Joe D. Hughes, Inc., Same; MC-93439, 
Sub. 4, C. V. McClathchy and D. A. Mc- 
Clathchy, Same; MC-103066, Sub. 7, Van 
Stone, Same; MC-105488, Sub. 35, Combs 
Truck Lines, Inc., Same; MC-106069, Sub. 
%, D. E. McAlister, Same; MC-106509, 
Sub. 13, Younger Brothers—J. M. Eng- 
‘ish Truck Lines, Inc., Same; MC-105623, 
Sub. 7, Southwest Oilfield Transporta- 


tion Co., Same; MC-107322, Sub. 78, Bell 
Transportation Co., Same; MC-108585, 
Sub. 3, J. C. Stroud and W. V. Stroud, 
Same; MC-109101, Sub. 4, J. H. Marks 
Trucking Co., Inc., Same; MC-110687, 
Sub. 8, R. L. Rogers, H. L. Rogers, and 
H. L. Rogers, Jr., Same; MC-110817, Sub. 
5, E. L. Farmer & Co., Same; and MC- 
113459, Sub. 8, H. J. Jeffries Truck Line, 
Inc., Same. 


In the four other proceedings, the 
examiner recommended authority for 
the carriers enabling them to transport 
the same commodities as those hereto- 
fore described, but between points addi- 
tional to those already authorized. They 
were MC-13250, Sub. 59, J. H. Rose Truck 
Line, Inc., Extension—Sulphur Industry, 
MC-83539, Sub. 15, C & H Transporta- 
tion Co., Inc., Same; MC-107678, Sub. 18, 
Hill & Hill Truck Line, Inc., Same, and 
MC-106407, Sub. 12, Mrs. T. E. (Myrtle 
V.) Mercer, George E. Mercer, and Mrs. 
Irene Compton, Same, now renumbered 
and reentitled MC-106407, Sub. 12, T. E. 
Mercer Trucking Co., Same. 


COMMISSION REPORTS 


An asterisk before the docket number 
smeans that the report will not be printed 
in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
prompt application to the Commission. 


Engines and Parts 


No. 31594, Colorado Interstate Gas Co. 
v. Alton & Southern Railroad et al. By 
division 3. Rates based on a Column 40 
exceptions rating on internal combus- 
tion engines and parts, in carloads, from 
Olean, N.Y., to Sanford and Exell, Tex., 
and Eads, Colo.; from Painted Post, N.Y., 
to Lamar, Colo., and Keyes, Okla.; and 
from Grove City, Pa., and Mt. Vernon, 
O., to Lamar, Keyes, and Elkhart, Kan., 
on and between July 21 and November 4, 
1953, found unjust and unreasonab'e for 
the future, but not for the past, to the 
extent they might exceed the Class 45 
rates, subject to the uniform classifica- 
tion, plus the authorized Ex Parte No. 
175 increases. The Commission said that 
in Page Belting Co. v. Boston & M. R., 
291 I.C.C. 21, 294 I.C.C. 307, it required 
the removal of an exceptions basis which, 
withovt justification, exceeded the uni- 
form classi*cation basis, but found the 
acsailed rates not shown unjust or un- 
reasonable in the past. In the absence, 
such as here, of any special justification, 
it said, the time elapsed since May 30, 
1952, when the uniform classification be- 
came effective, had been ample within 
which to correct this abnormality. Ac- 
cordingly, it said, while reparation will 
be denied, a finding of unreasonableness 
was warranted for the future. 


Petroleum Products 


I. and S. No. 6190, Petroleum Products, 
Chattanooga to Tennessee, embracing I. 
and S. M-5762, Petroleum Products, 
Lookout Mountain to Tennessee. By di- 


vision 3. Reduced carload and truck- 
load commodity rates on petroleum prod- 
ucts of 11 cents a 100 pounds to Harri- 
man, Tenn., and 14 cents to Sunbright, 
Tenn., from Chattanooga, Tenn. (in- 
cluding Lookout Mountain, Ga.), found 
not shown just and reasonable and or- 
dered canceled on or before January 9, 
on not less than one day’s notice. The 
Commission said the rates were pro- 
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posed, in the title proceeding, by the 
Cincinnati, New Orleans & Texas Pacific 
Railway, in lieu of rates of 12.65 cents 
and 16.1 cents, in schedules filed to be- 
come effective March 9, 1954. They 
were proposed by Walker Hauling Co., 
Inc., in the embraced proceeding, in lieu 
of rates of 14.3 and 18.7 cents, in sched- 
ules filed to become effective March 16, 
1954. The Commission said that the 
respondents protested each other’s rates, 
and that on those protests they were 
suspended until October 8, 1954, in the 
title proceeding, and until October 15, 
1954, in the embraced proceeding. The 
railroad postponed the effective date of 
its rates until February 9 and the motor 
carrier postponed the effective date until 
February 8, it said. The Commission 
said it was unable to determine from 
the evidence whether a differential in 
the rail rates was required to enable 
the railroad effectively to compete with 
Walker for the traffic. It said the rate 
level had been cut to a point where, at 
least by rail, the proposed rates might 
not be above out-of-pocket cost. The 
rates on such a relatively high-grade 
commodity as petroleum products should 
not be permitted to gravitate to such a 
low level, it said. 


Alloys 


I. and S. M-6592, Alloys, Cards, Books 
—Ill. and Wis. to O. and Pa. By divi- 
sion 2. Schedules ordered canceled on or 
before January 12, on not less than one 
day’s notice, on finding not shown just 
and reasonable a commodity rate of 59 
cents a 100 pounds, minimum 32,000 
pounds, on ferro chrome alloys, called 
alloys, from Chicago, Ill., to specified 
points in Pennsylvania. The Commission 
said certain rates on other commodities 
proposed by the respondents had been 
canceled. It said the rate on ferro chrome 
alloys, was proposed by carriers of the 
Motor Carriers Tariff Bureau to become 
effective November 7, 1954. On protest 
of the Central States Motor Freight Bu- 
reau, operation of the schedules was 
suspended to and including June 6 and 
were postponed to December 7. The pres- 
ent rate was 67 cents, minimum 20,000 
pounds, it said. Since the record b-fore 
it was devoid of any specific cost data 
relating to the movement, it was unable 
to appraise the compensatory character 
of the rate, the Commission said. 


Iron or Steel 


I. and S. M-4977, Iron or Steel in Spe- 
cial Equipment in the South. By Divi- 
sion 3. Schedules ordered canceled on 
or before January 7, on not less than 
one day’s notice, on finding not shown 
just and reasonable distance commodity 
rates proposed by Rowe Transfer & Stor- 
age Co., on iron or steel articles requir- 
ing special equipment, from Atlanta, Ga., 
and Birmingham, Ala., and points with- 
in 20 miles thereof, to points in Alabama, 
Georgia, Florida, Kentucky, Mississippi, 
North and South Carolina. The rates 
were proposed to become effective May 
22, 1953, the Commission said, adding 
that on protest of the rail carriers in 
Southern Territory operation of the 
schedules was suspended until December 
22, 1953, when they became effective. 
It added that the Southern Motor Car- 
riers Rate Conference was permitted 
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to intervene. The prior and proposed 
rates of the respondent and the present 
rates of the conference members, mini- 
mum 20,000 pounds, respectively, from 
Atlanta to representative destinations, 
were 50 cents, 40 and 43 cents per 100 
pounds, to Chattanooga, Tenn.; 55, 45 
and 47 cents to Leeds, Ala., and 66, 55 
and 55 cents to Knoxville, Tenn. The 
Commission said the mere fact that cer- 
tain of the proposed rates were on the 
same level as, or higher than, those of 
competing carriers, did not, standing 
alone, establish that the proposed rates 
were just and reasonable. It added that 
it was unable to determine if the rates 
would be reasonably compensatory. 


Magazines, Books 


No. 31722, Star Sales Co. v. Alabama 
Great Southern Railroad Co., et al. By 
division 2. Complaint dismissed on find- 
ing applicable and not shown unjust or 
unreasonable rates charged on a mixed 
carload of coloring books and comic 
magazines weighing 33,740 and 2,660 
pounds, respectively, from New York, 
N.Y., to New Orleans, La., shipped on 
March 30, 1954. The Commission said 
an exceptions rate of $1.86 a 100 pounds, 
minimum 24,000 pounds was applied by 
the defendants on the comic magazines 
and a Class 45 rate of $1.87 on the 
coloring books. The complainant, it 
said, sought a rate of 93 cents, based on 
a Class 22. rating, minimum 36,000 
pounds, provided in the uniform class.fi- 
cation on scrap or waste paper, not sen- 
sitized, subject to a restriction that the 
rating appled only on old direccories, 
magazines, magazine covers, pamphlets, 
or newspapers. 
regarded these articles as useful in the 
course of its business. Tae use to waicn 
the articles were put did not of itself 
determine their character, but consid- 
ered with other relevant evidence, the 
conclusion was warranted that they 
were not scrap or waste paper, the Com- 
mission said. 


Wrought Iron Pipe 


No. 31603, Southwestern Fabricating & 
Weluing Co. v. Alton & Southern Rail- 
road et al. By division 2. Found inap- 
plicable, assailed rates and charges col- 
lected on shipments of wrought iron 
pipe, in carloads, made on and between 
January 22 and August 12, 1952, from 
South Lorain and Youngstown, O., fab- 
ricatei in transit at Houston, Tex., and 
reshipped to Arkansas City and Neo- 
desha, Kan., and Okmulgee, Okla. The 
Commission said combination rates were 
charged which were, from Youngstown 
to Okmulgee, Arkansas City: and Neo- 
desha, 174, 188 and 188 cents a 100 
pounds, respectively, and from South 
Lorain to Neodesha, 187 cents. Applicable 
rates found to have been $1.38 to Neo- 
desha and $1.41 to Neodesha from South 
Lorain, and $1.39 to Arkansas City and 
$1.68 to Okmulgee from Youngstown. 
Reparation awarded. 


Liquor 


I. and S. M-5247, Liquor—O., Ind., and 
Ky. to Fargo, N.D., embracing I. and S. 
M-4327, Alcoholic Liquor—Central and 
Middlewest Points. By division 2. Pro- 
ceeding discontinued on finding just and 


It said the complainant © 


‘reasonable a rate on alcoholic liquors, 


N.O.1., in glass, in boxes, or in bulk, in 
barrels, of $1.72 a 100 pounds, minimum 
30,000 pounds, from Cincinnati, O., Law- 
renceburg, Ind., and Louisville Ky., to 
Fargo. Bismarck, Devils Lake, Dickin- 
son, Grand Forks, Jamestown, Mandan. 
Minot, and Williston, N.D. The Commis- 
sion said that in the title proceeding. 
the rate was filed to become effective 
August 21, 1953. to Fargo by parties to 
tariffs of the Middlewest Motor Freight 
Bureau, and that in the embraced pro- 
ceeding, parties to the same bureau 
tariffs proposed the rate, effective, July 
16, 1952, to the other destinations. The 
rate to Fargo became effective March 21, 
1954, and the rate to the other destina- 
tions became effective February 16, 1953, 
after suspension, on protest of certain 
railroads. The prior rates ranged from 
$1.94 to $2.37, the Commission said. It 
said the rate appeared to be compensa- 
tory and no lower than necessary to meet 
existing competition. 


Ferro-Chrome 


I. and S. M-5770, Commodities—Pa- 
cific Coast to St. Paul, St. Louis and Chi- 
cago. By division 2. Schedules ordered 
canceled on or b2fore January 7, on not 
less than one day’s notice, on finding 
not shown just and reasonable a pro- 
posed rate of $1.91 a 100 pounds, mini- 
mum 30,000 pounds, on ferro-chrome and 
ferro-silicon, from Mead, Wash., to Chi- 
cago, Ill., in lieu of a rate of $4.50, mini- 
mum 25,090 pounds, and a proposed rate 
of $1.75, minimum 30,000 pounds, on 
canned foodstuffs, from Portland, Ore., 
and Seattle, Wash., to Chicago and Twin 
Cities, Minn., in lieu of a rate of $1.90, 
same minimum. The Commission said 
the rates were proposed in schedules 
filed to become effective March 13, 1954, 
by carrier parties to tariffs of the Rocky 
Mountain Motor Tariff Bureau, Inc. On 
protest of the Transcontinental Freight 
Bureau and the Montana Lines Commit- 
tee, operation of the schedules was sus- 
pended to and including October 12, 
1954, and were voluntarily postponed 
indefinitely, the Commission said. The 
Commission said it was not satisfied 
the rates were fully compensatory and 
that the evidence afforded inadequate 
support for a finding that the proposed 
rates were lawful. 


RAILROAD ABANDONMENTS 


Chicago & North Western 


The Commission, division 4, has an- 
nounced the approval of a report and 
certificate in Finance No. 19029, Chicago 
& North Western Railway Co., Aban- 
donment. In the application, the C. & 
N.W. asked authority to abandon and 
dismantle a 10.€5-mile cut-off or al- 
ternate line, known as the Lee County 
line, extending from Nachusa, IIl., to 
near Nelson, Ill. It said a severe storm 
had damaged the line and that the line 
was no longer economically useful nor 
otherwise required. 


Missouri Pacific 


By a report and order in Finance No. 
18646, Missouri Pacific Railroad Co. 
Trustee Abandonment, the Commission, 
division 4, has authorized the applicant 
to abandon a portion of a branch line 
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extending from Holly Grove to Clarer- 
don, 9.67 miles, all in Monroe County, 
Ark., with conditions for the protection 
of employes as imposed in Chicago, B. 
& Q. R. Co., Abandonment, 257 I.C.C. 70). 
The Commission said that continued 
operation of the line would impose an 
undue and unnecessary burden on the 
applicant and on interstate commerce 


Baltimore & Ohio 


By an application in Finance No. 
19166. the Baltimore & Ohio Railroad 
Co.. has asked the Commission for a 
certificate permitting abandonment of its 
use of the Strasburg branch, extending 
1.7 miles from Strasburg Junction, Va., 
to Strasburg. Va., all in Shenandoah 
County. which is part of a line be- 
tween Manassas and Harrisonburg, Va., 
owned and operated by the Southern 
Railway Co. The B. & O. said it de- 
sired authority to abandon its operation 
over the branch under trackage richts. 
It said its last passenger service be- 
tween Harper’s Ferry, W.Va., and Stras- 
burg. Va., was discontinued on Aucust 
14, 1949, and that with no further need 
for passenger facilities at Strasburg it 
covld more economically handle its 
freight business by interchanging with 
the Sovthern at Strasburg Junction than 
bv continuing its trackage operation over 
the Strasburg branch. 


Barre & Chelsea 


By an application in Finance No. 19171, 
the Barre & Chelsea Railroad Co. has 
asked the Commission for authority to 
abandon all of its line of railroad, 47.68 
miles in length, in Washington, Cale- 
donia and Orange counties, Vt., and for 
authority to dismantle and sell its prop- 
erty and liquidate the corporation. It 
said that need for its service had dimin- 
ished for a number of years by the diver- 
sion of its traffic to the highways to a 
point where it was no longer possible 
to provide for any remaining need for 
its service without incurring operating 
losses. The applicant said service had 
been performed in 1954 and 1955 at a 
loss and there was no indication that 
the company could be operated profitably 
in the future. It added that all possible 
efforts had been made looking toward 
partial abandonment and preservation 


of as much service as possible with no 
conclusive results. 


Santa Fe 


By an application in Finance No. 19173, 
the Atchison, Topeka & Santa Fe Rail- 
way asks authority to abandon a portion 
of its line of railroad known as the Red- 
lands Loop, in San Bernardino County, 
Calif., approximately 3.9 miles in length, 
extending between its connection with 
the applicant’s main line at Highland 
Junction and the station of Del Rosa. 
The Santa Fe said that the California 
Highway Department planned to con- 
struct a freeway which would require 
an overpass over the Redlands Loop line 
at “substantial expense to the state.” 
Furthermore, it said, the line sought to 
be abandoned ran through a residential 
district, where there were no stations 
industries or other facilities, and all sta- 
tions, industries or other facilities for 
the public, located on the remaining por- 
tions of the loop would be served by a 
round-trip operation from the other end 
of the loop. 
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COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of motor 


carrier reports of the Commission. = 
ographed copies of such reports in 
may be obtained by prompt th Ae 
to the Commission. 





* MC-18088, Floyd & Beasley Transfer 
Co., Inc., Lancaster, Pa., Extension— 
Boaz, Ala. Certificate denied. Textile 
products, between Sycamore, Ala., on 
the one hand, and, on the other, Boaz, 
Brundidge, Haleyville and Troy, Ala., 
over irregular routes. 

* MC-46280, Sub. 30, Darling Freight, 
Inc., Grand Rapids, Mich., Extension— 
Rhinelander, Wis. Certificate denied. 
Paper products, between Rhinelander, 
Wis., on the one hand, and, on the other, 
Kalamazoo and Sturgis, Mich., over 
irregular routes. 

*MC-58936, Sub. 5, Johnson Freight 
Lines, Inc., Seattle, Wash., Extension— 
Kelso-Portland. Certificate granted. Gen- 
eral commodities, with exceptions, over 
a specified route between Portland, Ore., 
and Kelso, Wash., as dn alternate route 
in connection with regular-route oper- 
ations. 

* MC-75840, Sub. 109, Malone Freight 
Lines, Inc., Birmingham, Ala., Exten- 
sion—Elimination of Gateways. Certifi- 
cate granted. General commodities, with 
exceptions, between Birmingham, Ala., 
and points in Alabama within 65 miles 
of Birmingham, on the one hand, and, 
on the other, points in Del., Md., N.Y., 
Pa., Va., D.C., and N.Y., over irregular 
routes 

* MC-75872, Sub. 13, Boston & Maine 
Transportation Co., Boston, Mass., Ex- 
tension — Greenfield, Mass. Certificate 
denied. General commodities, with ex- 
ceptions, between Orange, Mass., and 
Greenfield, Mass., over described routes, 
serving all intermediate points. 

* MC-114954, James Steward, Garner, 
Ia., Common Carrier. Certificate granted. 
Over irregular routes, used agricultural 
machinery and implements, from Garner, 
Ia., and points within 15 miles thereof, 
to Faribault, Minn., and points within 
five miles thereof. 

* MC-114824, McNaughton Automotive 
Limited, Newbury, Ontario, Canada, 
Common Carrier. Certificate granted. 
Passengers, in charter operations, be- 
tween points of entry on the U.S.-Cana- 
dian border at or near Port Huron, 
Marine City, and Detroit, Mich., on the 
one hand, and, on the other, Port Huron, 
Marine City, and Detroit, Mich. and 
points within 10 miles of Detroit, over 
irregular routes. 

* MC-114870, Florida Tank Lines, Inc., 
Port Everglades, Fla., Contract Carrier. 
Certificate denied. Over irregular routes, 
minerals and chemicals, phosphate, 
phosphate products and phosphate by- 
products; sulphur, sulphur products and 
sulpher by-products; and fertilizer, fer- 
tilizer products, and fertilizer by-prod- 
ucts; (a) between points in Florida, on 
the one hand, and, on the other, points 
in Polk and Pinellas counties, Fla.; and 
(b) between points in Hillsborough, Polk, 


and Pinellas counties, over irregular 
routes. 


* MC-114950, Joseph H. Curtis, Marvin 
E. Curtis, and William E. Curtis, dba 
Joseph Curtis & Sons, Troy, O., Con- 
tract Carrier. Permit denied. (1) Meat, 
meat products and meat by-products in 
mechanically refrigerated equipment, 
from Troy, O., to points in specified 


counties in Ky. and W.Va.; (2) green 
hides and animal casings in brine, from 
Troy to Chicago, Ill.; and (3) empty 
containers on return. 

*MC-745, Sub. 3, Gerald S. Hagey, 
Franconia, Pa., Extension—Special Op- 
erations. Certificate denied. Over ir- 
regular routes, passengers and their 
baggage, in special operations, begining 
and ending at Souderton, Pa., and points 
within 12 miles thereof, and extending 
to points in 20 states and the District 
of Columbia. 

*MC-2309, Sub. 39, Gillette Motor 
Transport, Inc., Dallas, Tex., Extension 
—Alternate Route. Certificate denied. 
Geneial commodities, with exceptions, 
between Oklahoma City, Okla., and Al- 
bany, Tex., over a specified route, for 
operating convenience only, serving no 
intermediate points, as an alternate 
route in connection with regular route 
operations. 

*MC-7746, Sub. 70, Unit-d Truck 
Lines, Inc., Spokane, Wash., Extension 
—Pasco— Caldwell Alternate Routes. 
Certificate denied. General commodit:es, 
with exceptions, between Pasco, Wash., 
and Caldwell, Ida., over an alternate 
route for operating convenience only. 

* MC-25708, Sub. 12, Beard-Laney, 
Inc., Camden, S.C., Extension—Oconee 
County, S.C. Certificate denied. Over 
irregular routes, petroleum products, in 
bulk, in tank vehicies, from Doraville, 
Ga., to points in Oconee County, S.C. 

* MC-30887, Sub. 53, Shipley Transfer, 
Inc., Reistertown, Md., Extension—Latex. 
Certificate granted. Latex, in bulk, in 
tank vehicles, over irregular routes, from 
Baltimore, Md., and Philadelphia, Pa., 
to Roxboro, N.C. 

* MC-35624, Sub. 9, Dean S. Axtell, 
Grants Pass, Ore., Extension—Lumber. 
Certificate granted. Over irregular 
routes, lumber, from points in Jackson 
and Josephine counties, Ore., to points 
in specified California counties. 

* MC-35890, Sub. 7, Blodgett Uncrated 
Furniture Service, Inc., Grand Rapids, 
Mich., Extension—seven States. Certifi- 
cate granted. New furniture (uncrated), 
from New York, N.Y., and Paramus, N.J., 
to points in O., Ill. (except Chicago), 
Michigan (except Grand Rapids, Holland, 
Lowell and Otsego), Ind., Minn., Wis., 
and Mo., over irregular 1outes. 

* MC-60041, Sub. 2, Thomas B. Pur- 
year, Richmond, Va., Extension—Dela- 
ware. Permit granted. Posts, poles, ties, 
piling, and lumber (all treated with wood 
preservative), from Richmond, Va., and 
points within six miles thereof, to points 
in Del., Md., N.C., W.Va., and D.C., over 
irregular routes. 

* MC-65346, Sub. 22, Packer City Tran- 
sit Line, Inc., Green Bay, Wis., Ex.en- 
sion—fertilizer. Permit granted. Over ir- 
regular routes, fertilizer, from Chicago 
Heights, Ill., to points in specified Wis- 
consin counties, with certain exceptions. 

* MC-68539, Sub. 1, John Jack Romans, 
dba Romans Transfer, Ord, Neb., Exten- 
sion—Plaster Products. Certificate 
granted. Plaster board, plaster, and 
plaster products, from Fort Dodge, Ia., 
and points within 10 miles thereof, to 
points in Nebraska, over irregular routes. 

* MC-86238, Sub. 13, J. C. Hagler, Jr., 
and T. W. Hagler, dba Hagier Truck 
Co., Augusta, Ga., Extension—Ga.—N.C. 
—S.C. Permit granted. (1) Automobile 
accessories, parts, and supplies, except 
petroleum products, and bicycie tires and 
tubes, from Savannah, Ga., and points 
within five miles thereof, to points in 
South Carolina, Raleigh, Durham and 
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Wilmington, N.C., and points in a desig- 
nated area of North Carolina, and 
empty containers on return. 

* MC-97556, Sub. 2, James O. Ballard, 
D-troit, Mich., Exiension—Indiana. Cer- 
tificate denied. Automobiles and trucks, 
in initial movements, truckaway, from 
Detroit, Mich., to specified Indiana points, 
over irregular routes. 

* MC-101737, Sub. 2, Lavon Battle, dba 
Interstate Messe..ger Service, Philadel- 
phia, Pa., Contract Carrier. Permit 
granted. Type for adve.tisements, cuts 
of illustrations, advertising plates, press 
advertising paper mats, proois and re- 
prints of advertisements, and other 
articles of g.aphic aris and advertising 
matter when used in connection with 
the making of advertising proof, limited 
to shipments of 2,000 pounds or less, (1) 
between Philadelphia, Pa., on the one 
hand, and, on the other, New York, N.Y., 
Wumingion, Dei., Ba:timore, Md., and 
Washington, D.C., and (2) from New 
York, N.Y., to Wiimington, Del., and 
Baltimore, Md., over ir.egular routes. 

* MC-108298, Sub. 16, Esiis Trucking 
Co., Inc., Indianapolis, Ind., Extension— 
Ohio. Certificate denied. Ge sneral com- 
modities, with excep.ions, over a speci- 
fied ioute, between junction of USS. 
Highways 24 and 25 and Dayion, O., 
serving no intermediate points, as an 
alternate route for operating conven- 
ience only. 

*MC-114517, Armand H. Adam, dba 
Adam’s Cartage, Windsor, Ontario, Can- 
ada, Common Ca:rier Certificate g.anted. 
Over irregular routes, meats, meat prod- 
ucts, and meat byproducts, from the 
U.S.-Canada boundary at Detroit, Mich., 
to Detroit, Mich. 

*MC-111717, Sub. 10, Tractor Trans- 
port, Inc., West Allis, Wis., Extension— 
Cedar Rapids, Ia. Permit denied. Over 
ir,ezular .ouces, self-propelled dirt mov- 
ers, and accessories, pull-type scrapers, 
and bulldozers, from Cedar Rapids, Ia., 
to points in 25 states. 

* MC-105413, Sub. 8, Petroleum Trans- 
port Service, Inc., Couacil Bluffs, Ia., 
Extension—Military, Kan. Certificate 
granted and dual operations (permit in 
MC-50028, Sub. 2) approved. Anhydrous 
ammonia, in bulk, in tank vehicles, from 
Louisiana, Mo., to points in a described 
area in Iowa, and to Onida, S.D., over 
irs,egular routes. 

* MC-730, Sub. 46, Pacific Intermoun- 
tain Express Co., Oakland, Calif., Exten- 
sion—Niimbus, Calif. Certificate denied. 
General commodities, including explo- 
sives, serving a plant near Nimbus, Calhf., 
as an off-route point in connection with 
regular-route operations. 

* MC-70451, Sub. 107, Watson Bros. 
Transportation Co., Inc., Omaha, Neb., 
Extension—Sidney, Neb. Certificate de- 
nied. General commodities, with excep- 
tions, between Sidney and Gothenburg, 
Neb., over U.S. Highway 30, serving 
Sidney and junction of U.S. Highway 30 
and 138 as points of joinder only. 

* MC-109451, Sub.. 21, Ecoff Trucking, 
Inc., Fortville, Ind., Extension—Kokomo, 
Ind., embracing MC-109451, Sub. 23, 
Same, Extension—Fort Wayne, Ind., 
MC-109451, Sub. 24, Same, Extension— 
Cincinnati, O., and MC-109451, Sub. 26, 
Same, Extension—Hartsdale, Ind. Per- 
mits granted in all but the title case. In 
the title p:oceeding authority was sought 
for transportation of acids, in bulk, in 
tank vehicles, from the plant site of the 
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U.S. Industrial Chemical Division of 
National Distillers Products Corporation 
(near Tuscola, Ill.) to Kokomo, Ind., over 
irregular routes. The authorities granted 
in the other proceedings were as tollows: 
Sub. 23, nitrogen solution and anhydrous 
ammonia, in bulk, in tank vehicles fiom 
West Henderson, Ky., and the plant site 
near Tuscola, Ill., to Jeffersonville, In- 
dianapolis and Hartsdale, Ind. and 
Toledo, O.; Sub. <4, sulphuric acid, in 
bulk, in tank vehicles, t1om Cincinnati, 
O., to Fort Wayne, Ind., over irregular 
routes; Sub. 26, sulphuric acid, in bulk, 
in tank vehicles, trom Cincinnati to 
Jeffersonville, Indianapolis and Harts- 
daie, Ind., over irreguiar routes. 

‘* MC-113210, L. P. Gas Motor Carrier, 
Inc., Mobile, Ala.. Common Carrier. Cer- 
tificate granted. Liquefield petroleum 
gases, in bulk, in tank vehicles, (1) fiom 
specified points in Louisiana to po.nts in 
Specified counties of Mijississippi, and 
(2) from Dragon, Miss., and points in 
Louisiana to points in Ala. and Fila., 
within 250 miles of Dragon, over ir- 
regular routes. 

* MC-114865, Lewis Breton, dba Lewis 
Breton Transport, Lime Ridge, Quebec, 
Canada, Contiact Carrier. Proposed 
operation found to be that of a common 
carrier. Certificate granted. Over ir- 
regular routes, lime, in bags, from the 
US. port of entry at Norton Mills, Vt., 
to Groveton, N.H. 

* MC-8957, Sub. 2, Glenn H. Brower, 
Lewistown, Pa., Extension—Waste Mate- 
rials. Permit granted. Waste of scrap 
materials, in bulk, between Lewistown, 
Pa., and points in Granville and Derry 
townships, Pa., with exception, on the 
one hand, and, on the other, points in 
10 states, with exceptions, over irregular 
routes, 

* MC-9952, Sub. 7, Hess Motor Express, 
Inc., Pipestone, Minn., Extension— 
Estherville, Ia. Certificate proposed. 
General commodities, with exceptions, 
(1) between Worthington, Minn., and 
Estherville, Ia., over a regular route, with 
no service at intermediate points, and 
(2) between specified points in Ia. and 
Minn., over alternate routes, with no 
service at intermediate points. 

* MC-19917, Sub. 1, Arthur B. Jarrell, 
Pittsburgh, Pa., Extension—Norfolk, Va. 
Permit granted. Prepared food products 
and advertising material and stationery 
used in the sale of such products, from 
Pittsburgh, Pa., to Norfolk, Va., over ir- 
regular routes. 


* MC-30319, Sub. 47, Southern Pacific 
Transport Co., Houston, Tex., Extension 
—Kerrville, Tex. Certificate granted, 
with conditions. General commodities, 
with exceptions, over a regular route 
between Austin, and Kerrville, Tex., serv- 
ing no intermediate points. 


* MC-30887, Sub. 59, Shipley Transfer, 
Inc., Reisterstown, Md., Extension— 
North Bergen, N.J. Certificate granted. 
Over irregular routes, liquid latex, in 
bulk, in tank vehicles, from Fall River, 
Mass., to the international boundary at 
or near Alexandria Bay, N.Y., restricted 
to traffic destined to points in Ontario, 
Canada. 


* MC-46990, Sub. 5, Trailway Van 
Lines, Inc., Jamaica, N.Y., Extension— 
New York Points. Certificate granted. 
Household goods, between New York 
City, on the one hand, and, on the 
other, points in O., Ind., Ill, and Mich. 


* MC-64932, Sub. 140, Rogers Cartage 
Co., Chicago, Ill, Extension—Ficklin, 
Ill. Certificate granted on further hear- 
ing. Specified liquid commodities, in 
bulk, in tank vehicles, from Ficklin, IIL. 
to points in O., Ind., Ky., Mich., Wis., 
Minn., Ia., and Mo. 

* MC-107002, Sub. 70, Walter M. Cham- 
bers, dba W. M. Chambers Truck Lines, 
New Orleans, Ia., Extension—Asphalt. 
Certificate granted. Asphalt and asphalt 
compounds, from Tuscaloosa, Ala., and 
points within 10 miles of Tuscaloosa, to 
points in Tenn. and Ga., except Atlanta, 
Ga., over irregular routes. 

* MC-108207, Sub. 34, Frozen Food Ex- 
press, Dallas, Tex., Extension—Bakery 
Goods. Certificate granted. Uncooked 
bakery goods, from Dallas, Tex., to 
points in Ky., O., and Ind., over irregular 
routes. 

* MC-108890, Sub. 2, Walter Woods, 
dba Woods Transfer, Sioux City, Ia., 
Extension—South Dakota. Certificate 
granted. Over irregular routes, specified 
commodities, between Sioux City, O., on 
the one hand, and, on the other, points 
in South Dakota. 

*MC-111008, Sub. 4, Jesse Kirk, Jr., 
dba Jesse Kirk, Jr. Truck Line, Camer- 
on, Tex., Extension—Weeks. Permit 
granted. Over irreguiar routes, salt and 
salt products, from Weeks, La., and 
points within 10 miles thereof, to a 
designated area of Texas. 

*MC-115079, E. D. Walker and Sons, 
Baltimore, Md., Contract Carrier. Per- 
mit denied. Over irregular routes, pre- 
cast structural concrete products, from 
Baltimore, Md., and points in Baltimore 
County, Md., to points in Del., N.J., N.Y., 
Pa., Va., W.Va., and N.C., and in D.C. 

*MC-115111, Provost Cartage, Inc., 
Winthrop, Mass., Contract Carrier. Per- 
mit granted. Soda ash, in bulk, from 
Solvay, N.Y., to the U.S.-Canada inter- 
national boundary at Cape Vincent 
(Thousand Islands) and Rooseveltown, 
N.Y., over irregular routes. 


UNCONTESTED FINANCE CASES 


Report and order in F.D. No. 19099, John- 
son motor Lines, Inc. Notes, grantiug au- 
thority to issue from time to time to and 
inciuaing December 31, 1956, secured promis- 
sory notes in total principal amouat not 
exceeding $2,000,UuU0 Outstauaing at auy oue 
time, to eviaence ioaus of like amounts: the 
proceeds to be used to prepay ex.scing equip- 
ment Ooligations and to Naance new equiy- 
ment purchases. Approved. 

- * * 


Report and order in F.D. 19130, Mid-States 
Freignt Lines, Iac., Stock, granting autnority 
to issue $682,880 of common stock, cousisting 
of 68,288 shares of the par value of $10 a 
share, to be distributed as a dividend to 
ho.aers of record of applicant’s common stock 
as of September 20, 1955, on the basis of two 
additional shares of new stock for each share 
of common stock owned. Conditions pre- 
scribed. Approved. 

7 a 

Report and order in F.D. 19134, Northern 
Pacific Railway Co. Equipment Trust Cer- 
tificates, granting authority to assume obliga- 
tion and liability, as guarantor, in respect of 
not exceeding $1,800,000 of Northern Pacific 
Railway equipment trust of 1955, fourth 
series, serial equipment-trust certificates, 
bearing dividends at the annual rate of 314 
per cent, to be issued by J. P. Morgan & Co. 
Inc., as trustee, and sold at 99.419 per cent 
of principal and accrued dividends in con- 
nection with the procurement of certain new 
equipment. Approved. 

a * 


Report and order in F.D. 19139, Baltimore 
& Ohio Railroad Co., Equipment Trust Cer- 
tificates, granting authority to assume obli- 
gation and liability, as guarantor, in respect 
of not exceeding $3,000,000 of Baltimore & 
Ohio Railroad equipment-trust certificates, 
Series GG, bearing dividends at the annual 
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rate of 314 pre cent, to be issued by the 
Chemical Corn Exchange Bank, as trust-e, 
and sold at 99.3303 per cent of principal and 
accrued dividends in connection with the 
procurement of certain new equipment. Ap- 
proved. 


| MOTOR FINANCE CASES | 


MC-F-6134, R. A. Brown, et al.—Controi—- 
Dyer-O Hare Hauling Co. Application of 
R. A. Bruwa, bettenuorf, Ia., U. F. lies and 
H. &. McKinney, Des Moiues, la., for tei- 
Purary contrul of Dyer-O Hare Hauung Lv., 
dt. Louis, Mo., through Mauagement, aenied. 

* - ~ 


MC-F-5796, Leonard S. Shore, et al.—Con- 
tru:; Walsun Frelgoat Forwaraing Co.—vouirol 
—aue Cievelauag W@W Cnlcagu movor bxpicss 
Co. AcCQuisiuou by Wuson Freignt Forwaru- 
ing Cyo., Cluclunati, O., Of COuwtrol OL tne 
Cicveiand und Cnicago Motor xpress Co., 
Cieveiaud, O., tnruugh tne purcnase of 
Capital stock, ana, in tura, by Leouard §. 
Suvre, Dav.a M. Gantz, anda S. David Saore, 
taoreugn sucn acquis:tion of control by Wil- 
804, upproved and authorized. 

. 7 * 


MC-F-5672, Mrs. Annie Ford—Purchase— 
Fort Worcu Warenouse & Swrage Uo., suc., 
Cmvraciug MU-F'U-aus08, Mrs. Aunie Ford, 
Quinny VUssNesSs a8 Mucay Fura Muviug Vaus, 
Tracsicree, aua Furt Worth Warenuuse w 
Sturuge Cv., suc. in tne title proceeding, 
Purcuase py Mrs. Annie Fora, doiug Duslucss 
@s Kecky rora Muving Vass, Midiaud, ‘I'cX., 
Of we Oyeratung rigouw Of Furt wortn Ware- 
house & sSvorage Uv., Fort Worta, ‘Lex., ap- 
Proved aua authorized. In tne emuraccd 
Cave, appulcatiou tor authority to trausier 
to mrs. anuie Fora, the operating rignts of 
Fort wortao Warenouse @& storage Co., dis- 
missed, alter heariug. a 

* 

MC-F-5590, E. W. Harlan—Control; Bruce 
Motor Freagat, 1nc.—kurcnase—u. W. Pitisiey. 
Oa reconsideration, purcnase by Bruce movcor 
rrelgat, anc., Ves mulues, 18., OL the operariug 
Tigows of L. W. Pittsiey, aud acquisiwon by 
E. W. Harlan of cCoutrol of tne operating 
rights turough the purchase, approved aud 
aucnorized. 

. a a 

MC-F-6138, Cargo Transportation, Inc.— 
Coutrol aua Merger—Imyperal Freignt Lives, 
Inc. AppuilcatiOu for autnority uuaer section 
2iua(b) or Cargo Trausporcation, Inc., of 
Camoridge, Mass., for teinporary coutrol of 
the motor carrier rights aod properties of 
Imperial Freight Liues, Inc., of Camopridge, 

sS., and or Grifmack Realty Co., luc., of 
Rensselaer, N.Y., granted, with coaditions. 
+. 


MC-F-6142, Spector Motor Freight System, 
Inc.—Control and Merger—Binns Trucking 
Co.,Inc. Application for authority of Spector 
Freight System, Inc., Chicago, for temporary 
control torough managemeut of the motor 
carrier rights and properties of Binns Truck- 
ing Co., Inc., Passaic, N.J., granted, with 
coaditions. 

- = * 


* MC-F-5969, Fred M. Meneely—Purchase 
(Portion)—W. L. Thornbury. Furchase by 
Fred M. Meneely, Grand Ledge, Mich., of 
certain operating rights of W. L. Thornbury, 
Grand Ledge, approved. ‘ 

* * 


MC-F-5951, E. W. A. Peake, et al.—Control; 
Cousoudated Freightways, Inc.—Control— 
Foster Freight Lines, Inc., embracing Finance 
No. 18958, Consoliaated Freightways, inc.— 
Stock. Acquisition by Coasoudatea Freignt- 
Ways, Inc., Purtland, Ore., of control of 
Poster Freight Liues, Inc., Indianapolis, Ind., 
througn purchase of capital stock, approved 
and authorized. Suppiemental appu.ications 
of Peerless, Inc., E. W. A. and Wanda Peake, 
Leland James, and Eric Rendahl for author- 
ity to acquire control of Foster Freight Lines, 
Inc., through the acquisition by Consoli- 
dated Freigntways, Inc., dismissed. In the 
embraced proceeding, authority granted to 
Cousoiiaated to issue not exceeding 15,000 
shares of common stock, par value $5 each, 
in coanection with the acquisition. 

* * - 


MC-F-6097, Alterman Transport Lines, Inc. 
—Control and Merger—Bown Transfer Co. 
Application of Alterman Transport Lines, 
Miami, Fla., for temporary operation of the 
motor carrier rights of Bown Transfer, Co!- 
legeville, Pa., denied. 

. . 


MC-F-5952, John Richards—Control; Rich- 
ards Freight Lines, Inc.—Purchase (Portion) 
—Jet Motor Lines, Inc. (William Falcone', 
Receiver). Amended application for author- 
ity under section 210a(b) of Richards Freigh! 
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December 17, 1955 


Lines, Inc., of Scranton, Pa., for temporary 
operation of the motorcarrier rights of Jet 
Motor Lines, Inc., of Beaver Falls, Pa., de- 
nied. 





Orders 





Commission Modifies Prior 
Order on Filing of Freight 
Commodity Data by Railroad 


Effective January 1, 1956, the Com- 
mission, by an order relating to 
freight commodity statistics, has 
modified its order of September 24, 
1946 by cancellation of requirements 
with respect to reporting the classes 
of freight commodity statistics by 
Class I railroads. 


Under terms of the order, interested 
parties may file with the Commission, 
within 30 days after November 23, writ- 
ten statements of reasons.why the modi- 
fications should not become effective as 
provided. ‘The Commission said that 
unless otherwise ordered, after consid- 
eration of such objections, the modifica- 
tions would become effective as ordered. 


Among the changes is cancellation of 
the text of section 123.1, “Freight Com- 
modity Statistics,” and substitution for 
it of the following: 


“Sec. 123.1 Freight Commodity Statis- 
tics. Beginning with January 1, 1947, 
and continuing thereafter unless other- 
wise ordered, carriers by railroad, other 
than switching and terminal companies, 
subject to part I of the interstate com- 
merce act, that are or may be assigned 
to the classes designated as Class I and 
Class II, and every receiver, trustee, ex- 
ecutor, administrator, or assignee of any 
such railroad, shall compile freight traf- 
fic statistics, and each of the carriers so 
indicated shall report such statistics an- 
nually, and each of the Class I carriers 
also quarterly, in duplicate, to the Com- 
mission, according to the commodity 
groups and classes named in appendix I, 
which is hereby included in and made a 
part of this order. Full information 
shall be furnished in accordance with 
the following outline of terms and re- 
quirements, as supplemented by formal 
instructions included in the appropriate 
report forms when supplied.” 


Section 123.2, “Items to be reported,” 
was also ordered canceled and a substi- 
tute section provided showing items to 
be reported quarterly and annually by 
Class I carriers, except that the number 
of carloads in Class 970, “All L.C.L. 
Freight,” is to be omitted. 


The items to be reported quarterly and 
annually are as follows: 

“(1) Average number of miles of road 
operated in freight service. 

“(2) For each commodity class: 

“Revenue freight originating on re- 
spondent’s road: Terminating on line, 
humber of carloads, number of tons (2,- 
000 pounds); delivered to connecting 
rail carriers—number of carloads, num- 
ber of tons (2,000 pounds). 

“Revenue freight received from con- 
necting rail carriers: Terminating on 
line—number of carloads, number of tons 
(2,000 pounds); delivered to connecting 





rail carriers—number of carloads, number 
of tons (2,000 pounds). 

“Total revenue freight carried: number 
of carloads, number of tons (2,000 
pounds). 

“Gross freight revenue.” 

The order said the following items were 
to be reported annually by the Class II 
carriers for the seven commodity groups: 

“Number of tons (2,000 pounds) of 
revenue freight originating on respond- 
ent’s road. 

“Number of tons (2,000 pounds) of rev- 
enue freight received from connecting 
carriers. 

“Total revenue freight carried: Num- 
ber of tons (2,000 pounds each). 

“Gross freight revenue.” 





‘Piggyback’ Interchange 
Rates in Effect, After 
Some Items Are Dropped 


The Commission has voted not to 
suspend tariffs establishing joint 
rates for “piggyback” interchange, to 
apply on trailer-on-flat-car service 
from New York and Ohio points to 
stations on the Chicago & North 
Western and the Chicago, St. Paul, 
Minneapolis & Omaha _ Railway 
(T.W., Dec. 3, p. 16), after a few 
protested provisions of the sched- 
ules had been canceled by the rail- 
roads under special permission au- 
thority, and the inclusion of a New 
York City borough was suspended. 


Those schedules. except for the can- 
celed and suspended provisions, went into 
effect on December 12. Also pending be- 
fore the Commission are other sched- 
ules, naming rates on trailer-on-flat-car 
service to and from ponits on the New 
Haven Railroad and named Ohio points, 
filed to become effective December 21 
(T.W., Dec. 3, p. 31). 

Aside from motor carrier bureau pro- 
tests, against the rates themselves, the 
Long Island Rail Road asked suspen- 
sion of item 300 of I.C.C. 24559 of the 
Delaware, Lackawanna & Western Rail- 
road, and item 525 of I.C.C. 11319 of the 
North Western, insofar as those roads 
published “piggyback” rates to the bor- 
ough of Queens, N.Y. (T.W., Dec. 3, p. 
16.) The item published by the D.L. & W. 
was suspended by a second supplemental 
order in I. and S. No. 6512, Terminal 
Area of New York—D.L. & W. The North 
Western item was canceled by that road 
under authority of special permission 
No. 61308. 


Motor Carrier Protests 


In another protest, the Middlewest Mo- 
tor Freight Bureau asked the Commis- 
sion to suspend and investigate I.C.C. No. 
6272 of the New York, Chicago & St. 
Louis Railroad (Nickel Plate), naming 
class and commodity rates applicable in 
trailer-on-flat-car service from New York 
and Ohio points to stations on the C. & 
N. W., and the Chicago, St. Paul, Minne- 
apolis & Omaha Railway (T.W., Dec. 
3. pe 3®@: 


The bureau said the proposed class 
rates were materially lower than those of 
competing motor lines in each instance. 

However, the Commission voted not to 
suspend those rates. 

The Eastern Central Motor Carriers 
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Association assailed item No. 880 of the 
Baltimore & Ohio Railroad’s tariff I.C.C. 
No. 24301, and item No. 1880 of the Penn- 
sylvania Railroad’s I.C.C. No. 3447, nam- 
ing rates on mixed commodities from 
Philadelphia to Milwaukee, Wis., and 
item No. 775 of the D. L. & W.’s No. 
24559, item No. 545 of the Lehigh Valley 
Railroad’s I.C.C. No. C-9372, and item No. 
2210 of the Pennsylvania Railroad’s I.C.C. 
No. 2447, naming rates on edible nuts 
from New York to Twin Cities, Minn. 
(T.W., Dec. 10, p. 61). 

In protesting the rates on mixed car- 
loads, the association said that the pro- 
posed basis had been canceled by motor 
carriers as the result of a Commission 
order in I. and S. M-6925, Various Com- 
modities—Philadelphia, Pa, to Mil- 
waukee, Wis. 

The association said that in the event 
respondents saw fit to cancel this rare 
under special permission authority, it 
was agreeable in permitting the protests 
to pass without further handling. 

On edible nuts, the association said the 
publication was undercutting all motor 
carrier competition “known to this pro- 
testant.” 


Special permission was granted to the 
railroads to cancel the protested provi- 
sions. The B. & O. received the authority 
under special permission No. 67229; the 
D. L. & W., through special permission 
No. 67208; the Lehigh Valley through 
special permission No. 67209, and the 
Pennsylvania through special permission 
No. 67210. 





Spartanburg Terminal Cases 


The Commission, division 4, by an 
order in Finance No. 18534, Spartan- 
burg Terminal Co. Construction, has as- 
signed that proceeding and two others 
for rehearing at a time and place later 
to be designated. The other two cases 
are Finance No. 18680, Spartanburg Ter- 
minal Co. Securities and Control, and 
Finance No. 18728, Piedmont & North- 
ern Railway Co. Construction. It also 
assigned for hearing jointly with these 
cases the application in Finance No. 
19095, Piedmont & Northern Railway 
Co. Construction. 





Bangor & Aroostook Stock 


By a supplemental order in Finance 
No. 1881, Bangor & Aroostook Railroad 
Co Stock, the Commission has au- 
thorized issuance of 6,887 shares of com- 
mon stock of $50 par value each, in- 
stead of 7,089 shares previously au- 
thorized for distribution to stockholders 
as a dividend on the basis of one ad- 
ditional share for each 20 shares of 
common stock outstanding. The Com- 
mission said the railroad requested the 
limitation. : 





S.N. Ry. Reorganization 


By a certificate in Finance No. 18348, 
Sacramento Northern Railway Reor- 
ganization, the Commission, division 4, 
has certified that a proper ballot of ac- 
ceptance or rejection was transmitted 
to the Commission within the time spe- 
cified in its order of November 29, by 
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the Western Pacific Railroad Co., as the 
owner of $5,213,475.35 first mortgage 
bonds and participation certificates se- 
cured by a mortgage of the Sacramento 
Northern Railroad, dated as of July 1, 
1918, constituting claims in class 3 as 
designated by an order issued July 12, 
1954, by the United States district court 
for the northern district of California, 
southern division. The Commission fur- 
ther certified that the Western Pacific, 
as owner of the claims entitled to vote 
thereon, voted to accept the plan of 
reorganization. 





Southern Produce Terminal 
Arrangements Made Subject 


Of Informal Investigation 


The Commission, late December 
12, by an order in No. 31902, Prac- 
tices of Southern Railway Co. and 
Others in Promoting Construction of 
Produce Terminals in Various South- 
ern Cities, directed that no formal 
proceedings be instituted in the case 
at this time, and that petitions filed 
with it asking for an investigation 
be held in abeyance (T.W., Oct. 29, 
p. 58, Oct. 22, p. 68, and Oct. 1, p. 64). 


The Commission further ordered, how- 
ever, that its Bureau of Inquiry and 
Compliance “proceed actively with in- 
formal investigations of the several sit- 
uations involved, progressing one or 
more of these to the point where it can 
be determined whether criminal pro- 
ceedings should be instituted.” 


The Atlantic Coast Line and three 
other railroads, and the Birmingham 
Ice & Cold Storage Co., Birmingham, 
Ala., had asked the Commission to in- 
vestigate practices of the Southern Rail- 
way and its facilities in allegedly pro- 
moting and effectuating construction of 
produce terminals in a number of south- 
ern cities. The Commission was asked 
to institute an investigation on its own 
motion under the provisions of section 
13(2) of the interstate commerce act 
and section 3 of the Elkins act. 

The Commission stated in its order 
that it had under consideration the 
following: (1) Petition of the A.C.L., and 
others for an investigation under pro- 
visions of section 13(2) of the interstate 
commerce act and section 3 of the Elkins 
act, into the aforementioned practices 
of the Southern and its affiliates; (2) 
supporting petition of the Birmingham 
Ice & Cold Storage Co.; (3) reply of 
the Southern and others; (4) motion of 
the Southern and others to dismiss the 
supporting petition of the aforemen- 
tioned Birmingham firm; (5) answer of 
the latter to the motion to dismiss, and 
(6) petitions of the Produce Terminal of 
Jacksonville, Inc., Chattanooga Food 


Terminal Corporation, and Birmingham 
Food Terminal and others, for leave to 
intervene in opposition to the petition 
for an investigation. 


The Commission said the motion to 


dismiss the supporting petition did not 
show “substantial and material reasons 





for sustaining such motion.” 
ruled the motion. 


In their petition for investigation, the 
Atlantic Coast Line, the Nashville, Chat- 
tanooga & St. Louis, the Louisville & 
Nashville, and the Atlanta & West Point 
railroads said that they had cause to 
believe that the Southern was in the 
process of developing a series of food 
produce, general warehousing and dis- 
tribution terminals at Jacksonville, Fla., 
Louisville, Ky., Lexington, Ky., Birming- 
ham, Ala., Chattanooga, Tenn., and At- 
lanta, Ga. 


Plea to Intervene 


The Louisville (Ky.) Produce Associa- 
tion, Inc., also asked for permission to 
intervene in opposition to the Coast 
Line petition, and to support the denial 
of the Southern Railway and others that 
shippers who had agreed to locate their 
facilities at the site of the Louisville 
Produce Association had been “induced 
to do so by reason of substantial finan- 
cial benefits offered” them by the 
Southern. 


After reviewing the history of steps 
taken in attempts to build a new whole- 
sale produce market center in Louisville, 
the association said that exactly “what 
the complainants hoped for with respect 
to the market at Louisville is not plain.” 


“. . . But the public interest clearly 
demands that the market operate in the 
manner intended before Atlantic Coast 
Line Railroad Co. et al., took this un- 
justified action, in an apparent attempt 
to harrass firms and individuals engaged 
in lawful activities serving both the 
private interests of produce dealers and 
the public interest of citizens in a number 
of cities and states in the southeast.” 


It over- 





Nebraska State Rate Case 


Effective Date Deferred 


At the request of Judge John W. Dele- 
hant, of the U.S. district court, district 
of Nebraska, the Commission has post- 
poned the effective date of its order in 
No. 30960, Nebraska Intrastate Freight 
Rates and Charges. The action was by 
an order by Acting Chairman Johnson 
in that proceeding and in I. and S. No. 
6493, Cement—Louisville and Superior, 
Neb., to Nebraska. 

The Commission’s order issued in No. 
30960 (T.W., Aug. 13, p. 37) which, as 
subsequently modified, required the car- 
riers to take certain action on or before 
December 15, on 10 days’ notice, was 
modified to postpone the effective date 
until 20 days after the entry of final 
judgment by a three-judge court in the 
Nebraska federal district, without change 
in the requirement of 10 days’ notice. 

The order said Judge Delehant made 
his request to afford time for the three- 
judge court to hear and determine a suit 
now pending in the Nebraska district in- 
volving the validity of the Commission’s 
orders, that suit having been styled “Ne- 
braska State Railroad Commission v. The 
United States of America.” 


The order directed that the tariff 
schedules suspended by the Commission’s 
order of October 25 in I. and S. No. 6493, 
be further suspended from December 14 
to May 30, 1956. Those schedules pro- 
pose to establish increased rates on 
cement, in carloads, from Louisville and 
Superior, Neb., to points in Nebraska. 








SUSPENDED TARIFFS | 
Designation of a tariff below does not 


mean that all schedules in it have been 
suspended by the Commission. Suspen- 
sion orders contain many schedules not 
reproduced here. Details of such orders 
are published in The Traffic Bulletin. 


I. and S. No. 6522, Rental to Shippers 
for Trailers, the Commission, Board of 
Suspension, suspended from December 
9 and later, to and including July 8, 1956, 
schedules published in supplement 6 to 
tariff I.C.C. 6263, and in tariff I.C.C. 6279 
of The New York, Chicago and St. Louis 
Railroad Co. The suspended schedules 
propose new charges and provisions for 
the rental by railroads from shippers of 
trailers to be used in transporting ship- 
ments in or on trailers on flat cars be- 
tween Buffalo, N.Y., and Chicago, Ill, 
and St. Louis, Mo.; between Chicago and 
Cleveland, O.; between Cleveland and 
St. Louis and from Chicago, Cleveland, 
St. Louis and Toledo to New York, El- 
mira and Syracuse, N.Y., Dover, NJ., 
and certain other eastern points. (T.W,, 
Dec. 10, p. 60). 

I. and S. No. 6523, Forwarder Com- 
modity Rates—East to West, the Com- 
mission, Division 2, acting as an appel- 
late division, suspended from December 
12 to and including July 11, 1956, 
schedules published on original pages 141 
to and including 146 to I.C.C.-F'’.F. No. 3 
of Western Freight Association, Los 
Angeles, Calif. The suspended schedules 
proposed to establish new freight for- 
warder commodity rates on various com- 
modities from points in the east to points 
on the Pacific coast, and the Inter- 
mountain Territory. 

I, and S. No. 6524, Iron and Steel— 
Monaca, Pa., to the South, the Com- 
mission, Board of Suspension, suspended 
from December 17, to and _ including 
July 16, 1956, schedules published in 
supplement No. 17 to LC.C. F. F. No. 1 
of I & S Forwarding Co., Atlanta, Ga. 
The suspended schedule proposed to es- 
tablish new, reduced and increased rates 
on iron or steel articles, from Monaca 
(Port), Pa., to points in Alabama, Florida, 
Georgia and Mississippi. 

I. and S. No. 6525, Freight, All Kinds 
—Tex., N.M., and La., the Commission, 
Board of Suspension, suspended from 
December 14 to and including July 13, 
1956, schedules published in agent J. F. 
Brown’s I.C.C. No. 835, supplement No. 
5 and Agent J. D. Hughett’s MF-I.C.C. 
No. 245, supplements 4 and 5 thereto. 
The suspended schedules propose reduced 
rates on freight, all kinds, less-carload 
and less-truckload, between points in 
Texas, New Mexico, and in Shreveport, 
La. group, without observing provisions 
of section 4 of the interstate commerce 
act. 

I. and S. M-8038, Sugar—Buckeye Ex- 
press, Inc., the Commission, Board of 
Suspension, suspended from December 8 
to and including July 7, 1956, schedules 
published in supplement No. 2 to tar ff 
MF-I.C.C. No. 1 of Buckeye Express, Inc., 
Cincinnati, O. The suspended schedules 
propose new and/or reduced motor com- 
mon carrier interstate commodity rates 
on beet or cane sugar, minima 20,090 
and 30,000 pounds, from Cincinnati, ©., 
to numerous points in Ohio. 

I. and S. M-8039, Iron and Steel- 
Chicago to Ft. Dodge, Ia., the Commi :- 
sion, Board of Suspension, suspend d 
from December 10 to and including Ju y 
9, 1956, schedules published in suppl-- 
ment No. 2 to tariff MF-I.C.C. No. 8 of 
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Murphy Transportation Co., Hampton, 
Ia. The suspended schedules propose a 
new motor common carrier commodity 
rate of 49 cents a 100 pounds, minimum 
20,000 pounds, on iron and steel articles, 
from Chicago, Ill., to Ft. Dodge, Ia. 

I. and S. M-8040, Free Pallets—East— 
G. F. Morgan, Sr., Agent, the Commis- 
sion, Board of Suspension, suspended 
from December 9 to and including July 
8, 1956, schedules published in supple- 
ment No. 26 to exceptions tariff MF- 
LC.C. No. 29 of G. F. Morgan, Sr., agent, 
Washington, D.C. The suspended sched- 
ules propose to establish a new rule 
which would permit transportation of 
pallets, skids and platforms, as pack- 
ages or containers, without charge, by 
motor common carriers parties to the 
named agent’s rate tariffs applying 
within Middle Atlantic Territory and be- 
tween that territory, on the one hand, 
and, on the other, points in New Eng- 
land. 

I. and S. M-8041, Fibreboard Boxes— 
Baltimore, Md., to Virginia, the Com- 
mission, Board of Suspension, suspended 
from December 12 to and including July 
11, 1956, certain schedules published in 
supplement No. 6 to MF-I.C.C. No. 45 
of Tidewater Express Lines, Inc., Bal- 
timore, Md. The suspended schedules 
propose to establish new reduced motor 
contmon carrier commodity rates, truck- 
load, on fibreboard boxes, corrugated 
K. D. flat, from Baltimore, Md., to 12 
destinations in Virginia, in lieu of either 
higher class or commodity rates. 

I. and S. M-8042, Paints—Colebrook- 
dale, Pa., to Baltimore, Md., the Commis- 
sion, Board of Suspension, suspended 
from December 12 to and including July 
11, 1956, certain schedules published in 
supplement No. 77 to tariff MF-I.C.C. No. 
A-590 of Middle Atlantic Conference, 
agent, Washington, D.C. The suspended 
schedules would restrict the application 
of the present commodity rate on paints, 
paint materials and putty, less-truck- 
loads, minimum 6,000 pounds or more, 
from Colebrookdale, Pa., to Baltimore, 
Md., to distribution of truckload traffic 
from Pittsburgh, Pa., and result in the 
application of the higher class rates. 

I. and S. M-8043, Paper Articles—Be- 
tween N.Y. and New England, the Com- 
mission, Board of Suspension, suspended 
from December 11 to and including July 
10, 1956, schedules published in tariff 
MF-I.C.C. No. 18 of Everett T. Stretton, 
dba E. T. Stretton, Cambridge, Mass. 
The suspended schedules propose new 
L.T.L. and T.L. motor common carrier 
commodity rates on paper and paper ar- 
ticles between points in New York and 
points in Connecticut, Rhode Island and 
Massachusetts, that would apply in lieu 
of higher class rates. 

I. and S. M-8044, Acids—Newark, N.J., 
and New York, N.Y., to Buffalo, N.Y., 
the Commission, Board of Suspension, 
Suspended from December 12 to and 
including July 11, 1956, schedules pub- 
lished in supplement No. 35 to MF-I.C.C. 
No. 2 of Jack’s Express, Inc., Kingsley, 
Pa. The suspended schedules propose 
new motor common carrier commodity 
rates on fatty and stearic acids, minima 
20,000 and 26,000 pounds, from New York, 
N.Y., and Newark, N.J., to Buffalo, N.Y. 


I. and S. M-8045, Brick—Baltimore, 
Md., to New York Area, the Commission, 
Board of Suspension, suspended from 
December 12 to and including July 11, 
1956, schedules published in supplement 
No. 10 to MF-I.C.C. No. 16 of Miller’s 
Motor Freight Service, York, Pa. The 
Suspended schedules propose to establish 





new motor common carrier commodity 
rates on brick, loose or on pallets, mini- 
mum 30,000 pounds, from Baltimore, Md., 
to New York, N.Y., Newark and Jersey 
City, NJ. 

I, and S. M-8046, Liquors, Alcoholic— 
Peoria, Ill., to Savannah, Ga., the Com- 
mission, Board of Suspension, suspended 
from December 13, to and including 
July 12, 1956, schedules published in sup- 
plement No. 19 to MF-I.C.C. No. 145 of 
Central and Southern Motor Freight 
Tariff Association, Inc., agent, Louisville, 
Ky. The suspended schedules propose to 
establish new motor common carrier 
commodity rates on alcoholic liquors, 
minimum 32,000 pounds, from Peoria, 
Ili., to Savannah, Ga. 

I. and S. M-8047, Soap—Bristol, Pa., to 
N.J. and N.Y., the Commission, Board of 
Suspension, suspended from December 
14 to and including July 13, 1956, sched- 
ules published in supplement No. 2 to 
tariff MF-I.C.C. No. 6 of Evans Trans- 
portation, Philadelphia, Pa. The sus- 
pended schedules propose to establish 
new less-truckload common carrier com- 
modity rates on soap, other than liquid, 
from Bristol, Pa., to New York and New 
— points, subject to an aggregating 
rule. 

I, and S. M-8048, Alcoholic Liquors— 
Ky. and O., to Atlanta, Ga. the Com- 
mission, Board of Suspension, suspended 
from December 14 to and including July 
13, 1956, schedules published in supple- 
ment 19 to tariff MF-I.C.C. No. 797 of 
Southern Motor Carriers Rate Confer- 
ence, ag2nt, Atlanta, Ga. The suspended 
schedules propose reduced motor common 
carrier commodity rates on alcoholic liq- 
uors, N.O.I., and wines, N.O.I., minimum 
44,000 pounds, from Cincinnati, O., and 
Louisville, Ky., to Atlanta, Ga. 

I. and S.°M-8049, Tubing—Milwaukee 
to Detroit and Willow Run, Mich., the 
Commission, Board of Suspension, sus- 
pended from December 14 and later, to 
and including July 13, 1956, schedules 
published on first revised page 267-C 
to MF-I.C.C. No. 33 of C. A. Conklin 
Truck Line, Inc., Adrian, Mich.; and in 
supplement No. 48 to MF-I.C.C. No. 792 
of Central States Motor Freight Bureau, 
Inc., agent, Chicago, Ill. The suspended 
schedules propose to establish reduced 
motor carrier commodity rates, in truck- 
loads, on iron or steel tubing, from Mil- 
waukee, Wis., to Detroit and Willow 
Run, Mich. 

I. and S. M-8050, Carbon Dioxide— 
Woodstock, Tenn., to Ohio River Points, 
the Commission, Board of Suspension, 
suspended from December 14 to and in- 
cluding July 13, 1956, schedules published 
in supplement No. 19 to MF-I.C.C. No. 
797, of Southern Motor Carriers Rate 
Conference, agent, Atlanta, Ga. The sus- 
pended schedules propose to establish 
new motor common carrier commodity 
rates on carbon dioxide, solidified (dry 
ice) loose or in packages, 32,000 pounds 
minimum, from Woodstock, Tenn., to 
Cincinnati, O., Evansville, Ind., and 
Louisville, Ky. 

I. and S. M-8051, Pickup Allowance— 
Cincinnati, Louisville, St. Louis, the 
Commission, Board of Suspension, sus- 
pended from December 15 to and includ- 
ing July 14, 1956, schedules as published 
in supplement No. 22 to tariff MF-I.C.C. 
No. 739 of Central States Motor Freight 
Bureau, Inc., agent, Chicago, Ill. The 
suspended schedules propose to establish 
an increased allowance in lieu of pickup 
service when performed by shipper, at 
Cincinnati, O., Louisville, Ky., or St. 


Louis, Mo., on less-than-truckload ship- 
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ments or those moving at any quantity 
rates for account of certain motor com- 
mon carriers. 

I. and S. M-8052, Calcium Carbide— 
Pryor, Okla., to St. Louis, Mo., the Com- 
mission, Board of Suspension, suspended 
from December 15 to and including July 
14, 1956, schedules published in supple- 
ment No. 51 to tariff MF-I.C.C. No. 258 
of Middlewest Motor Freight Bureau, 
agent, Kansas City, Mo. The suspended 
schedules propose a new motor common 
carrier commodity rate on calcium car- 
bide, minimum 20,000 pounds, from Pryor, 
Okla., to St. Louis, Mo., in lieu of the 
present higher class rate. 

I. and S. M-8053, Pulpboard or Fibre- 
board Boxes, K.D.F.—New Haven to 
Mass., the Commission, Board of Sus- 
pension, suspended from December 15 
to and including July 14, 1956, schedules 
published in supplements Nos. 14 and 16 
to MF-I.C.C. No. A-156 of the New Eng- 
land Motor Rate Bureau, Inc., agent, 
Boston, Mass. The-suspended schedules 
propose to establish new or reduce pres- 
ent motor common carrier commodity 
rates on fibreboard or pulpboard boxes, 
K.D-F., other than corrugated, minimum 
28,000 pounds, from New Haven, Conn., 
to five points in Massachusetts. 

I. and S. M-8054, Paints—Louisville 
to Cincinnati, the Commission, Beard 
of Suspension, suspended from December 
15 to and including July 14, 1956, sched- 
ules published in supplement No. 74 to 
tariff MF-I.C.C. No. 776 Of Central 
States Motor Freight Bureau, Inc., Agent, 
Chicago, Ill. The suspended schedule 
proposes to establish a reduced motor 
common carrier commodity rate on 
paints and paint materials, minimum 
20,000 pounds, from Louisville, Ky., to 
Cincinnati, O. 

I. and S. M-8055, Aluminum Ingots— 
Cleveland to Anderson, Ind., the Com- 
mission, Board of Suspension, suspended 
from December 15, to and including July 
14, 1956, schedules published on fourth 
revised page No. 76-B, of tariff MF-I.C.C. 
No. A-111, of Transamerican Freight 
Lines, Inc., Detroit, Mich. The sus- 
pended schedules propose to establish a 
new motor common carrier commodity 
rate of 51-cents, minimum 30,000 pounds, 
to alternate with the present rate of 63 
cents, minimum 20,000 pounds. 

I. and S. M-8056, Foil—Louisville to 
St. Louis, the Commission, Board of Sus- 
pension, suspended from December 15 to 
and including July 14, 1956, schedules 
published in supplement No. 74 to tariff 
MF-I.C.C. No. 776 of Central States Motor 
Freight Bureau, Inc., agent, Chicago, Il. 
The suspended schedules propose to es- 
tablish new motor common carrier com- 
modity rates on foil and foil wrappers, 
minimum 20,000 pounds, from Louisville, 
Ky., to St. Louis, Mo., in lieu of present 
class rates. 

I. and S. M-8057, Pickup Allowance— 
Toledo—Illinois Territory, the Commis- 
sion, Board of Suspension, suspended 
from December 15 to and including July 
14, 1956, schedules as published in sup- 
plement No. 22 to tariff MF-I.C.C. No. 
739 of Central States Motor Freight Bu- 
reau, Inc., agent, Chicago, Ill. The sus- 
pended schedules propose to establish 
an increased allowance in lieu of pickup 
service when performed by shipper in the 
Toledo, O., area on shipments moving 
at less-truckload or any-quantity rates 
to points in Illinois, Kentucky and Mis- 
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souri for account of Shippers Dispatch, 
Inc., or certain other carriers. 

I. and S. M-8059, Paper—Indianapolis 
to Chicago, the Commission, Board of 
Suspension, suspended from December 15 
to and including July 14, 1956, sched- 
ules published in supplement No. 74 to 
tariff MF-I.C.C. No. 776 of Central 
States Motor Freight Bureau, Inc., agent, 
Chicago, Ill. The suspended schedule 
proposes to establish a new motor com- 
mon carrier commodity rate on matrix 
or stereotype paper, minimum 20,000 
pounds, from Indianapolis, Ind., to Chi- 
cago, Ill., in lieu of a higher class rate. 

I. and S. M-8060, Various Commodi- 
ties—Transamerican Freight Lines, the 
Commission, Board of Suspension, sus- 
pended from December 15 to and in- 
cluding July 14, 1956, schedules pub- 
lished on first and second revised pages 
No. 89-A and on eleventh revised page 
No. 94 to tariff MF-I.C.C. No. A.-107 of 
Transamerican Freight Lines, Inc., De- 
troit, Mich. The suspended schedules 
propose new motor common carrier 
commodity rates on copper cable or wire 
and steel conduits, minimum 30,000 
pounds, from Hillside, N.J., to Pitts- 
burgh, Pa., and, on brass, bronze or 
copper hardware, less-truckloads, and 
truckload minimum 23,000 pounds, from 
Waterbury, Conn., to Buffalo and Lock- 
port, N.Y., in lieu of present higher 
class rates. 

I. and S. M-8061, Tire Treads—Muncie, 
Ind., to Chicago, Ill., the Commission, 
Board of Suspension, suspended from 
December 15 to and including July 14, 
1956, schedules published in supplement 
No. 74 to tariff MF-I.C.C. No. 776 of 
Central States Motor Freight Bureau, 
Inc., agent, Chicago, Ill. The suspended 
schedule proposes to establish a new 
motor common carrier commodity rate 
on tire treads, minimum 30,000 pounds, 
from Muncie, Ind., to Chicago, IIll., to 
alternate with the present commodity 
rate, minimum 20,000 pounds. 

I. and S. M-8062, Shoes—Manchester, 
N.H., to Manhattan, N.Y., the Commis- 
sion, Board of Suspension, suspended 
from December 15 to and including July 
14, 1956, schedules published in MF- 
I.C.C. No. 56 of Robert’s Express, Inc., 
Manchester, N.H. The suspended sched- 
ules propose new motor common carrier 
commodity rates, less-than-truckload 
and truckload from Manchester, N.H., 
to Manhattan, N.Y., on boots and shoes, 
including rubber footwear. 


COMMISSION ORDERS 





Method and Form of Records to be Kept 
by Carriers Relating to Time on Duty of 
Employees and Movement of Trains. Form 
of records desired to be kept by Seaboard Air 
Line R.R. Co., embodying information addi- 
tional to that prescribed by the Commission. 
and entitled “Time Return and Delay Report 
of Engine and Train Employees,” Road Train- 
men—Form 412-R, Road Enginemen—Form 
655-R, Yard Trainmen—Form 412-Y, and Yard 
Enginemen—Form 655-Y, approved. 

7 * ” 


No. 31748, R. J . Funkhouser & Co. v. 
A. G. S., et al.; No. 31748, Sub. 1, Central 
Commercial Co. v. Same. Complaint in No. 
31748 amended to name Piedmont & Northern 
Ry. Co., Savannah & Atlanta Ry. Co., and 
Winston-Salem Southbound Ry. Co., as addi- 
tional defendants theretp. Defendants’ mo- 
tion to dismiss complaints overruled. 

* . 


No. 31861, Houston Port Bureau, Inc. v. 


K. C. S., et al. Order of Sept. 9, insofar 
as it directed modified procedure, vacated. 
Complaint dismissed at complainant’s re- 
quest. 

* * * 

I. & S. 6496, Stop-Off in Transit—New 
England to N.Y. and N.J. Respondent’s peti- 
tion for vacation of suspension order denied. 

” a 7 


MC-11185, Sub. 79, J-T Transport Co., Inc. 
Telegraphic request of USAC Transport, Inc. 
for postponement for ten days of issuance 
of operating authority until a petition for 
reconsideration and petition for considera- 
tion thereof under Rule 101(e) can be filed, 
denied. 

o * * 

MC-44345, Sub. 5, Mount Vernon Transrer 
Co.; MC-111181, Sub. 1, Coastline Transpor- 
tation Co., Inc.; MC-114147, Sub. 2, Roy H 
Sandberg. Applications dismissed at appli- 
cants’ requests. 

* * * 

MC-C-1619, Inland Motor Freight Lines, 
Inc.—Revocation of Certificates. Compliance 
date of order of July 26 further postponed 
to Jan. 10, 1956. 


* * - 


Respondents having canceled suspended 
schedules under special permission, the Com- 
mission has issued orders discontinuing the 
proceedings in the following: 

. & S. M-6413, Cotton Goods—N.C. to 
Wilmington, N.C. 

I. & S. M-7245, Paints—Chicago & Mil- 
waukee to Fargo, W. Fargo, N.D. & Moore- 
head, Minn. 

I. & S. M-7445, Floor Covering—Official 
Territory. 

I. & S. M-7605, Floor Coverings, Etc.—N.J. 
& Pa. to Ia. & Neb. 

I. & S. M-7609, Paper—Hartsville, S.C. to 
O. Points. 

I. & S. M-7613, Pine Oil—Pensacola, Fla. to 
New Orleans, La. 

I. & S. M-7695, Petroleum Jelly—The Emery 
Transportation Co. 

I. & S. M-7709, Lithographed Tin or Terne 
Plate—Within Cent. Terr. 

I. & S. M-7711, Candy—Loring, Kan. to 
Baltimore, Md. and Richmond, Va. 

I. & S. M-7713, Liquors, Beverages—Golden, 
Colo. to Kan. 

I. & S. M-7721, Steel Containers—Balti- 
more, Md. to Lexington, Va. 

I. & S. M-7725, Furniture—St. Louis, Mo. 
to Ill. 

I. & S. M-7741, Insulators—Baltimore, Md. 
to Raleigh, N.C. 

I. & S. M-7755, Rubber—Southern Ports to 
the North. 

I. & S. M-7761, Glassware—Mad. to Ill. 

I. & S. M-7763, Wire and Electric Cable— 
Warren, O. to Rochester, N.Y. 

I. & 8S. M-7765, Springs, N.O1I., Etc.— 
Chicago to New York. 

I. & S. M-7773, Lamps—Cincinnati, O. to 

y. 

I. & S. M-7775, Spacers—McLain Trucking, 
Inc. 

I. & S. M-7781, Scrap Metals—Billings, 
Mont. to Chicago, Ill. 

I. & S. M-7783, Grain Flour—Omaha, Neb. 
to Indianapolis, Ind. 

I. & S. M-7789, Multiple Shipments—Flour 
—New Brunswick to N.Y. 

I. & S. M-7797, Textile Products—Malone 
Freight Lines, Inc. 

I. & S. M-7809, Petroleum—Between Ash- 
land, Ky. and Findlay, O. 

I. & S. M-7815, Plumbers Earthenware— 
From N.J. to Pa. and Va. 

I. & S. M-7827, Distribution Rates—Young- 
blood Truck Lines, Inc. 

I. & S. M-7851, Paper & Paperboard—Fla. 
to Ala., Ga., La., Miss. 

I. & S. M-7853, Fresh or Frozen Meat Pies 
as Packing House Products. 

I. & S. M-7869, Bed Comforts, Quilts— 
Holyoke, Mass, to N.Y. 
- 7 > 

I. & S. M-7798, Motor Vehicles—Boat— 
Truckaway Detroit and East. Suspension 
order of Sept. 22 vacated as of Dec. 16, inso- 
far as it suspended operation of schedules 
designated therein, but proceeding of investi- 
gation of schedules to continue. 


MC-F-5139, Robert J. Gisinger—Control, 
Cortland Fast Freight. Inc.—Purchase—H. J. 
Korten, Inc.; MC-F-5178, Same—Investiga- 
tion of Control—Cortland Fast Freight, Inc. 
and H. J. Korten, Inc. Order of June 15. 
1954, as modified, further modified to post- 
pone effective date of first ordering paragraph 
thereof to Jan. 16, 1956, and effective date of 
second ordering paragraph thereof to Jan. 
31, 1956 


MC-F-5997, R. C. Williams—Control; R. C. 
Williams, Inc.—Purchase (Portion)—Western 
Truck and Supply Co., Inc. Temporary au- 
thority granted by order of June 22 to remain 
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in effect until permanent authority app!.ca- 
tion is finally determined. 
> * 

Method and Form of Records to be Fept 
by Carriers Relating to Time on Duty of 
Employees and Movement of Trains. Form 
of records desired to be kept by the Ashley, 
Drew & Northern Railway Company, em 
bodying information additional to that pre 
scribed by the Commission, and entitle 
“Time Return and Delay Report of Engine 
and Train Employees,” AD&N Form 163 Rey, 
approved. 


* * «* 

29658, Great Lakes Steel Corp. v. C. & E. 1 
31028, Same v. C. M. St. P. & P. Complaints 
dismissed at complainants’ requests. 


MC-55905, Sub. 77 TA, West Coast Fast 
Freight, Inc. Restriction pertaining to ship- 
ments being destined to points in California 
deleted from order of Oct. 18. 

- * * 


MC-113862, Sub. 1, I. B. Nielsen Extension— 
Washington. Effective date of recommended 
order stayed pending further order of the 
Commission. 

* * * 


MC-C-1331, Merchandise—Mixed Truckloads 
—East. Effective date of order of Apr. 4 
further postponed until Mar. 1, on not less 
than 20 days’ notice. 


~ * * 


MC-C-1818, Non-Application Joint Line 
Rates—Clairmont Transfer Co.; I. & § 
M-7049, Photo Flash Lamps—To Indianapolis; 
I. & S. M-7154, Pool Truck Distribution Rates 
—From Mt. Vernon, N.Y. Effective date of 
recommended orders postponed to Dec. 15. 

~ * 7 


a 
I. & S. M-7920, Alcoholic Liquors—Lavw- 
renceburg to Rochester & Syracuse. Re- 
spondent’s petition for vacation of suspen- 
sion order, denied. 
* a > 


No protests having been filed to an order 
adopting pipe line valuation, the Commission 
has issued a notice that its valuation in 
Valuation 1361 has been adopted. 

* * + 


No. 31116, Virginia Concrete Masonry Assn. 
et al. v. B. & O., et al. Defendants directed 
to pay reparation to Roanoke-Webster Brick 
Co., Inc., on or before Jan. 20, 1956. 

” ~ . 


No. 31116, Virginia Concrete Masonry Assn., 
et al. v. B. & O., et al. (Supplemental) De- 
fendants directed to pay reparation to Boston 
ae Products Co. on or before Jan. 19 
1956. 


Applications having not been the subject 
of formal hearings and the applicants having 
requested dismissal of their applications, the 
Commission has issued orders dismissing the 
applications in the following: 

MC-85880, Sub. 3, W. A. “Bill’’ Beebe. 

MC-95876, Sub. 7, Anderson Trucking Serv- 
ice, Inc. 

MC-101075, Sub. 33, Transport, Inc. 

f MC-103880, Sub. 147, Producers Transport 
ne. 

MC-115501, Frank Mowczan. 

MC-105920, Sub. 5, Squaw Transit Co. 

MC-111717, Sub. 11, Tractor Transport, Inc 

MC-115326, Sub. 1, J & M Enterprises, Inc 


MC-C-1835, Whitehouse Trucking, Inc. ¥ 
Pre-Fab Transit Co. Defendant’s motion t 
dismiss complaint overruled. 

~ 7 - 


MC-F-5501, R. B. and C. B. Gotfredson— 
Control; Transamerican Freight Lines, Inc.— 
Purchase—Harvey L. Williams. Applicants’ 
petition for reconsideration, including re- 
quest for oral argument, denied. 

* * 7 

No. 30710, Rath Packing Co. et al. v. Ahna- 
pee & Western Ry. Co., et al. Time for filing 
petitions under rule 101 of general rules of 
practice seeking change in decision, order 0 
requirement of Commission in proceedings. 
extended to February 13, 1956. 


No. 31462, Ansul Chemical Co. v. Atchison, 
Topeka & Santa Fe Ry. Co., et al. Peti‘ion 
of defendants for recons‘deration denied 

+ 7 + 


No. 31826, Kopelove Iron & Metal Cc V. 
Baltimore & Ohio R.R. Co. et al. Comp): int 
dismissed. 


I. & S. 6371, Lumber & Forest Prod: *ts, 
from Colorado, New Mexico, Utah. Resp 214- 
ent, under special permission, having « led 
schedules effective December 10, cance ing 
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schedules under suspension, proceeding dis- 
continued. 
* » * 

I. & 8S. 6508, Heater Service—Trailers on 
Flat Cars. Respondent, under special per- 
mission, having filed schedules effective No- 
vember 29, canceling schedules under sus- 
pension, proceeding discontinued. 

* * 


I. & S. M-7580, Pulpboard, Philadelphia to 
Beacon, N.Y.; I. & S. M-7628, Assembling & 
Distribution Rates—Vent’s Express; I. & S. 
M-7638, Lithographed Tin or Terne Plate— 
Official & Central Territory; I. & S. M-7676, 
Paper Articles, Kalamazoo to Indiana; I. & S. 
M-7680, Batteries—Milwaukee, Wis. to South 
Bend, Ind.; I. & S. M-7694, Glassware— 
Lancaster, Ohio to St. Louis, Mo.; I. & S. 
M-7696, Roofing Material—Between Texas 
Points; I. & S. M-7710, Salt—Ojibway, Ont., 
Canada to Ill., Ind. & Ohio; I. & S. M-7714, 
Iron & Steel—Cleveland, Ohio to Hamilton, 
Ont.; I. & S. M-7716, Elimination of Pier 
Delivery Charges—At Hoboken, N.J.; I. & S. 
M-7722, Tile, Flooring—Joliet, Ill. to Kansas 
City, Mo.; I. & S. M-7728, Glassware—Lan- 
caster, Ohio to E. St. Louis, Ill. & St. Louis, 
Mo.; I. & S. M-7738, Books—Between New 
York, N.Y. & Fairlawn, N.J.; I. & S. M-7748, 
Iron & Steel Castings—Chicago to Saginaw. 
Respondents, under special permission, hav- 
ing filed schedules canceling schedules under 
suspension, proceedings discontinued. 

* * cd 


I. & S. M-7604, Steel Springs—Logansport, 
Ind. to St. Louis, Mo.; I. & S. M-7732, Mixing 
Rule on Soap—Bristol, Pa. to N.J. & N.Y.; 
I. & S. M-7794, Various Commodities—New 
York & New Jersey Area; I. & S. M-7801, 
Meats—Madison, Wis. to the East; I. & S. 
M-7810, Fibreboard Boxes—Kansas City, Mo. 
to Colorado; I. & S. M-7812, Iron or Steel 
Castings—Chicago to Terre Haute. Respond- 
ents required on or before 40 days from 
December 6, to cancel schedules, on not less 
than one day’s notice. Proceedings discon- 
tinued. 

a * * 

MC-31600, Sub. 376, P. B. Mutrie Motor 
Transportation Inc.; MC-110190, Sub. 26, 
Penn-Dixie Lines, Inc. Applications dis- 
missed. 

co * * 

MC-59531 R-2, Auto Convoy Co. Order of 

December 5 vacated and set aside. 
a * * 

MC-74922, Sub. 1, Highbridge Van Co., Inc. 
Applicant’s motion to dismiss the application 
dated March 11, 1955, overruled. 

* + * 


MC-115716-R, Denver - Limon - Burlington 
Transfer Co. Application denied. 
= ~ * 


No. 31616, Bona Allen, Inc. v. A. & §S., 
et al. Defendants’ motion to hold proceed- 
ing in abeyance pending determination of 
other proceedings overruled. Time for filing 
and serving defendants’ statements of facts 
and argument under modified procedure 
extended to Jan. 16, 1956. 

* * ~ 

193 TA, Kenosha Auto 
Transport Corp. Denial order of Oct. 3 
vacated. Applicant authorized to operate 
temporarily when conditions have been met. 

oe * * 

MC-108207, Sub. 26, Frozen Food Express 
Extension—Calif. Applicant’s petition for 
reconsideration denied. 

a * * 


MC-108703, Sub. 16, Lee & Eastes, Inc., 
Extension—Sugar. Applicant’s petition for 
reconsideration denied. 

* * * 

MC-C-1052, Transportation Activities of 
Arrowhead Freight Lines, Ltd. Compliance 
date of cease and desist order of May 17 
further postponed from Dec. 15 to Feb. 1, 
1956. Compliance date to institute and 
thereafter maintain reasonably continuous 
and adequate express service further post- 
poned from Dec. 15 to Feb. 1, 1956. Require- 
ment that respondent, on or before July 26, 
file with Commission and serve on all par- 
ties of record verified statements of action 
taken to effect compliance further postponed 
from Jan. 10, 1956, to Feb. 28, 1956. 

* *” * 

MC-C-1562, Home Transfer & Storage Co., 
Investigation of Operations. Compliance date 
of cease and desist order of June 30 further 
Postponed from Dec. 15 to Jan. 30, 1956. 


Respondents having canceled the suspended 
schedules under special permission, the Com- 
mission has issued an order discontinuing 
the proceedings in the following: 

I. & §S. M-7750, Tile—Chicago, Ill., to 
Meadowlawn, Ky. 

I. & S. M-7752, Import Casein—Charleston, 
S.C. to O. & Mich. 

I. & S. M-7754, Alcoholic Liquors—Mass., 
N.Y., & Md., to Fla. 


MC-30837, Sub. 


I. & S. M-7756, Rock Salt—Ojibway, Ont., 
Canada to Mich. 

I. & S. M-7776, Reductions, Various—At- 
lantic Freight Lines, Inc. 

I. & S. M-7782, Coal Tar Residue—Fox, Ala., 
to Jackson, Miss. 

I. & S. M-7784, Floor Mats—Nashville, Tenn. 
to Charlotte, N.C. 

I. & S. M-7786, Class Rates—St. Louis to 
Chicago. 

I. & S. M-7790, Grain Flour—Davenport, Ia. 
to Chicago, Ill. 

I. & S. M-7802, Waste Paper—Lincoln, Neb., 
to Kansas City, Mo. 

I. & S. M-7814, Goat Hair—New York Piers 
to Philadelphia. 

I. & S. M-7852, Petroleum Products—From 
Jacksonville, Fla. 

Oo ~ ~ 


MC-F-5574, L. M. Voss—Control; Voss 
Truck Lines, Inc.—Purchase (Portion)—Best 
Motor Lines; Frank E. Bacon and Roy A. 
Griffiitts—Control; M & D Motor Freight 
Lines, Inc.—Purchase (Portion)—Best Motor 
Lines. Applicants’ petition for reconsideration 
denied. 

* * * 

MC-F-5674, C. J. Neuendorf, et al.—Con- 
trol; Neuendorf Transportation Co.—Pur- 
chase—Albrent Freight and Storage Corp.; 
MC-F-5678, Joseph J. Dahm, et al.—Control; 
Clintonville Transfer Line, Inc.—Control and 
Merger—Albrent Freight and Storage Corp. 
Protestant’s petition for reconsideration of 
order of July 1 denied. Order of July 1 made 
effective as of Dec. 5. e 

a 

MC-F-6071, Baggett Transportation Co.— 
Purchase (Portion)—Holloway Transfer Co., 
Inc. Petition of Atlanta-New Orleans Motor 
Freight Co., Inc., et al. to cancel hearing 
now assigned denied, and motion to dismiss 
application under section 5 of Interstate 
Commerce Act overruled. 

e ok * 

MC-F-6134, R. A. Brown, et al.—Control— 
Dyer-O’Hare Hauling Co. Application under 
section 210a(b) denied. 

~ * x 

MC-FC-58300, Borah Truck Line, Inc., 
Transferee, and W. L. Borah, Transferor. 
Order of July 25 vacated. Transfer of certain 
operating rights authorized subject to con- 
ditions. 

* * x 


MC-FC-58494, Claude Bundy, Transferee, 
and G. B. Morgan and Son, Transferor. Order 
of Oct. 14 vacated. Transfer of certain 
operating rights authorized subject to con- 
ditions. 


* * * 


I. & S. 6491, Pipe, Official and Southern 
Territories to Southwest. Suspension order 
of Oct. 20 vacated as of Dec. 17, insofar as 
it suspended operation of schedules desig- 
nated therein, but proceeding of investigation 
= nas to continue in full force and 
effect. 


ORDERS STAYED 


Notice of stay of the order in each of 
the proceedings shown below, in accord- 
ance with section 17(8) of the interstate 
commerce act has been issued by the 
Secretary of the Commission. Section 
17(8) provides for stay of a decision or 


order of an individual commissioner, a 
division, or a board until action has been 
taken on petitions for rehearing, reargu- 
ment or reconsideration filed before the 


effective date of the order. The Com- 
mission’s Secretary issues such notice 
under a delegation of authority by the 
Commission. 





I. & S. 6338, Cough Medicine—Atlanta to 
Pacific Coast. Order of Nov. 1 stayed pend- 
ing disposition of protestants’ petition for 
reconsideration. 

” * * 

I. & S. 6344, Autos—Barge Proportional— 
Evansville to Guntersville. Order of Oct. 21 
stayed pending disposition of respondent’s 
petition for reconsideration and rehearing. 

* * * 

MC-F-5563, H. L. & F. McBride—Purchase 
—Empire Milk Trucking Corp. (Irving Klein, 
Trustee). Order of Oct. 28 stayed pending 
disposition of petitions of C. & E. Trucking 
Corp., et al., and P. B. Mutrie Motor Trans- 
portation, Inc. for reconsideration. 

* * + 

MC-112713, Sub. 59, Yellow Transit Freight 
Lines, Inc., Extension—Ford Plant. Effec- 
tive date of Recommended Order of October 
19, 1955, stayed pending further order of 
Commission. 

* *~ * 


I. & S. M-4450, Liquor—From, To and Be- 
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tween Official Territory. Order of Oct. 31 
stayed pending disposition of respondents’ 
petition for reconsideration. 

* * * 


I. & S. M-6274, Candy, Foodstuffs—Morrow, 
Inc. Order of Oct. 28 staved pending dis- 
position of respondent’s petition for recon- 
sideration. 


Applications 
and Petitions 


Three Truck Lines Petition 
Commission to Reopen Its 
Motor All-Commodity Case 


Three motor carriers have filed 
a petition in MC-C-1331, Merchan- 
dise—Mixed Truckloads—East, ask- 
ing the Commission to set aside its 
order of October 25, which denied 
their petitions for reconsideration 
and reopening of the decision in the 
proceeding. 


The petitioning carriers are Midwest 
Haulers, Inc., of Toledo, O., Rickenbacker 
Transportation, Inc., of Pittsburgh, Pa.., 
and Robert E. Sullivan, doing business 
as Sullivan Lines, of Philadelphia, Pa. 

They asked the Commission to reopen 
MC-C-1331 and to assign it for further 
hearing, or, in the alternative, to vacate 
its order of November 14 which fixed the 
effective date of January 2, 1956, for the 
Commission’s decision and order in that 
proceeding of April 4, 1955, (T.W., Dec. 
3, p. 51). The petitioners further asked 
that the report and order of April 4 be 
held in abeyance insofar as it applied 
to MC-C-1331, pending determination 
and further hearing of No. 31006, Eastern 
Central Motor Carriers Association, Inc. 
v. Akron, Canton & Youngstown Rail- 
road Co., et al. a rail mixed carload 
commodity case. 


By an order issued late December 8 in 
MC-C-1331, the Commission, by Com- 
missioner Johnson, further postponed 
the effective date of its order of April 4 
from January 2, 1956, to March 1, 1956, 
on 20 days’ notice. It said certain re- 
spondents had requested a further post- 
ponement. 


In a consolidated report issued last 
April in the two aforementioned pro- 
ceedings and in I. and S. M-3900, Vari- 
ous Commodities in West and South, the 
Commission, on reconsideration, changed 
the basis for prescription of the involved 
motor all-commodity rates from a basis 
made 45 per cent of the contemporane- 
ous motor carrier truckload first class 
rates, to a basis made 45 per cent of 
the permanent rail No. 28300 first class 
rates, including the increases authorized 
in Ex Parte 175, Increased Freight Rates, 
1951 (T.W., Nov. 26, p. 54). 


‘Grievous Inequities’ 


“We have endeavored to show your 
Commission, whether realized or not,” 
said the three motor carrier petitioners, 
“that you have created a situation, by 
the reopening of the rail case and plac- 
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ing an effective date in the motor carrier 
case, that has perpetrated upon the re- 
spondents grievous inequities that will 
prevent them from effectively competing 
with the railroad competitors. 

“Petitioners have believed throughout 
these entire proceedings, which have 
been considered jointly and handled to- 
gether by your Commission, that the 
purpose was to establish and maintain 
reasonable charges for transportation 
services with recognition being given 
to the inherent advantages to each 
transportation facility, giving due con- 
sideration to section 15a of the act. By 
your actions here complained of, you 
have created greater inequities than 
have ever previously existed. 

“By your order reopening the rail 
case, respondents are tied to the rail 
level of rates, which rates will effectively 
be beyond the control of your Commis- 
sion until the final determination of the 
reopened No. 31006. - In the meantime, 
the respondents are at the mercy of the 
railroads. 

“Administrative fairness dictates that 
respondents should remain in status quo 
until the final determination in No. 
31006. This may be accomplished either 
by the reopening of MC-C-1331, or by 
vacation of the order of November 14, 
1955, which has fixed an effective date 
of January 2, 1956.” 





1.C.C. Is Asked to Resolve 
Issues in Carrier Groups’ 
‘Participation’ Proceeding 
Although it says it is opposed to 
the issuance of a mandatory order 
in Ex Parte No. 194, Participation by 
Associations of Carriers and Freight 
Forwarders in Proceedings Before 
the Commission, the Aircraft Indus- 
tries Association of America, Inc., 
has asked the Commission to resolve 
the issues under consideration in the 
proceeding and adopt the recom- 
mended findings of the examiner. 


As stated by the Commission in its 
notice of proposed rule-making, the as- 
sociation said, this proceeding was insti- 
tuted because questions had arisen re- 
specting the participation of associations 
of carriers and freight forwarders in 
proceedings before the Commission. As 
the basis for discontinuing the proceed- 
ing, the Commission concluded that no 
good cause had been shown for the issu- 
ance of a report or a mandatory order 
(T.W., Nov. 26, p. 18). 


The association said it agreed that a 
mandatory order should not be issued, 
but urged that a report be issued with 
findings based on findings proposed by 
the examiner. 


In his proposed report, Examiner O. L. 
Mohundro recommended, among other 
things, that practices of associations 
should be “corrected” by a condition in 
all section 5a proceedings in which rate 
agreements are approved that would pro- 
hibit the association (or agent by what- 
ever name called) or employes thereof, 
from requesting suspension or filing com- 
plaints against rates and tariffs of the 


principals, member carriers. He further 
recommended finding that the rule pro- 
posed was unduly restrictive and of 
doubtful legality, and said that it should 
not be promulgated. 

The questions respecting the participa- 
tion of carrier associations were “live 
and important questions today,” the as- 
sociation said. 

“Their solution has not been accom- 
plished by the bare dismissal of this pro- 
ceeding,” it said. “Diametrically opposed 
views have created issues which we sub- 
mit the Commission should resolve. 

“The issues are neither academic nor 
local in character, but of national inter- 
est. Both the Department of Justice and 
the, National Industrial Traffic League, a 
nationwide organization of shippers, 
have repeatedly urged the unlawfulness 
of carrier-association practices which vio- 
late section 5a(6) of the interstate com- 
merce act. 

“The extent to which this practice is 
followed is indicated in a news release 
from the Commission’s office dated Janu- 
ary 10, 1955, disclosing that the number 
of investigation and suspension proceed- 
ings involving motor carrier rates had 
grown from an average of eight per 
month in 1947 to 78 per month in 1953 
and to over 100 per month in the fore- 
part of 1954. These investigations in- 
volve the questions brought into issue in 
the instant proceeding. 


“As a further indication of the wide- 
spread interest in the instant proceed- 
ing is a list of those who have partici- 
pated. This list was distributed by the 
Commission on November 16, 1954, and 
contains 91 names. Also indicative of its 
importance is the examiner’s proposed re- 
port which embraces 39 sheets. 

“The failure to issue a report, we sub- 
mit, is a violation of the provisions of 
section 14(1) and 204 (70)(d) of the in- 
terstate commerce act.” 





Rehearing, Reconsideration 
In Ex Parte No. 175 Sought 
By Utah Agency, Rate Group 


Asserting that the increases fixed 
by the Commission in Ex Parte No. 
175, Increased Freight Rates, 1951, 
for interstate traffic were not just 
and reasonable but were unjust and 
contrary to the law, the Public Serv- 
ice Commission of Utah and the 
Utah Citizens Rate Association have 
asked the Commission to delay its 
order requiring increases in Utah in- 
trastate rates to the Ex Parte No. 
175 interstate level. and rehear and 
reconsider the issues in Ex Parte 
No. 175. 

The findings of the Commission in 
No. 31484, Utah Intrastate Freight Rates 
and Charges, to the effect that the 
amounts and percentages by which in- 
terstate freight rates and charges be- 
tween points in Utah and points in other 
states were increased, as authorized by 
Ex Parte No. 175, were just and reason- 


able, was contrary to the evidence and 
to the law, the petitioners said. 


The increases fixed in Ex Parte No. 
175 were unjust and contrary to law, 
the petitioners said, because the order in 
Ex Parte No. 175 granted “flat, horizon- 
tal percentage increases on all freight 
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rates with certain restricted exceptio1 s 
without regard to whether or not certair 
rates were too low or too high before said 
increase, without regard to whether cr 
not certain rates were contributing more 
or less than their share to the railroad 
earnings, and without regard to whether 
the increases granted created discrimi- 
nation and hardship as prohibited by 
the interstate commerce act.” 


In its report and order in No. 31484, 
the Commission required increases in 
Utah state rates, with exceptions in in- 
creases in which the Commission said 
the state rates were as high as corre- 
sponding interstate rates including Ex 
Parte No. 175, to the level of the inter- 
state rates. It allowed the Utah Com- 
mission 30 days in which to permit the 
increases, after which the I.C.C. said it 
would enter an order requiring the in- 
creases should the Utah Commission 
fair to permit the increases. 


In the instant petition, the petitioners 
said the Commission’s conclusions and 
findings were unsupported by any sub- 
stantial evidence introduced either be- 
fore the I.C.C. or before the Utah com- 
mission and were contrary to the weight 
of the evidence in the case in that the 
petitioning railroads had presented no 
evidence of any kind on which the I.C.C. 
could base the findings. 


The petitioners asked that the order ' 


in No. 31484 to the effect that the rates 
sought would become effective by order 
of the I.C.C. unless the Utah commis- 
sion, within 30 days, allowed them to 
become effective under authority of the 
Utah commission, immediately be va- 
cated pending the final determination of 
the petition. 


They asked further that the Commis- 
sion’s order in Ex Parte No. 175 be an- 
nulled and set aside and that the Com- 
mission rehear and reconsider the issues 
involved. 


FINANCE APPLICATIONS 


No. 19141 (amended), Pennsylvania Rail- 
road records the acceptance of a bid of 
99.0606 per cent of the principal, at a divi- 
dend rate of 314 per cent, of Salomon Bros. 
& Hutzler and associates, with respect to its 
Series EE equipment trust certificates in the 
amount of $11,595,000. 

+ ae * 

No. 19163, Ryder System, Inc., asks author- 
ity to assume obligation with respect to a 
note for $20,000 in connection with its appli- 
cation to purchase all the issued and out- 
standing stock of the Emmott-Valley Trans- 
portation Co. 


* * * 


No. 19170, New York, New Haven & Hart- 
ford Railroad Co. asks authority to issue a 
promissory note not exceeding $10,000,000 
to the Chase Manhattan Bank, and to pledge 
certain securities as collateral. It said the 
proceeds would be used in connection with 
rehabilitating its property damaged by floods 
in August and October. 


* * * 


No. 19172, Consolidated Freightways, Inc., 
Portland, Ore., asks authority to issue 37,199 
shares of its capital stock to Silver Flee 
Motor Express, Inc., in exchange for all o! 
the outstanding stock of Silver Fleet Motor 
Express. 

of * a 

MC-F-6152, United Van Lines, Inc., an 
193 other persons, firms, and corporation: 
ask authority for identical practices an 
relationships involving division of traffi 
services and or net earnings, as we 
granted United Van Lines, Inc., and its othe 
carrier-agents in MC-F-4901, United Va 
Lines, Inc.—Pooling, with stated exception 
as to percentages of gross transportatio 
revenue to be paid carrier-agents. 

* * 7” 


MC-F-6154, Braswell Motor Freight Line: 
Inc., El Paso, Tex., asks authority to acquir 


ues 


he 
ith 
ds 
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control of D. C. Hall Co., Fort Wayne, Tex., 
through ownership of capital stock, or other- 
al + a oe 

MC-F-6155, Babcock & Lee, Billings, Mont., 
asks authority to purchase certain operat- 
ing rights and property of Roundup Transit 


Co., Roundup, Mont., and temporarily to 
operate. 

* * * 
MC-F-6156, Beard-Laney, Inc., Camden, 


S.C., asks authority to purchase certain op- 
erating rights of Hagler Truck Co., Augusta, 
Ge. * * a 

MC-F-6157, Deaton Truck Lines, Inc., Bir- 
mingham, Ala., asks authority to purchase 
all of the common stock of Capitol Freight 
Lines, Inc., Memphis, Tenn., or in the alter- 
native, purchase its operating rights. 

7 


MC-F-6158, The Greyhound Corporation, 
Chicago, Ill., asks authority to purchase 
certain operating rights of Gulf Transport 
Co., Mobile, Ala. 





MOTOR RIGHTS APPLICATIONS 


Information from digests of applica- 
tions of motor carriers of property for 
operating rights, as made public by the 
Commission, appears below. Applications 
for authority to purchase operating rights, 
merge properties or franchises, acquire 
control, lease, or to operate temporarily 
are digested elsewhere untier the caption 
“Finance Applications.” 


RR 


MC-200, Sub. 187, Riss & Co., Inc., Kansas 
City, Mo. Common carrier, transporting 
general commodities, with exceptions, be- 
tween Detroit, Mich., and the Ford Motor 
Co. plant near Wixom, Mich., over a specified 
route, serving no intermediate points. 

MC-2815, Sub. 15, Penntruck Co., Inc., Chi- 
cago, Ill. Common carrier, transporting gen- 
eral commodities, including commodities of 
unusual value, Class A and B explosives, 
household goods, commodities in bulk, and 
those requiring special equipment, between 
Jeffersonville, Ind., and Charlestown, Ind., 
from Jeffersonville over Indiana Highway 62 
to Charleston, serving intermediate and off- 
route points which are stations of the Penn- 
Sylvania Railroad Co. 

MC-4409, Sub. 10, R. & H. Corporation, 
New Kensington, Pa. Contract carrier, over 
irregular routes, transporting fibreboard 
boxes and containers from Clarion, Pa., to 
Huntington, Charleston and Fairmont, W.Va., 
and Bridgeton, N.J., and bottle moulds, be- 
tween Clarion, Pa., on the one hand, and, 
on the other, Charleston, W.Va., and’ Bridge- 
ton, N.J. 

MC-13712, Sub. 8, Leslie C. Roe and Irene 
G. Roe, dba Roe Movers, Poughkeepsie, N.Y. 
Common carrier, over irregular routes, trans- 
porting business machines, uncrated, ma- 
chine models, including supplies, parts, tools, 
and equipment in connection therewith, and 
household goods, between Poughkeepsie, 
N.Y., and points in New York within 50 
miles thereof, on the one hand, and, on 
the other, points in Conn., Ga., Md., N.H., 
N.Y., R.1., Vt., W.Va., Del., Fla., Me., Mass., 
N.J.. Pa., 8.C., Va., N.C., and D.C. 

MC-17226, Sub. 9, Fruit Belt Motor Service, 
Inc., Chicago, Ill. ‘Contract carrier, over 
irregular routes, transporting (1) machinery, 
parts, materials and supplies, used in the 
manufacture, shipping or operation of house- 
hold laundry machines, stoves and ranges, 
(a) between Hamilton, O., on the one hand. 
and, on the other, St: Joseph and Benton 
Harbor, Mich., and La Porte, Ind.; (b) from 
Chicago, Ill., to Hamilton, O.; and (2) skids. 
pallets, racks and packing containers used 
in the transportation of those commodities, 
on return. 

MC-207, Sub. 19. Wagner Trucking Co., 
Inc., Jobstown, N.J. Common carrier, over 
irregular routes. transporting brick. from 
Gloucester County, N.J., to points in Conn., 
and empty containers on return. 

MC-41002. Sub. 12, The Victor Transit Cor- 
poration, Cincinnati, O. Contract carrier, 
over irregular routes, transporting glass con- 
tainers and caps, covers and tops therefore, 
and corrugated paperboard containers, 
knocked down. from Vienna, W.Va., to points 
in Ill., Ind., Ky., Tenn., and Ala. 


MC-47142, Sub. 58, C. I. Whitten Transfer 
Co., Huntington, W.Va. Common carrier, 
over irregular routes, transporting Class A. 
B, and C explosives, blasting supplies, and 
used empty containers for explosives, blast- 
ing supplies and powder, between a point 
on Caton Farm Road at the terminal of Roy 
Cartage Co., near Senaca, Ill., and points in 
Will County within five miles of said point 
on Caton Farm Road, on the one hand, and, 


on the other, points presently authorized to 
be served over irregular routes in and 
through the states of Ill., Ind., Ky., Md., 
N.J., N.C., O., Pa., Va., and W.Va., with 
service at aforementioned point on Caton 
Farm Road and points within five miles 
thereof being restricted to interchange of 
traffic with other carriers. 

MC-59531, Sub. 69, Auto Convoy Co., Dallas, 
Tex. Common carrier, over irregular routes, 
transporting new automobiles, new trucks 
and new chassis, secondary movements, 
driveaway and truckaway, (1) from Quapaw, 
Okla., and Texarkana, Tex.-Ark., to points 
in New Mexico, (2) between points in New 
Mexico, and (3) between points in Tex. and 
N.M., and damaged shipments on return. 

MC-60610, Sub. 3, Arville Stonecipher and 
Wilson Brandenburg, dba Stepro Transfer 
Lines, Corydon, Ind. Common carrier, trans- 
porting general commodities, with excep- 
tions, (1) between Palmyra, Ind., and Cory- 
don, Ind., over Indiana Highway 135, serving 
the intermediate point of Central Barren, 
Ind., unrestricted, and serving the termini 
for joinder or connecting purposes only in 
connection with regular route operations and 
(2) over irregular routes between points in 
a designated area of Floyd County, Ind., with 
certain exceptions, on the one hand, and, 
on the other, Louisville, Ky., with service 
to and from those points located within 
10 miles of Corydon, Ind., being restricted 
to the transportation of livestock. 

MC-61265, Sub. 47, Southeastern Truck 
Lines, Inc., Nashville, Tenn. Common car- 
rier, transporting general commodities, with 
exceptions, (1) between Hopkinsville, Ky., 
and Bowling Green, Ky., over a specified 
route, serving no intermediate points, as an 
alternate or connecting route, in connection 
with regular route operations, and (2) be- 
tween Paris, Tenn., and Bowling Green, 
Ky., over a specified route, serving no inter- 
mediate points, as an alternating or connect- 
ing route, in connection with regular route 
operations. 

MC-65941, Sub. 16, Tower Lines, Inc., 
Wheeling, W.Va. Common carrier, over ir- 
regular routes, transporting general com- 
modities, with exceptions, from points in 
designated area of Ga., N.C., and S.C., to 
Wheeling, W.Va., and points within 30 miles 
of Wheeling, Clarksburg, and Mannington, 
W.Va., and Martins Ferry, O. 

MC-66562, Sub. 1257 (amended), Railway 
Express Agency, Inc., New York, N.Y. Com- 
mon carrier, transporting general commodi- 
ties, including Class A and B explosives, 
moving in express service, between Buffalo, 
N.Y., and Punxsutawney, Pa., over a 
specified route, serving specified intermedi- 
ate and off-route points, with restrictions, 
one being that service shall be limited to 
that which is auxiliary to, or supplemental 
of, air or railway express service. 

MC-66562, Sub. 1258 (amended), Railway 
Express Agency, Inc., New York, N.Y. Com- 
mon carrier, transporting general commodi- 
ties, including Class A and B explosives, 
moving in express service, serving Evans 
City, Pa., as an intermediate point, and 
Mars, Pa., as an off-route point in connec- 
tion with regular route operations between 
Pittsburgh, Pa., and Butler, Pa., with restric- 
tions, one being that service shall be limited 
to that which is auxiliary to, or supple- 
mental of, air or railway express service. 

MC-87689, Sub. 4, Inter-City Truck Lines, 
Limited, Toronto, Ontario, Canada. Common 
carrier, over irregular. routes, transporting 
general commodities, with exceptions, be- 
tween Buffalo, N.Y., on the one hand, and, 
on the other, the port of entry on the U.S.- 
Canadian boundary at or near Buffalo. 

MC-105940, Sub. 2, Safeway Trucking Cor- 
poration, West Orange, N.J. Common carrier, 
over irregular routes, transporting candy and 
confectioneries, from Hackettstown, N.J., to 
points in the New York, N.Y., commercial 
zone, and materials, equipment and supplies 
used in the manufacture, packaging, sale 
and distribution of those commodities, on 
return. 

MC-68078, Sub. 15 (amended), Central Mo- 
tor Express, Inc., Chattanooga, Tenn. Com- 
mon carrier, transporting general commodi- 
ties. with exceptions, between specified 
points in Tenn. and Ga., over described 
routes, serving intermediate points and sub- 
ject to restrictions in certain instances. 

MC-107496, Sub. 66, Ruan Transport Cor- 
poration, Des Moines, Ia. Common carrier, 
over irregular routes, transporting petroleum 
and petroleum products, in bulk, in tank 
vehicles, from Sugar Creek, Mo., excluding 
any points in the commercial zone thereof 
which may be located in Kansas, to points 
in Iowa. 

MC-112266, Sub. 1, Craycraft Trucking, 
Inc., Upper Sandusky, O. Common carrier, 
over irregular routes, transporting clay prod- 
ucts. from Morral and Caledonia, O., and 
points within five miles of each, to points in 
Ind., Mich., and O., and empty containers 
on return. 
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MC-110505, Sub. 24, Ringle Truck Lines, 
Inc., Fowler, Ind. Common carrier, over ir- 
regular routes, transporting agricultural im- 
plements, agricultural machinery, and parts 
thereof, (1) from Shelbyville, Ill., to points 
in Ala., Conn., Del., Fla., Ga., La., Me., Md., 


Mass., N.C., N.H., NJ., N.Y., Okla., Pa., 
R.I.. 8.C.,. Tex., Vt.. Va.. W.Va, and D.C., 
and (2) from Streator, Ill., to points in 
Ala., Conn., Del., Fla., Ga., La., Me., Md., 


Mass., N.C. N.H., N.J., N.Y., Okla., Pa., R.L., 
S.C., Tex., Vt., Va.. W.Va., Ark., Ind., Ky., 
Mich., Miss., O., Tenn., and D.C.; and articles 
of iron and steel manufacture, such as 
bars, sheets, beams, etc., from points in 
Mahoning, Lorain, Cuyahoga, and Trumbull 
counties, O., to points in Ia. and IIl., except 
those in the Chicago commercial zone and 
those in the St. Louis, Mo., commercial 
zone. 

MC-113514, Sub. 14, Chemical Transports, 
Inc., Dallas. Tex. Common carrier, over ir- 
regular routes, transporting nitrogen com- 
pounds, in bulk, in tank vehicles, from 
North Seadrift. Tex.. to points in Ala., Ariz., 
Ark., Colo., Kan., La., Miss., N.M., Okla.. 
and Utah, and contaminated shipments on 
return. 

MC-109914, Sub. 9, Dundee Truck Line, 
Inc., Toledo, O. Common carrier, transport- 
ing general commodities (1) between An- 
gola, Ind., and Hillsdale, Mich.; (2) between 
junction Michigan Highways 49 and 120 and 
Hillsdale, Mich.; (3) between Toledo, O., and 
Delphos, O., and (4) between Toledo, O., 
and Ottoville, O., over specified routes, serv- 
ing no intermediate points, as alternate or 
connecting routes, for operating convenience 
pn in connection with regular route opera- 
tions. 

MC-113779. Sub. 28, York Interstate Truck- 
ing. Inc.. Houston, Tex. Common carrier, 
over irregular routes. transporting (1) anhy- 
drous ammonia. and nitrogen solutions, in 
bulk. in tank vehicles. between Luling, La., 
and El Dorado. Ark.. on the one hand, and, 
on the other. points in Ala., Fla., Miss., and 
Tex., and (2) nitric acid. in bulk, in tank 
vehicles. from Luling. La., and El Dorado, 
Ark., to Mobile. Ala., Pensacola and Gonzales, 
Fla.. and points in Miss. and Tex. 

MC-113963, Sub. 3, Arrow Express Corpora- 
tion, Chattanooga. Tenn: Common carrier, 
over irregular routes. transporting Class A, 
B. and C explosives, serving an area located 
on U.S. Highway 58 approximately three 
miles west of Hiltons. Va., as a point of in- 
terchange in connection with applicant’s 
operations acquired by order in MC-FC-55157. 

MC-115311. Sub. 3, J & M Transportation 
Co., Inc.. Americus, Ga. Common carrier, 
over irregular routes. transporting agricul- 
tural containers. such as baskets, hampers 
and boxes. from Americus, Ga., to points 
in Ala.. Fla., N.C.. S.C.. Miss.. and Tenn. 

MC-115311. Sub. 4, J & M Transportation 
Co., Inc., Americus, Ga. Common carrier, 
over irregular routes, transporting vegetable 
oil, in bulk, in tank vehicles, from Moultrie. 
Ga.. to Cleveland, O. 

MC-115396, Sub. 2, Davies Trucking Co., 
Inc., Montebelle, Calif. Common carrier, 
over irregular routes, transporting lumber, 
from specified points in Oregon to points 
in Los Angeles. San Bernardino and Orange 
counties. Calif. 

MC-115557. Sub. 1, Charles A. McCauley. 
New Bethlehem, Pa. Common carrier, over 
irregular routes. transporting salt. in bulk, 
in dump or tank vehicles, from Retsof and 
Watkins Glenn, N.Y.. to points in specified 
Pennsylvania counties. 

MC-115595, Sub. 1, A. G. Ogden. dba Odgen 
Trucking Co., Narania, Fla. Common carrier, 
over irregular routes, transporting insecti- 
cides and fungicides, in containers. from 
Bound Brook. N.J., Baltimore. Md.. and 
Philadelphia, Pa., to points in specified Flor- 
ida counties. 

MC-115523, Sub. 3 (amended). Clark Tank 
Lines Co., Salt Lake City, Utah. Common 
carrier, over irregular routes, transporting 
liguified petroleum gases, in bulk, in tank 


vehicles, from Salt Lake City, Utah, and 
Woods Cross, Utah, Worland, Wyo.. and 
Rangely, Colo.. and points in Colorado 


within 25 miles of each, and Durango,, Colo., 
to points in Utah, those in specified counties 
in Colo., Wyo.. Mont., Ore., and Ida., and 
Yellowstone National Park, Wyo., and (2) 
from Woods Cross, Utah, Worland, Wyo., 
and Rangely, Colo., and points within 25 
miles of each, and Durango, Colo., and 


points in Colorado within 25 miles of 
Durango, to points in specified Nevada 
counties. 


MC-115656, Edward L. Schlauch, Shenan- 
doah, Pa. Common carrier, over irregular 
routes, transporting household goods, house- 
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hold furnishings, and empty containers, be- 
tween Shenandoah and Ringtown, Pa., on 
the one hand, and, on the other, points in 
N.Y., N.J., Del., Md., and Conn. 


MC-115700, William H. Gilbert and Robert 
Gilbert, Amenia, N.Y. Common carrier, over 
irregular routes, transporting scrap metals, 
not exceeding four feet in length, from 
Newburgh, N.Y., and the village of Ellen- 
ville, Ulster County, N.Y., and points in 
Dutchess County, N.Y., to Jersey City and 
Newark, N.J. 


MC-115679, Bill Smith, dba Smith Truck 
Line, Science Hill, Ky. Common carrier, over 
irregular routes, transporting roofing, lum- 
ber (rough and finished), and wood products 
consisting of framing for box spring mat- 
tresses, from Points in Whitley, McCreary 
and Pulaski counties, Ky., to Cincinnati, O., 
and feed, seed, fertilizer, and heavy building 
supplies such as cement, roofing and rock- 
wool insulation, on return. 

MC-115705, Edward Wender, Iron Moun- 
tain, Mich. Common carrier, over irregular 
routes, transporting fertilizer, from Madison, 


Wis., to points in the upper peninsula of 
Michigan. 


PETITIONS FOR REHEARING, ETC. 





No. 31595, Great Lakes Ship Owners Asso- 
ciation v. A. A., et al. Complainant asks 
reconsideration or oral argument before 
Commission. 

- _ - 


I. & S. 6241, Pig Iron—Buffalo Group, N.Y. 
to Saginaw, Mich.; F.S.A. 29480, Pig Iron, 
N.Y. Points to Saginaw, Mich. Great Lakes 
Ship Owners Association asks reconsideration 
and consolidation of proceeding with No, 
31595 for all further proceedings. 


MC-11207, Sub. 175, Deaton Truck Line, 
Inc., Extension—Machinery to Ark. Appli- 
cant asks reconsideration. 

= * * 


MC-29886, Sub. 61, Dallas and Mavis For- 
warding Co., Inc., Extension—Mont. United 
Transports, Inc. asks reconsideration by en- 
tire Commission. 

- 7. * 


MC-59583, Sub. 69, Mason & Dixon Lines, 
Inc., Extension—U.S. Highway 58. McLean 
Trucking Co. asks assignment of hearing. 


MC-105807, Sub. 11, Red Ball Transfer Co. 
Extension—Explosives. Applicant asks recon- 
sideration and reargument. 

= * * 


MC-108461, Sub. 37, Whitfield Transporta- 
tion, Inc., Extension—Cement. Applicant 
asks reconsideration by entire Commission, 
or in alternative, further hearing. 

* * 7 


MC-114663, Peter Berbeem Common Car- 


ed Application. Applicant asks reconsidera- 
on. 
= * a 


I. & S. M-4450, Liquor, From, To and Be- 
tween Official Territory. Respondents ask 
reconsideration. 

- = = 


MC-F-5563, H. L. & F. McBride—Purchase— 
Empire Milk Trucking Corp. (Irving Klejn, 
Trustee). P.B. Mutrie Motor Transportation, 
Inc. asks reopening and reconsideration. 

= - * 


MC-F-6089, George M. Hughes—Purchase— 
M. P. & St. L. Express, Inc. Southern-Plaza 
Express, Inc. asks reconsideration and vaca- 
tion of order, and oral hearing. 

+ * * 


No. 30710, et al., The Rath Packing Co., 
et al. v. A & W., et al. Complainants ask 
reargument before and reconsideration by 
entire Commission. 


a * . 
MC-42963, Sub. 4, Daniel Hamm Drayage 


Co., Extension—Cement. Applicant asks re- 
consideration. 


* * * 
MC-102567, Sub. 25, Earl Gibbon Petroleum 


= Rail protestants’ ask reconsider- 
on. 
. ~ 


MC-FC-56928, Steel City Transportation, 





Inc.—Purchase—J. J. Healy Transfer. Atlantic 
Freight Lines, Inc. asks reconsideration by 
+ : - 


No. 30710, Sub. 24, Rath Packing Co., et al. 
v. A. & W., et al. Capitol Packing Co., et al. 
ask reargument and reconsideration. 

a * — 


No. 31383, Terre Haute Malleable & Mfg. 
Corp., et al. v. B. & O., et al. Defendants 
ask postponement of Jan. 19 effective date 
of order for a period of thirty days or until 
Feb. 8, 1956. 


* * * 


No. 31610, Sub. 9, Pemco Corp. v. B. & O., 
et al. Complainant asks leave to withdraw 
complaint. 

* + + 


MC-63417, Sub. 15, Blue Ridge Transfer Co., 
Inc., Extension—Window Glass. Roy Stone 
Transfer Corp., et al. ask reopening and re- 


consideration. 
oe * * 


MC-89778, Sub. 62, Baggett Transportation 
Co. Extension—New Brighton, Minn. Pro- 
testant railroads ask reopening, reconsidera- 


tion and rehearing. 
* a ” 


MC-107107, Sub. 63, Alterman Transport 
Lines, Inc., Extension—Meat Products. Wat- 
kins Motor Lines, Inc. and Seaboard Air Line 
R.R. Co. ask reconsideration. 

* ~ _ 


I. & S. M-7274, Candy, Foodstuffs—Morrow, 
Inc. Respondent asks reconsideration and 
rehearing under Rule 101(b) and (d) of 
General Rules of Practice. 

* * ~ 


I. & S. M-7975, Textile Products Within 
South. Malone Freight Lines ask reconsider- 
ation and vacation of suspension order. 

+ * ~ 


I. & S. M-8005, Coffee—New Orleans to 
Memphis & Miss. Green Truck Lines, Inc. 
asks vacation of suspension order. 

oe * * 


No. 31134, Iowa Milling Co. v. C. R. & 1. C., 
et al. Swift & Co. asks reconsideration. 
> ~ * 


MC-30102, Sub. 2, James T. Curtis and 
Roger E. Curtis, Extension—Driveaway. Com- 
mercial Carriers, Inc. asks reconsideration by 
entire Commission. 

om *~ a 


MC-72231, Sub. 1, Application of the J. W. 
Jones & Son Co. O’Brien & Nye Cartage Co. 
and Akron Cartage ask to reopen for hearing 
de novo and to extend time to file exceptions 
to report and order recommended by Walter 
R. Lee, Examiner. 

a * 7 

MC-113440, Sub. 1, Application of Guy E. 
Bartholomew, dba Barco Transportation Co. 
Applicant asks reconsideration of report and 
order of division 1, in part only. 

7 ~ + 


No. 31682, American Agricultural Chemical 
Co. v. A. G. S., et al. Complainant asks 
further hearing to adduce additional evidence 
and stay of time for filing of exceptions. 

~ a 


I. & S. 6343 and F.S.A. 30156, Tin Plate— 
Fairfield, Ala. to Tex. Thompson Can Co. 
asks reconsideration by entire Commission. 

a * a 


MC-11207, Sub. 187, Deaton Truck Line, 
Inc., Extension—Ponca City, Okla. Applicant 
asks reconsideration. 

+ * * 


MC-72243, Sub. 8, Aetna Freight Lines, Inc., 
Extension—Empty Containers. Eastern Terri- 
tory railroads, except C. & O. Ry. Co., ask 
reconsideration and oral argument. 

~ a a 


I. & S. M-6345, Bolts and Nuts—Rock Falls, 
Ill. to Omaha, Neb. Bos Truck Lines, Inc. 
asks reconsideration. 

a a * 

I. & S. M-7981, Iron or Steel—Alliance, O. 
to Marshalltown, Ia. Bos Truck Lines, Inc. 
asks reconsideration. 





C. omyalaints 





No. 31897, Diamond Match Co., Chicago, 
Ill. v. Atchison, Topeka & Santa Fe 
Railway Co. et al. 

Alleges rates on straight and mixed 
carloads of napkins, towels and toilet 
paper, dishes, plates and trays, and ether 


TRAFFIC WORD 


commodities, from Plattsburg, N.Y., to 
destinations in 18 states since March 3, 
1951, in violation of sections 1 and 6, 
Asks reparation of $10,000. Modified 
procedure ordered. (N. C. Jensen and 
R. W. Schapanski, 111 North Canal 
Street, Chicago 6, Il.) 
* x - 


No. 31898, Washington-Oregon Shippers 
Cooperative Association, Inc., Se- 
attle, Wash. v. Northern Pacific 
Railway Co. et al. 

Alleges rates maintained by defend- 
ants on mixed carload shipments from 
Chicago, Ill., to Seattle, Wash., since 
August 2, 1954, in violation of section 
6. Asks rates and cease and desist order. 
Modified procedure ordered. (Fred H. 
Tolan, 251 Civic Business Center, 557 
Roy Street, Seattle 9 (Wash.) 

Bd * a 

No. 3189, American Sugar Refining Co., 
New York, N.Y. v. Abilene & South- 
ern Railway Co. et al. 

Alleges rates on sugar from New Or- 
leans, La.; to destinations in Texas, in 
violation of section 3, and rates from 
Sugar Land, Tex., to destinations in 
Texas, in violation of section 13. Asks 
cease and desist order and rates. (Har- 
ry C. Ames, Transportation Building, 
Washington 6, D.C.) 

é a” a 

No. 31902, Practices of Southern Railway 
Co., and Others in Promoting Con- 
struction of Produce Terminals in 
Various Southern Cities. By the 
Commission. 

No formal proceeding to be instituted 
at present, and petitions of four south- 
ern railroads and supporting petition, 
for investigation of practices of Southern 
Railway and its affiliates in allegedly 
promoting and effectuating construction 
of produce terminals in a number of 
southern cities, and petitions in opposi- 
tion to investigation, held in abeyance. 
Bureau of Inquiry and Compliance 
directed to “proceed actively with in- 
formal investigations of the several 
situations involved, progressing one or 
more of them to the point where it 
can be determined whether criminal 
proceedings should be instituted.” 

~ * . 


MC-C-1834, Equipment Rental, Inc., 
General Truck Rentals, Inc., Wynn’s 
Truck Rental, Inc., Glass, Inc., Lud- 
man Corporation—Investigation of 
Operation. 

Investigation instituted by the Com- 
mission to determine if Equipment Rent- 
al, Inc., Uleta, Fla., General Truck 
Rentals, Inc., Miami, Fla., and Wynn’s 
Truck Rental, Inc., Miami, have en- 
gaged in the transportation of property 
as common or contract carriers under 
purported vehicle leasing agreements in 
violation of sections 206(a) or 209(a) 
and to determine if Glass, Inc., and 
Ludman Corporation have conducted 
operations under arrangements for joint 
leasing and joint operation with other 
shippers or receivers in violation of sec- 
tions 206 and 209. 

ok * * 

MC-C-1895, Paints—Colebrookdale ‘0 
Del., Md., N.J. & N.Y. 

Investigation instituted by the Con 
mission, Board of Suspension, into tl 
rates, charges, and regulations containe 
in specified tariff schedules of Midd 
Atlantic Conference, agent, with respect 
to transportation of paints, paint ma- 
terial and putty, in less-than-carload . 
from Colebrookdale, Pa., to Baltimor:, 
Md., Glassboro, N.J., New York, N.Y 
and Wilmington, Del. 
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Proposed Reports 





Partial Denial of Plan of 
Southern Railway to Serve 
Camp Lejeune, N.C., Urged 


Examiner H. J. Blond, by a pro- 
posed report in Finance No. 18698, 
Camp Lejeune Railroad Co., et al., 
Securities and Operation, Etc., has 
recommended that the Commission 
approve the acquisition, with condi- 
tions, by the Southern Railway Co., 
of control of the Atlantic & East 
Carolina Railway Co., through own- 
ership of capital stock. 


However, the examiner said that the 
part of the application seeking authority 
for the Camp Lejeune Railroad to oper- 
ate, under lease, a line.of railroad owned 
by the United States Government in 
Onslow, Carteret, and Craven counties, 
N.C., providing service at Camp Lejeune 
(a Marine Corps base), should be denied, 
and consequently, that part of the appli- 
cation asking authority for the Camp 
Lejeune Railroad to issue capital stock 
and for the Southern to acquire con- 
trol of the Camp Lejeune Railroad 
through ownership of the capital stock, 
should be dismissed. 


The examiner noted that the South- 
ern’s request to acquire control of the 
East Carolina was contingent on the ap- 
proval of its system control of the Camp 
Lejeune Railroad and said that the 
Commission’s approval of the control by 
Southern of the East Carolina, would be 
permissive and not binding on the 
Southern. The purchase price was set 
at $525,000 or $440 a share. 

In the event the Southern chose not 
to avail itself of the authorization, the 
examiner said, the Southern, acting with 
the Atlantic Coast Line, Norfolk South- 
ern Railway, and the Beaufort & More- 
head City Railroad, or any of them, 
might agree jointly to purchase the 
stock and each share in the line’s control 
and operation 

The examiner explained that the 
Camp Lejeune was organized and would 
be financed by the Southern for the 
sole purpose of leasing, maintaining and 
operating, as a common carrier, the line 
or railroad servicing Camp Lejeune 
which was owned by the government. 


Lease and Use Agreement 

In recommending denial of the lease 
of the government line by the Camp 
Lejeune Railroad, the examiner said 
the proposed lease and use agreement 
between the governmnt and the Camp 
Lejeune, in terms of rental payments, 
afforded “an insufficient return on the 
government’s investment in the leased 
facilities and that a higher rental in- 
come” would not alter other benefits 
foreseen by the Marine Corps. 


The government line consisted of 
about 27.2 miles of track extending from 
the Camp Lejeune industrial area to 
Havelock, and 8.4 miles between Jack- 
Sonville, N.C., and the industrial area 
of Camp Lejeune, and was constructed 
at a cost of $3,325,336, according to 
Marine Corps records, the examiner said. 


He added that the East Carolina line 
extended approximately 96 miles from 
Goldsboro, N.C., to Morehead City, and 
connects with the government line (pro- 
posed to be leased to the Camp Lejeune 
Railroad), at Havelock. 


Under the lease arrangement, the ex- 
aminer said, the Lejeune railroad would 
be the exclusive operator of the govern- 
ment line in the handling of government 
and non-government traffic. Among 
other things, it provided that the Lejeune 
Railroad would pay to the government $8 
for each of the first 4,500 freight cars 
(including locomotives and other rail- 
road equipment) moving in road-haul 
service under revenue billing via Have- 
lock or Jacksonville (where the govern- 
ment line connects with that of the 
Coast Line), and $4 per freight car on 
all cars in excess of 4,500 in any calendar 
year. 


Examiner’s RecOmmendations 


The examiner said the Commission 
should also find (1) that the proposed 
operation of the line of railroad which 
served Camp Lejeune exclusively by the 
Southern system would have serious ad- 
verse effect directly on the traffic and 
revenues of the Coast Line, and in- 
directly on the Norfolk Southern, (2) 
proposed routes, schedules and rates of 
the Lejeune Railroad were not sub- 
stantially different from those presently 
maintained by the Coast Line, (3) the 
proposed lease afforded an insufficient 
return on the government’s investment 
and that a higher rental income would 
not alter other benefits foreseen by the 
Marine Corps, (4) proposed control and 
operation of the East Carolina by South- 
ern was responsive to the public interest 
in the institution: of direct east-west 
railroad service through the section of 
North Carolina and the development of 
the port at Morehead City, and (5) the 
existing through routes, jont rates, and 
divisions relating to traffic presently 
originating at or destined to stations on 
the East Carolina and Beaufort required 
appropriate protection from interference 
with channels of trade via existing junc- 
tions and gateways as a direct conse- 
quence of Southern’s acquiring the pro- 
posed control of East Carolina. 





Motor Finance Proposals 


Examiner James H. Gaffney, by a pro- 
posed report after further nearing in 
MC-FC-55831, Lawrence J. Eick, Doing 
Business as Klipple Bus Line, Trans- 
feree and Frances J. Klipple (Howard 
H. Silfies, Successor in Interest), Doing 
Business as Klipple Bus Lines, Trans- 
feror, has recommended that the appli- 
cation for authority to transfer to Law- 
rence J. Eick, doing business as Klipple 
Bus Lines, Rath, Pa., the operating 
rights of Haword H. Silfies (successor 
in interest to Frances J. Klipple), doing 
business as Klipple Bus Lines, in MC- 
510, also of Rath, be approved and au- 
thorized. 


Examiner John L. Boyd, by a proposed 
report in MC-F-6079, Mrs. Annie Ford— 
Purchase—H. W. Masters, has recom- 
mended that the Commission deny the 
application of Mrs. Annie Ford, doing 
business as Rocky Ford Moving Vans, 
Midland, Tex., for authority to purchase 
the operating rights of H. W. Masters, 
doing business as Masters Transfer Co., 
Norman, Okla. 
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Reports Proposing Motor 
Explosive Rights Corrected 


To Show 5-Year Limitation 


The Commission has issued cor- 
rected reports and recommended 
orders in several proceedings involv- 
ing motor carrier explosives rights 
in order to include the five-year 
limitation as placed in certificates 
granted Riss & Co., and other motor 
carriers for transportation of ex- 
plosives (T.W., Oct. 8, p. 17). 

In a report and order by the entire 


Commission in MC-200, Sub. 84, Riss & 


Co., Extension—Explosives, and 23 em- 
braced cases, applications of Riss & Co., 
and three other motor carriers for au- 
thority to transport explosives were ap- 
proved in part, but a five-year limit was 
placed on their certificates. 

The Commission has now issued cor- 
rected recommended reports of joint 
boards in MC-52920, Sub. 17, Pacific 
Highway Transport, Inc., Extension— 
Giant to Seattle; MC-52920, Sub. 18, 
Pacific Highway Transport, Inc. Exten- 
sion—Grand Mound, and MC-109951, 
Sub. 3, James D. Shea Co., Inc., Exten- 
sion—West Quincy, Mass. The corrected 
reports were served December 12 super- 
seding reports and recommended orders 
in the same proceedings served October 
25 and October 27. 

At the Commission it was said the 
other recommended reports involving 
explosives rights might be subject to the 
same type of correction. 


Five-Year Limit Included 


Authority was recommended in the 
corrected reports as follows: 


MC-52928, Sub. 17 by joint board No. 
80, composed of James J. Lawwill of 
Washington: Classes A, B, and C éx- 
plosives, over irregular routes, from 
Giant, Wash. (approximately four miles 
north of Olympia, Wash.), and from 
points within five miles of Giant. to 
Seattle and Tacoma, Wash., with a cer- 
tificate to be granted subject to the 
provision that it would be limited in 
point of time to a period expiring five 
years from its effective date. 

MC-52920, Sub. 18, by joint board No. 
45, composed of Ralph W. Taylor of 
Oregon and James J. Lawwill of Wash- 
ington: Classes A, B, and C explosives, 
over irregular routes, between “rand 
Mound Wash., on the one hain., and, 
on the other, points in Oregon, with 
service at Grand Mound restricted to 
interchange of traffic with other motor 
carriers. The certificate was to contain 
the aforementioned five-year limitation, 
the report said. 


MC-109951, Sub. 3, by Examiner H. W. 
Angle. Class A, B, and C explosives (not 
in liquid form), in shipments not ex- 
ceeding -10,000 pounds in weight, over 
irregular routes, from and to specified 
points in Massachusetts, Maine, New 
Hampshire, New York, and Maryland, 
with specified restrictions and with the 
five-year limitation. 


General Commodity Authority 


On December 13, the Commission 
issued a corrected report and recom- 
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mended order in MC-59077, Sub. 27, 
Inland Motor Freight—Extension—Uma- 
tilla, Ore—Kennewick, Wash., supersed- 
ing a report and recommended order 
served October 28. With the five-year 
limitation on transportation of Class A, 
B, and C explosives, joint board No. 45, 
composed of Perry W. DeLap of Oregon 
and Gordon Callow of Washington, rec- 
ommended granting the applicant au- 
thority as follows: 


General commodities, with stated ex- 
ceptions, between junction of U.S. High- 
way 730 and Umatilla Bridge, near Uma- 
tilla, Ore., and Kennewick, Wash., and 
return, over a specified route, serving 
all intermediate points. A further re- 
striction recommended was that no local 
service be rendered between Umatilla 
and Kennewick. 


The dates for filing exceptions to the 
corrected reports were fixed as 30 days 
from the dates of service. 


The Commission, on December 14, is- 
sued a corrected recommended report 
and order of joint board No. 172, com- 
posed of Perry O. DeLap of Oregon, in 
MC-42487, Sub. 297, Consolidated 
Freightways, Inc., Extension—Salem, 
Ore., By-Pass. 

With the five-year limitation as to the 
explosive rights, the board recommended 
authorizing the applicant to transport 
general commodities, except liquid pe- 
troleum products, in bulk, in tank ve- 
hicles, (1) between Portland and Hub- 
bard, Ore., (2) between the junction of 
U.S. Highway 99E and Salem, Ore., By- 
Pass, approximately five miles north of 
Salem, and the junction of the same 
highways at a point approximately five 
miles south of Salem, (3) between the 
junction of U.S. Highway $9E and an 
unnumbered highway at a point approx- 
imately three miles north of Jefferson, 
Ore., and the junction of the same high- 
ways approximately three miles south of 
Jefferson, (4) between Eugene and 
Goshen, Ore., (5) between Anlauf and 
Rice Hill, Ore., and (6) between Oak- 
land and Shady Point, Ore., over de- 
scribed routes, subject to the additional 
restriction that applicant not provide 
any local service between Portland and 
Junction City, Ore. 





Examiner Would Dismiss 
Complaint on Switching 
Charges at Columbus, Ga. 


A Commission examiner has rec- 
ommended dismissal of a complaint 
brought by a Columbus, Ga., refrig- 
erated storage facility, on finding 
that the considered rates, charges, 
and practices of the Central of 
Georgia Railway Co., with respect to 
the switching movements of traffic 
to and from the complainant’s ware- 
house, are not shown to be unreason- 
able, unjustly discriminatory, or un- 

duly preferential and prejudicial. 


In No. 31665, Sidney G. Simons, dba 
United States Security Warehouse v. 
Central of Georgia Railway Co., a pro- 


posed report of Examiner Richard S. 
Ries was issued. 

The examiner said the complainant’s 
warehouse was situated outside the cor- 
porate limits of Columbus at Muscogee 
Junction, a local station on the Central 
of Georgia. He said 25 other firms and 
industries were located in the same 
general area, approximately five miles 
from the defendant railroad’s break-up 
yards in downtown Columbus. 


The complainant contended, among 
other things, said the examiner, that the 
switching charges and practices accorded 
it by the Central were different from 
those accorded the nearby industries of 
Armour Fertilizer Works, Wells Lumber 
Co., and Columbus Oak Flooring Co. 

The examiner said the complainant 
had failed to prove by competent evi- 
dence wherein the alleged unreasonable- 
ness lay and to present a record on 
which new rates and charges should be 
based. 


In effect, he said, the complainant 
sought through routes over other lines 
to Columbus and the use of the Central’s 
line only for a switching operation, which 
would short-haul the defendant* Central 
and “bring the situation squarely within 
the limitation upon the Commission’s 
power to prescribe through routes.” 

“The Commission is asked to do under 
section 1 [of the interstate commerce 
act] that which under section 15(4) it 
is strictly prohibited from doing,” said 
the examiner. “The provisions of one 
section of the act must be considered in 
the light of other provisions of the act 
which may have a bearing thereon. No 
attempt was made to prove the switch- 
ing rates and charges assailed unreason- 
able per se and it does not appear that 
the charges are otherwise unreasonable.” 


RAIL AND WATER REPORTS 


No. 31763, H. C. Bohack Co., Inc. v. 
Long Island Rail Road Co. (David E. 
Smucker and Hunter L. Delatour, Trus- 
tees) et al. By Examiner Russell Sha- 
mansky. Recommends denial of repara- 
tion and dismissal of complaint on find- 
ing not shown to have been or to be 
unjust and unreasonable, a combination 
rate of $1.90 a 100 pounds, minimum 
20,000 pounds, on two carloads of bana- 
nas, from New Orleans, La., to Bush- 
wick, N.Y., moved on and between 
October 31 and November 14, 1951. The 
examiner said the complainant relied on 
S. Traina, Inc. v. Baltimore. & Ohio 
Railroad Co., 286 I.C.C. 633, as govern- 
ing the instant shipments. It said that 
in that proceeding, the Commission, divi- 
sion 2, found that the rates assailed were 
unreasonable to the extent that they ex- 
ceeded rates based on the so-called “2761 
scale” approved in Bananas From Gulf 
Ports, 123 I.CC. 181, extended beyond 
1,000 miles at the rate of progression 
between 800 and 1,000 miles, and in- 
creased as subsequently authorized. It 
said that the scale prescribed in that 
proceeding, extended as aforementioned, 
provided a rate of..$1.60, which was the 
rate sought by the complainant. He 
said it was apparent that the rate sought 
for reparation purposes fell far below 
the cost of the service, since the reve- 
nues collected at the higher rate did not 
meet the cost. The complainant, he 
said, had not offered any evidence on 
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which a finding of unjustness and u)- 
reasonableness might be based. Each 
case must stand on its own merits, and 
a decision binding in one was not per se 
controlling in another case, the exani- 
iner said. 


Sand and Gravel 


No. 31831, Holliday Sand and Gravel 
Co. v. Chicago, Burlington & Quincy Rail- 
road Co. et al. By Examiner L. B. Dunn. 
Recommends dismissing complaint on 
finding not unjustly discriminatory 
against interstate commerce from Forest 
Lake, Mo., to Brookfield, Mo., an intra- 
state rate on sand and gravel, in car- 
loads, of $1.166 a net ton, not including 
Ex Parte No. 175 increases, on the same 
commodities, from La Grange, Mo., to 
Brookfield, Mo. The examiner said the 
interstate rate from Forest Lake to 
Brookfield prior to January 14, 1955, was 
$1.41 which, he said, was the rate from 
Kansas City and applied from Forest 
Lake under a provision that all points 
within 15 miles of the Kansas City Union 
Station take the Kansas City rate. The 
examiner said the group rate applied for 
a joint-line haul of 109.7 miles, with 
interchange and haul within a large con- 
gested metropolitan area, as contrasted 
with a shorter single-line haul, and the 
differences in the showing of competi- 
tive necessity all showed a difference in 
circumstances justifying a substantially 
different treatment of the rates from 
Forest Lake, on the one hand, and La 
Grange, on the other. 


Water Cooling Tower Material 


No. 31791, Fluor Corporation, Ltd. v. 
Chicago—North Western Railway Co., 
et al. By Examiner Fred Christoph. 
Recommends dismissal of complaint on 
finding not shown to have been unjust 
or unreasonable rate charged on two 
carloads of water cooling tower material 
shipped from Lima, O., to Los Angeles, 
Calif., on March 26 and 27, 1952. In the 
absence of a commodity rate, the ex- 
aminer said, charges were collected on 
the basis of the applicable fifth-class 
combination rate of $3.62 a 100 pounds, 
the complainant having sought repara- 
tion on the basis of a commodity rate 
of $1.54, minimum 30,000 pounds, con- 
temporaneously maintained in the re- 
verse direction. The examiner said the 
material shipped was being returned 
from Lima to Los Angeles, it having 
been originally shipped from Los Ange- 
les. The purchaser was not satisfied with 
the tower and the two carloads of ma- 
terial were returned, he said. Six months 
after delivery at Los Angeles, the ma- 
terial was found to be worthless, accord- 
ing to the examiner. He said it would 
appear that the complainant accepted 
a business hazard and that from a 
transportation or tariff standpoint the 
fact that the material was found to be 
worthless does not operate to cause a 
retroactive transition in the nature of 
the commodity at the time it was 
shipped from Lima. He said that while 
the rate might have been unreasonable 
for the transportation of scrap or jun’, 
the latter commodity was not shippec. 
He said it was not shown that the trans- 
portation westbound was under substan- 
tially similar circumstances and con- 
ditions as the movement eastbound. 


Used Contractors’ Equipment 


No. 31707, Massman Construction Cc. 
et al. v. Minneapolis, St. Paul & Sau): 
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Ste. Marie Railroad Co. et al. By Ex- 
aminer W. R. Kelley. Recommends dis- 
missing complaint on finding not shown 
to have been inapplicable, charges based 
na Class 45 rating on “outfits; bridge 
builders’, contractors’ or graders 
N.O.LB.N.,” collected on 12 shipments 
described on the bills of lading as “used 
contractors’ equipment,” from New 
Town (Sanish), N.D., to Kansas City, in 
the period April, 1952, through March, 
1954, amounting to $1.68 a 100 pounds, 
not including Ex Parte No. 175 increases, 
prior to May 30, 1952, and $1.44 after 
that date. The examiner said the com- 
plainants contended that lower rates 
based on applicable mixing rules and 
classification ratings should have ap- 
plied. To make an award of reparation 
on the evidence as had been submitted 
by the complainants would be to open 
the door to collusion, fraud, and rebat- 
ing, said the examiner, citing Harrison 
Construction Co. v. Cincinnati, N. O. & 
T. P. Ry. Co., 266 I.C.C. 316. 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 
Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 


State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face” type, with name 
of town or city following. 





Meat Bags 


I. and S. M-7191, Meat Bags—Cincin- 
nati, O., to Chicago, Ill. By Examiner 
James L. Heflin. Recommends that sus- 
pended schedules be ordered canceled and 
proceeding discontinued on finding not 
shown to be just and reasonable a re- 
duced rate proposed by the Indianapolis 
Forwarding Co. of 144 cents per 100 
pounds on meat bags (stockinettes) in 
less-truckload quantities from Cincin- 
nati, O., to Chicago, Ill. Schedules were 
filed to become effective April 19, 1955, 
and later. They were suspended to No- 
vember 18 on protest of the Central 
States Motor Freight Bureau and post- 
poned by respondent to January 18, 1956. 
The rate was proposed to meet rail and 
motor competition, the examiner said. 
He concluded, however, that respondent 
had failed to show a competitive neces- 
sity for the rate or that it would be 
compensatory. He said the protestant 
feared that the reduction would necessi- 
tate a “further reduction” to other points 
from Cincinnati. 


Cotton Factory Products 


I. and S. M-7150, Cotton Factory 
Products—New York to Asheville. By Ex- 
aminer T. R. Roper. Recommends that 
Suspended schedules be ordered canceled 
and proceeding discontinued on finding 
not shown to be just and reasonable com- 
mon carrier commodity rates proposed 
by parties to tariffs of the Southern Mo- 
tor Carriers Rate Conference, Inc., of 
130 cents per 100 pounds, minimum 20,000 
pounds, and 118 cents, minimum 30,000 
pounds, on unfinished cotton factory 
products from New York District, N.Y., 
to Asheville, N.C., in lieu of the class 55 


rate of 181 cents, applicable any-quantity 
to cotton piece goods, N.O.I.B.N. Sched- 
ules were filed to become effective April 
8, 1955, and were suspended to November 
8, when they became effective, on protest 
of rail carriers in Trunk Line Territory. 
The rates were published at the request 
of the Candler Transfer Co., which had 
been moving the commodity from New 
York to Asheville at the rate of about 
75,000 pounds a month, the examiner 
said. The only evidence presented by 
respondent to show that the proposed 
rates were compensatory was a compari- 
son of such rates with rates from New 
York to Asheville on paint and soap of 
99 cents, minimum 30,000 pounds, and 91 
cents, minimum 20,000 pounds, the exam- 
iner said. The mere fact that earnings 
under the proposed rates compared fa- 
vorably with earnings under rates on soap 
and paint was not proof that either the 
proposed or compared rates resulted in 
compensatory earnings, the examiner 
said. He also said that there had been 
no showing that commodity rates, or 
reduced rates, were necessary to meet 
existing competition. 


Cigars 


I. and S. M-7023, Cigars—Small Ship- 
ments—Fla. and Ga. to East. By Exam- 
iner Robert A. Berrien. Recommends 
that suspended schedules be ordered can- 
celed and proceeding discontinued on 
finding not shown to be just and reason- 
able new motor common carrier less- 
truckload commodity rates on cigars 
based on column 85 of the docket 28300 
class rates, from Jacksonville, Quincy 
and Tampa, Fla., and Waycross, Ga., to 
points in Middle Atlantic and New Eng- 
land territories. The examiner said the 
proposal would remove a 20 per cent 
arbitrary on class-rated traffic weighing 
less than 2,000 pounds to the extent that 
it applied on cigars, establishing the com- 
modity rates in lieu of the class rates. 
The tariffs were filed to become effective 
February 28 by motor common carriers 
parties to certain joint tariffs of South- 
ern Motor Carriers Rate Conference and 
Middle Atlantic Conference. On protest 
of other motor carrier members of those 
rate bureaus, the schedules were sus- 
pended to September 28, when they be- 
came effective. Saying that a carrier 
who reduced its normal level of rates 
to meet competition of other carriers it 
must show that the proposed rates were 
not so low as to cast a burden on other 
traffic, the examiner said it was impos- 
sible to determine this because there were 
no cost data of record to establish the 
compensatory character of the proposed 
rates. Also, the examiner said, the 
shipper presented no cost data to indi- 
cate the savings it would enjoy by re- 
sorting to private carriage. As the rates 
were objectionable for the aforemen- 
tioned reasons, the examiner said, re- 
spondents could not justify the proposal 
because a!shipper threatened to resort 
to private carriage or because the traffic 
had favorable transportation character- 
istics and Was tendered in truckloads. 


Dairy Products 


I. and Si M-7290, Dairy Products—Ma- 
son City, Ia., to Pa. and Md. By Ex- 
aminer James C. Heatherly. Recom- 
mends ordering tariff schedules canceled 
and proceeding discontinued on finding 
not shown just and reasonable a pro- 
posed truckload commodity rate of $1.51 
@ 100 pounds, minimum 23,000 pounds, on 
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dairy products, from Mason City, Ia., to 
Baltimore, Md., and Lancaster-Wilkes- 
Barre, and York, Pa. The Examiner said 
that the rate schedules, filed to become 
effective May 20, by Motor Cargo, Inc., 
were protested by Eastern Central Motor 
Carriers Association, Inc., and suspended 
by the Commission to December 19. The 
examiner said that the $1.51 rate at the 
stated minimum did not meet the out- 
of-pocket costs of the carriers at any 
of the more distant points shown in the 
record. That rate, he said, was estab- 
lished to meet the competition of Ells- 
worth Freight Lines, Inc., at those points. 
He said that this competition did not 
exist at the intermediate points involved 
in the case. 


Rubber 


I. and S. M-7235, Rubber—Baltimore, 
Md. & N.Y. City to Central Territory. 
By Examiner William E. Huffman. 
Recommends order requiring cancellation 
of suspended schedules and discontinuing 
proceeding on finding not shown just and 
reasonable schedules filed to become ef- 
fective April 29 by Eastern Freight Lines, 
Inc., and other carriers, proposing joint 
commodity rates, minimum 32,000 pounds, 
on crude rubber, from Baltimore, Md., to 
Detroit, Mich., Eau Claire, Wis., and Mi- 
shawaka, Ind., and from New York, N.Y., 
to Dayton and Findlay, O., Detroit, Eau 
Claire, and Mishawaka. On protest of 
the Trunk Line Territory railroads ex- 
cept the Chesapeake & Ohio, said the 
examiner, and the Eastern Central Motor 
Carriers Association, Inc., the schedules 
were suspended to November 29, he said. 
The record, he said, cast considerable 
doubt on the compensatory character of 
the proposed rates generally. Therefore, 
he added, he concluded that the proposed 
rates had not been shown just and rea- 
sonable. A table showed, for example, 
that the respondents proposed a rate of 
80 cents a 100 pounds from Baltimore to 
Detroit, compared with a present rate of 
105 cents, and a rate of 84 cents from 
New York to Dayton, as compared with 
a present rate of 86 cents. 


Fibreboard Boxes 


I. and S. M-7221, Fibreboard Boxes— 
Clinton, Ia., to Chicago, Ill. By Examiner 
L. J. P. Fichthorn. Recommends order re- 
quiring cancellation of suspended sched-— 
ules and discontinuing proceeding on 
finding unjust and unreasonable a pro- 
posed reduced commodity rate of 30 cents 
a 100 pounds, minimum 24,000 pounds, on 
fibreboard boxes without wooden frames 
(paper boxes) other than corrugated, 
knocked down flat or folded flat, from 
Clinton, Ia., to Chicago, Ill., a distance 
of 140 miles. On protest of the Central 
States Motor Freight Bureau, Inc., he 
said, the schedules, filed to become effec- 
tive April 26 by Western Transporta- 
tion Co., of Chicago, were suspended to 
November 25 and postponed by the re- 
spondent to January 25, 1956. The re- 
spondent, said the examiner, presently 
maintained commodity rates of 35 and 30 
cents, minima 24,000 and 30,000 pounds, 
respectively, on fibreboard boxes, without 
wooden frames (paper boxes) other than 
corrugated K.D., flat or folded, from Clin- 
ton to Chicago. The examiner stated 
that motor common carriers were par- 
ticipating in the traffic at the present 
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rate and that the proposed rate would 
only compel further rate reductions re- 
sulting in unwarranted loss of revenues. 


Brass Rods 


I. and S. M-7173, Rods, Brass, Etc.— 
St. Louis, Mo., to Plano, Tex. By Ex- 
aminer William E. Huffman, Recom- 
mends order vacating order of suspen- 
sion and discontinuing proceeding on 
finding just and reasonable a proposed 
commodity rate of $1.07 a 100 pounds, 
minimum 30,000 pounds, on brass, bronze, 
and copper rods, from St. Louis, Mo., to 
Plano, Tex. The rate was proposed in 
schedules filed to become effective April 
15, 1955, by certain motor common Car- 
rier members of Middlewest Motor 
Freight Bureau, and, on protest of the 
bureau, were suspended to November 15, 
said the examiner. He said the present 
rate of bureau members was a Column 
45 rate of $1.37, minimum 20,000 pounds, 
and that the rail rate, which became 
effective February 23, was $1.069, mini- 
mum 40,000 pounds. The examiner said 
the proposed rate appeared to be neces- 
sary if the respondent was effectively 
to compete. 


Chemicals 


I. and S. M-7332, Chemicals—Nashville 
to Chicago. By Examiner Joseph F. 
Wilson. Recommends ordering suspended 
schedules canceled and proceeding dis- 
continued on finding not shown just and 
reasonable a commodity rate of 70 cents 
@ 100 pounds, minimum 20,000 pounds, 
on phosphorus pentasulphide from Nash- 
ville, Tenn., to Chicago, Ill., proposed 
by Adkins Transfer Co., Inc., in lieu of 
class rates. Schedules were filed to be- 
come effective May 28 and were sus- 
pended to and including December 27 
on protest of rail carriers in Southern 
Freight Association Territory. The ex- 
aminer said the respondent had not 
sustained the burden of proving that 
the proposed rate was competitively nec- 
essary or that it would produce compen- 
satory revenue. 


Feed 


I. and S. M-7402, Feed—Kansas City, 
Mo., to Denver and Pueblo, Colo. By 
Examiner Warren C. White. Recommends 
ordering suspended schedules canceled 
and proceeding discontinued on finding 
not shown just and reasonable a rate of 
73 cents a 100 pounds, minimum 38,000 
pounds, on feed, animal or poultry, meat 
or fish, or a mixture of meat or fish and 
cereal or vegetable ingredients, from 
Kansas City, Mo., to Denver and Pueblo, 
Colo., proposed by Southwest Freight 
Lines. Schedules were filed to become 
effective June 15 and were suspended 
until January 15, 1956, on protest of G. A. 
Moller, chairman of the Western Trunk 
Line Committee. The respondent pro- 
posed a 13-cents reduction in the present 
rate while raising the minimum weight 
from 30,000 to 33,000 pounds. The ex- 
aminer said the proposed reduction con- 
stituted an unfair and destructive com- 
petitive practice in contravention of the 
national transportation policy. 


Wire Cloth 


I. and S. M-6353, Wire Cloth—Clinton, 
Mass., to Philadelphia, Pa. By Examiner 


William E. Huffman. Recommends or- 
der requiring cancellation of suspended 
schedules and discontinuing proceeding 
on finding not shown just and reasonable 
proposed commodity rates on wire cloth, 
from Clinton to Philadelphia. The rates 
were proposed in schedules filed to be- 
come effective November 17, 1954, by M 
& R Transportation Co., Inc., the ex- 
aminer said. He added that on protest 
of the Middle Atlantic Conference, the 
schedules were suspended to June 17, 
1955, and were postponed until Novem- 
ber 17, when they became effective. He 
said the respondent carrier proposed com- 
modity rates, minimum 23,000 pounds, 
of 70 cents a 100 pounds on wire cloth 
of one-half inch mesh and over, from 
Clinton to Philadelphia, 294 miles. He 
said the present rates, minimum 23,000 
pounds, of motor carriers generally, in- 
cluding the respondent, were 85 cents on 
wire cloth of less than one-half inch 
mesh, and 80 cents on wire cloth of one- 
half inch mesh and over. The rail rate 
was a Column 40 rate of 85.1 cents, 
minimum 30,000 pounds, on both kinds 
of wire cloth, he said. The examiner said 
the respondent had not shown any com- 
petitive situation that justified the pro- 
posed rates. The record conclusively es- 
tablished, he said, that the proposed 
rates would not be reasonably compensa- 
tory and would have a detrimental effect 
on the respondent”s financial condition. 


Certificates—Licenses—Permits 


Alabama (Lafayette)—-MC-52704, Sub. 
32, Glenn McClendon, Extension—Mis- 
sissippi. Certificate proposed. Glass 
bottles and glass food containers, from 
Laurens, S.C., to points in Mississippi, 
over irregular routes. 

Arizona (Phoenix)—MC-38588, Sub. 12, 
Arizona—Nevada Express, Extension— 
Arizona. Certificate proposed. General 
commodities, with exceptions between 
specified points in Ariz. and Nev., over 
described routes. 


Canada (Montreal)—MC-110685, Sub. 
1, Edward Stuart, dba Montreal Sight- 
seeing Co., Common Carrier. Denial of 
certificate proposed. Passengers and 
their baggage, in round-trip charter 
service beginning and ending at specified 
points on the U.S.-Canada border and 
extending to a described area of the 
United States, over irregular routes. 

Florida (Fruitland Park)—MC-115269, 
Charles Burton Perkins, Contract Car- 
rier. Proposed operation found to be 
that of a common carrier. Denial of 
permit proposed. New or used mobile 
homes, in initial or secondary move- 
ments, truckaway, or driveaway, between 
points in the United States. 


Florida (Jacksonville) — MC - 103378, 
Sub. 37, Petroleum Carrier Corporation, 
Extension—Sulphuric Acid. Denial of cer- 
tificate proposed. Over irregular routes, 
sulphuric acid, in bulk, in tank vehicles, 
from Savannah, Ga., to points in S.C. 
and Fla. 


Georgia (Atlanta)—-MC-107515, Sub. 
182, Refrigerated Transport Co., Inc., 
Extension—Salads. Certificate proposed. 
Salads, in mechanically refrigerated ve- 
hicles, from Indianapolis, Ind., to points 
in Ala., Ga., Fla., N.C., S.C., and Tenn., 
over irregular routes. 

Illinois (Magnolia)—-MC-111731, Sub. 
1, Dale Sammons, Extension—Iowa. 
Denial of permit proposed. Corrugated 
culvert pipe, from Peoria, Ill., to points 
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in specified Iowa counties, over irregu- 
lar routes. 


Illinois (Chicago)—-MC-1187, Sub. 13, 
Cushman Motor Delivery Co., Extension 
—Gibralter, embracing MC-2304, Sub. 19, 
The Kaplan Trucking Co., Same; MC- 
18112, Sub. 18, Hollywood Cartage Co., 
Inc., Same; MC-29079, Sub. 4, Brada 
Cartage Co., Same; MC-38170, Sub. 9, 
White Star Trucking, Inc., Same; MC- 
38383, Sub. 7, The Glenn Cartage Co., 
Same; MC-46280, Sub. 32, Darling 
Freight, Inc., Same; MC-46737, Sub. 22, 
Geo. F. Alger Co., Same; MC-54435, Sub. 
25, 21, Michigan Motor Freight Lines, 
Inc., Same; MC-58945, 58954, Sub. 25, 
McNamara Motor Express, Inc., Same; 
MC-70151, Sub. 23, United Trucking Serv- 
ice, Inc., Same; MC-86247, Sub. 1, Inter- 
national Cartage, Ltd., Same, and MC- 
109914, Sub. 8, Dundee Truck Line, Inc., 
Same. Certificates proposed. In MC-1187, 
MC-2304, MC-38170, MC-46737, MC-54435, 
MC-58954, MC-70151 and MC-109914, 
general commodities, with exceptions, 
serving Gibralter, Mich., as an off-route 
point in connection with regular-route 
operations to and from Detroit, Mich. 
In MC-18112, MC-29079, MC-38383, MC- 
46280, and MC-86247, general commodi- 
ties, over irregular routes, from and to 
Gibralter as described. 


Illinois (Springfield) —-MC-42329, Sub. 
115, Hayes Freight Line, Inc., Exten- 
sion—Ohio. Certificate proposed. General 
commodities, with exceptions, between 
junction of U.S. Highways 24 and 25, near 
Toledo, O., and junction of US. High- 
ways 25 and 30S near Lima, O., over 
U.S. Highway 25, serving no intermedi- 
ate points, as an alternate route for 
operating convenience only, in connec- 
tion with regular route operations. 


Illinois (Waukegan) — MC-20672, Sub. 
5, Webber Cartage Line, Inc., Extension— 
Chicago-Milwaukee. Certificate proposed, 
Iron articles and steel articles which 
because of size or weight require trans- 
portation by pole trailers, (a) between 
Chicago, Ill., and Milwaukee, Wis., over 
three described routes, serving all inter- 
mediate points, with certain exceptions, 
and serving off-route points in Milwaukee 
County, and (b) from Chicago over 
Eden’s Expressway to junction U. S. 
Highway 41, serving no intermediate 
points, as an alternate route, for operat- 
ing convenience only, in connection with 
regular route operations between Chicago 
and Milwaukee. 

Kentucky (Louisville) —MC-45158, Sub. 
14, Killion Motor Express, Inc., Exten- 
sion—Gypsum Co. Near Shoals, Ind. 
Certificate proposed. General Commodi- 
ties, with exceptions, serving the plant 
site of the U.S. Gypsum Co., located 
approximately five miles east of Shoals, 
Ind., in Martin County, Ind., as an off- 
route point in connection with regular- 
route operations between St. Louis, Mo., 
and Louisville, Ky., over U.S. Highway 
150. 

Louisiana (Bossier City)—MC-102567, 
Sub. 47, Earl Clarence Gibbon, dba Earl 
Gibbon Petroleum Transport, Extension 
—Additives From Bossier City, La., to 
Memphis, Tenn. Denial of certifica‘e 
proposed. Over irregular routes, petre- 
leum products, N.O.I.B.N., in bulk, in 
tank vehicles, from Bossier City, La., ‘9 
Memphis, Tenn. 

Michigan (Oak Park) — MC-1080(', 
Sub. 10, Ohio Tri-County Trucking Cc, 
Extension—Ohio and Indiana. Certifica‘e 
proposed. Limestone, in bulk, over ir- 
regular routes, from points in a desig- 
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nated area of Ohio to points in a de- 
scribed area of Indiana. 

Minnesota (St. Paul)—-MC-84690, Sub. 
15, Northern Pacific Transport Co., Ex- 
tension—Alternate Routes—Washington. 
Certificate proposed. Passengers and their 
baggage, express and newspapers, be- 
tween specified points in Washington, 
over described routes, serving no inter- 
mediate points, as alternate routes and 
also specified points for joinder only in 
connection with regular route operations. 

Mississippi (Meridian) — MC-108185, 
Sub. 13, Dixie Highway Express, Inc., 
Extension—Alternate Routes, Georgia. 
Certificate proposed. General commodi- 
ties, with exceptions, between Atlanta 
and Douglassville, Ga., over two speci- 
fied routes, serving no intermediate 
points, as alternate routes for operating 
convenience only, in connection with 
regular route operations between Birm- 
ingham and Tuskegee, Ala. 

Missouri (Springfield) —-MC-75320, Sub. 
68, Campbell Sixty-Six Express, Inc., 
Extension—Missouri. Denial of certifi- 
cate proposed. General commodities, in- 
cluding Class A and B explosives, but 
with other exceptions, between specified 
points in Missouri, over described routes. 


Missouri (St. Louis)—-MC-906, Sub. 42, 
Consolidated Forwarding Co., Inc., Ex- 
tension—Missouri. Certificate proposed. 
General commodities, with exceptions, 
serving the junction of U.S. Highway 40 
and Missouri Highway 13, as an inter- 
mediate point in connection with regu- 
lar route operations between East St. 
Louis, Ill, and Kansas City, Kan. 


Montana (Laurel)—-MC-109640, Sub. 11, 
Bice Truck Lines, Inc., Extension—Boze- 
man-West Yellowstone, Mont. (Cor- 
rected). Certificate proposed. Petroleum 
and petroleum products, in bulk, in tank 
vehicles, from Bozeman, Mont., to West 
Yellowstone, Mont., over U.S. Highway 
191, serving no intermediate points. 

New Jersey (Bergenfield) —-MC-29888, 
Sub. 2, Rockland Transit Corporation, 
Extension—New York. Certificate pro- 
posed. Passengers and their bagage, be- 
tween specified points in New Jersey, 
over described routes, serving all inter- 
mediate points. 


New Jersey (West Orange)—MC-36874, 
Sub. 1, David Gold, dba Gold’s Express, 
Extension—Off Route Points. Certificate 
proposed. Bakery products and empty 
containers on return, serving Perth Am- 
boy, Westfield, Garfield, Passaic, Pater- 
son, Morristown, Hackensack, Newton, 
Hackettstown, Asbury Park and Toms 
River, N.J., and points on Long Island, 
N.Y., as off-route points in connection 
with regular route operations between 
Philadelphia, Pa., and New York, N.Y. 


New Mexico (Taos)—MC-112593, Sub. 
7, Sidney W. Johnson, dba Southwestern 
Film Service, Extension—Waterflow, 
N.M. (Corrected). Certificate proposed. 
(1) Motion picture, still picture, radio, 
and television sound-producing record- 
ings and film, reproducing and ampli- 
fying devices (except television sets), 
vending machines, supplies, accessories, 
and material used in connection with 
operation of theaters and other similar 
places of exhibition, when moving to 
or from such theatres or places of ex- 
hibition, and (2) newspapers, and empty 
containers used in transporting the 
above described commodities, between 
Denver, Colo., and Waterfiow, N.M., over 
& specified route, serving all intermediate 
points between Waterflow and the Colo.- 
N.M. state line. 


New York (Bronx)—MC-113586, Sub. 


2, Bernard Piliaskas, dba Pigeon Car- 
riers, Extension—New York City. Cer- 
tificate proposed. Homing pigeons in 
cages, and supplies and equipment used 
in the care of such pigeons, from New 
York, N.Y., (except Staten Island), 
points in Westchester County, N.Y., and 
those in Fairfield County, Conn., to 
points in New Jersey within 100 miles 
of New York City, Wilmington, Del., 
Aberdeen, Md., Washington, D.C., Fred- 
ericksburg, Charlottesville and Danville, 
Va., Salisbury, N.C., and points within 
10 miles of each of those cities, and 
supplies and equipment used in the care 
of homing pigeons, from the destination 
points to the origin points named, over 
irregular routes. 

New York (Brooklyn) — MC - 31378, 
Sub. 1, W. C. Geisman, Inc., Extension— 
Brick. Certificate proposed. Brick, and 
hollow tile, between points in named New 
York and New Jersey counties, with re- 
strictions. 


New York (New York) — MC-12624, 
Harry Vallin, dba Scandanavian Ski & 
Sport Shop, Broker. Denial of license 
proposed. Passengers and their baggage, 
and their ski equipment, in round-trip, 
special or charter operations, from points 
in the New York commercial zone to skiing 
areas, ski lodges and ski slopes in N.Y., 
N.H., Vt., Mass., and Conn., and return. 


Ohio (Akron) —MC- 30138, A.C. 
Transportation Co., Inc., Interpretation 
of Certificate, embracing MC-30138, Sub. 
6, Same, Extension—Salem, O. In the 
title proceeding, issuance of a revised 
certificate proposed. General commodi- 
ties, with exceptions, between points in 
Ohio on the one hand, and on the 
other, points in Conn., Mass., N.J., N.Y. 
and R.I., over regular routes. In the 
embraced proceeding, dismissal of ap- 
plication proposed, on finding issues moot 
for reason authority sought found au- 
thorized under revised certificate. 


Ohio (Cleveland)—MC-111320, Sub. 19, 
Curtis Keal Transport Co., Inc., Exten- 
sion—Griffin, Ga. Certificate proposed. 
Specified commodities (1) between Cleve- 
land, O. and Griffin, Ga., and (2) from 
Cleveland and Griffin, to specified points 
in Ariz., Fla., Ga., La., Mass., S.C., and 
N.Y., over irregular routes. 


Ohio (Cleveland)—MC-111320, Sub. 21, 
Curtis Keal Transport Co., Inc., Exten- 
sion—Marion, O. Certificate proposed. 
Specified commodities, between Marion, 
O., on the one hand, and, on the other, 
Del., Ill., Ind., Ky., Md., Mich., N.J., N-Y., 
O., Pa. Tenn., Va., W.Va., Wis., N.C., 
S.C., and D.C., with condition. 

Ohio (Grand River)—MC-2488, Sub. 1, 


W. R. McGwinn, Extension—Coke. Per- | 


mit proposed. Coke, in bulk, in dump ve- 
hicles, from Fairport Harbor, O., to Erie, 
Franklin, Greenville, Grove City, New 
Castle, Oil City and Monaca, Pa., over 
irregular routes. 


Ohio (Old Comfort)—MC-114230, Paul 
M. Gillmor Co., Common Carrier. Cer- 
tificate proposed on surrender of per- 
mits MC-105987 and Sub. Nos. 1, 2, 4 and 
5. Clay products, over irregular routes, 
(1) from points in Beaver and Lawrence 
counties, Pa., to points in specified Ohio 
counties, and (2) from points in specified 
Ohio counties (a) to points in specified 
Michigan counties, and (b) points in des- 
ignated areas of Michigan; also petro- 
leum produets, in bulk, in tank vehicles, 
over irregular routes, (1) from points in 
Lucas and Hancock counties, O., to 
points in a designated area of Indiana, 
and (2) from points in Lucas County, O., 
to points in a designated area of Michi- 
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gan, with no transportation for compen- 
sation on return, except as otherwise 
authorized. 

Oregon (Eugene)—MC-25643, Sub. 34, 
Everts’ Commercial Transport, Inc., Ex- 
tension—Rosin Sizing. Denial of cer- 
tificate proposed. Rosin sizing, liquid, in 
bulk, in tank vehicles, from Seattle, 
Wash., to St. Helens, Salem, and Oregon 
City, Ore., with no transportation for 
compensation on return as otherwise 
authorized. 

Oregon (Grants Pass)—MC-115399, J. J. 
Gentry, Common Carrier. Certificate 
proposed. Lumber, other than plywood, 
veneer, shingles, and box shooks, from 
*points in Josephine County, Ore., to 
points in California, over irregular routes. 

Oregon (Portland)—MC-42487, Sub. 
288, Consolidated Freightways, Inc., Ex- 
tension—Alternate Route. Certificate 
proposed. General commodities, with ex- 
ceptions, between Ames, Ia., and Rawlins, 
Wyo., over U.S. Highway 30, serving no 
intermediate points and serving Ames 
and Rawlins for purpose of joinder of 
routes only, restricted to traffic moving 
to or from points in Wash., Ore., and 
Ida., as an alternate route for operating 
convenience only, in connection with 
regular route operations. 

Pennsylvania (North East) — MC- 
109478, Sub. 23, Worster Motor Lines, 
Inc.—Pallets. Certificate proposed. Pal- 
lets, between points in Conn., Del., IIl., 
Ind., Md., Mass., Mich., NJ., N.Y., O., 
Pa., R.I., and D.C., over irregular routes, 
restricted to transportation service in- 
volving the return of pallets used in 
transporting commodities which appli- 
cant transports under its authority de- 
scribed in MC-109478, Subs. 13 and 17. 


Pennsylvania (Philadelphia) — MC- 
115062, Paul Conte, Common Carrier. 
Denial of certificate proposed. Uncrated 
storm windows and storm doors, and re- 
lated articles, between Philadelphia, Pa., 
on the one hand, and, on the other, 
points in 13 states and D.C., over irregu- 
lar routes. 


Pennsylvania (York)—MC-18320, Sub. 
3, York Transportation Co., Inc., Exten- 
sion—Alternate Route. Certificate pro- 
posed. General commodities, with excep- 
tions, between Paoli, Pa., and junction of 
Pennsylvania Highway 43 and U.S. High- 
way 1, over Pennsylvania Highway 43, 
serving no intermediate points, as an 
alternate route for operating convenience 
only, in connection with regular route 
operations between York, Pa., and New 
York, N.Y. 


Texas (Amarillo)—-MC-76564, Sub. 51, 
Hill Lines, Inc., Extension—Potash Co. 
Site. Certificate proposed. General com- 
modities, with exceptions, serving the 
National Potash Co. plant located ap- 
proximately three miles north of a point 
on U.S. Highway 62 about half way be- 
tween Hobbs, N.M., and Carlsbad, N.M., 
as an off-route point in connection with 
regular route operations. 


Texas (Dallas)—MC-107698, Sub. 14, 
Bonanza, Inc., Extension—Wichita. De- 
nial of certificate proposed. (1) Frozen 
eggs and oleomargarine, from Wichita, 
Kan., to points in Ariz. and Calif.; (2) 
oleomargarine, from Enid, Okla., to points 
in Ariz. and Calif.; (3) frozen eggs, from 
Enid to Tucson, Ariz.; and (4) shelled 
nuts, from San Antonio, Tex., to points 
in Ariz., Calif., and N.M., over irregular 
routes. 
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Wisconsin (Milwaukee) — MC-76993, 
Sub. 19, Express Freight Lines, Inc., Ex- 
tension—Alternate Routes, (Second cor- 
rected report and order). Certificate 
proposed. General commodities, with ex- 
ceptions, between specified points in Wis. 


and Ind., over described routes, serving 
no intermediate points, and serving the 
termini for joinder purposes only, in 
connection with regular route operations. 
Wyoming (Green River)—MC-115480, 
L. Bangerter, Common Carrier. Certifi- 
cate proposed. Cement, in sacks, from 
Devil’s Slide, Utah, to points in Sweet- 
water County, Wyo., and lumber, from 
points within five miles of Wilson, -Wyo., 
to Ogden, Utah, over irregular routes. 





Hearings 





Commission Hears Argument on Question 
Of Iron Ore Rate Parity Between Ports 


Proceeding Involves Rate Adjustment That Placed Philadelphia on a 
Parity With Baltimore on Traffic to Steel Centers, but Denied Parity 


With Baltimore to New York and Boston. 


The Commission heard oral argu- 
ment on December 13 in I. and S. No. 
6074, Iron Ore, Eastern Ports to 
Central Freight Association Terri- 
tory, a proceeding involving ques- 
tions of rate parity of four large 
eastern ports. On iron ore traffic 
moving to West Virginia, Ohio, and 
Pennsylvania steel producing areas. 


In 1854, the Commission, division 2, 
approved an adjustment that placed 
Philadelphia on a parity with Baltimore 
on traffic to Wheeling, W.Va., and 
Steubenville and Youngstown, O., steel- 
producing areas, but denied that part 
of the proposed adjustment that would 
have put the ports of New York and 
Boston also on a parity with Balti- 
more on traffic to the West Virginia and 
Ohio areas as well as to the Johnstown 
and Pittsburgh areas in Pennsylvania. 


Further hearings in the proceeding 
had been held before a Commission 
examiner. 


The rate proposed by the carriers was 
$2.71 a gross ton to Youngstown, through 
north Atlantic ports, said to be de- 
signed to attract iron ore traffic moving 
from Labrador. 


Port Interests’ Positions 


Baltimore interests have taken the 
position that the other ports are not 
entitled to rates on a parity with Balti- 
more. These included the Baltimore As- 
sociation of Commerce, the Mayor and 
City Council of Baltimore, and the 
Baltimore & Ohio, the Western Mary- 
land, and the Canton railroads. 


Justification of a Baltimore and Phila- 
delphia rate parity, with the ports of 
New York and Boston maintaining 
higher rates on the traffic, was urged 
by Philadelphia interests including the 
Chamber of Commerce of Greater 
Philadelphia, the Delaware River Port 
Authority, the City of Philadelphia, and 
the Pennsylvania Railroad. 


A rate from New York on a parity with 
the ports of Philadelphia and Baltimore 
Was supported by the Port of New York 
Authority and the Erie Railroad. The 
New York Central Railroad favored the 
same rate from both New York and 


Port Interests Participate. 


Boston as that from Baltimore. The rate 
parity for Boston was supported by the 
Port of Boston Commission, and the 
Boston & Maine, the Delaware & Hud- 
son, and the New York, New Haven & 
Hartford railroads. 

Armco Steel Corporation and other 
steel companies described as “prospec- 
tive users of Labrador iron one,” sup- 
ported rate parity for all four ports. 


Appearances at Argument 


At the argument before the Commis- 
sion, the various interests were repre- 
sented by counsel as follows: Pennsyl- 
vania Railroad, Guernsey Orcutt; Dela- 
ware Port Authority, Warren Price; City 
of Philadelphia, Murray L. Schwartz; 
Armco Steel Corporation and others, 
John F. Donelan; Erie Railroad, J. T. 
Clark; New York Central Railroad, Rich- 
ard Murphy; Port of New York Author- 
ity, S. H. Moerman; New Haven Railroad 
and others, James W. Grady; Port of 
Boston Commission, Henry E. Foley; Bal- 
timore & Ohio Railroad, E. H. Burgess, 
and Baltimore shipping interests, Harry 
Cc. Ames. 


Mr. Moerman, requesting rate parity 
with Baltimore and Philadelphia for 
The New York port, told the Commis- 
sion that the parity principle had al- 
Ways observed in connection with iron 
ore shipped from the Great Lakes ports, 
without regard to their distances from 
midwest steel producing areas. 


Large Ore Terminal Planned 


He said the authority planned to build 
a $10 million ore terminal in the New 
York port area, but that it could not 
undertake any project that was not 
self-liquidating. This requirement with 
respect to the ore terminal: could not 
be met until New York was certain of 
receiving rail rate parity, he said. 


Mr. Moerman at one point told the 
Commission that regardless of what it 
decided in this proceeding the case 
would land in the courts. 


In presenting the New York Central’s 
position, Mr. Murphy also cited the 
parity situation with respect to ore mov- 
ing from the Great Lakes and said his 
company had never held any advan- 
tage over other lake ports although it 
operated over a short route from Ash- 


+ by northern ports in handling the Lab- 
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tabula, O., to the steel producing indus. 
tries. 

The Erie Railroad’s representative 
Mr. Clark, in advocating parity for Ney 
York and Boston with Philadelphia an; 
Baltimore, observed that the distang 
between New York and Boston wa 
greater than the mileage between Ney 
York and Philadelphia. 

Counsel for both the Pennsylvania ani 
the B. & O. contended that the propose; 
$2.71 rate would not be compensator 
if applied to traffic from Boston anj 
New York. 

Mr. Orcutt, for the Pennsylvania, said 
it was less expensive to move ore west- 
ward from the Delaware Valley than 
from Baltimore because of additional 
switching charges in the latter city. 


‘Minimum Rate Case’ 


Speaking for the B. & O., Mr. Burges 
told the Commission that the instant 
proceeding was a minimum rate cag 
and that if it approved the rates pro- 
posed by New York and Boston interests 
or permitted the Pennsylvania rates t 
continue, it would encourage other de. 
mands for lower rates for the benefit of 
producers of domestic ore and othe 
commodities consumed by steel mills. 

Northern ports had an advantage of 
proximity by sea to the iron ore deposits 
now being developed in Labrador and 
Liberia, Mr. Burgess brought out. 

A parity between Philadelphia ani 
Boston on imported iron ore moving to 
Pittsburgh that had existed for about 
30 years had gone unchallenged for a 
long period because, in the absence of 
substantial imports, it was a mere “paper 
rate,” Mr. Burgess asserted. 

Mr. Murphy, of the N.Y.C., contended 
that any advantage in ocean rates held 








































rador ore traffic was offset by an advan- 
tage enjoyed by Baltimore and Philadel- 
phia in ocean rates on ore shipped from 
Latin America. 

Appearing for Armco Steel Corpora- 
tion and other producers, Mr. Donelan 
also cited the rate parity on ore in exis- 
tence for a number of years between 
Lake Erie ports in spite of the greater 
distances between some of these ports 
than that between New York and Phila- 
delphia. 


The Commission took the proceeding 
“under advisement.” 






















Fruit, Vegetable Unloading 
Charge Argument Scheduled 


Oral argument in I. and S. No. 5500, 
Unloading Charges on Fruits and Vege- 
tables at New York and Philadelphia, 
will be held on January 12, 1956, before 
the Commission, in Washington, D.C. 
according to a notice issued in that 
proceeding. 

The notice said that parties to the pro- 
ceeding desiring to participate in the 
oral argument must request an allotment 
of time at least 10 days before the as- 
signed date. 


A Commission examiner had recom- 
mended that the Commission find ‘hat 
railroad unloading charges on fruits and 
vegetables, in carloads, at New York, 
N.Y., and Philadelphia, Pa., were noi 
shown to be just and reasonable and 
caused unjust discrimination aga nst 
like traffic delivered at team tracks ind 
private sidings at those destinations 
(T.W., Oct. 22, p. 72). 

The proceeding had been the sub ect 
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of two prior reports by the Commission, 
and a favorable decision by the United 
States district court. The case had been 
remanded to the Commission by the 
Supreme Court of the United States for 
further proceedings, and was reopened 
py the Commission for further hearing 
(T.W., Sept. 11, 1954, p. 40). 


1.C.C. CASES ASSIGNED 
FOR HEARING 


1.C.C. cases assigned for hearing or oral 


argument appear below. The assignments are 
grouped under separate headings as to rail, 
water, motor, etc. They will be published only 
once. Changes in assignments will be published 
as announced by the I.C.C. 


RAIL 


Changes in Assignments 


Hearing in Finance 13490, N. J. & N. Y. 
R.R. Co. Reorganization, and Finance 17300, 
Erie R.R. Co. Purchase, assigned December 
14, at Washington, D.C., canceled. 

Hearing in 31826, Kopelove Iron and Metal 
Co. v. B. & O. R.R. Co., et al., assigned Jan- 
uary 5, at Dayton, O., canceled. 


New Assignments 


January 4—Atlanta, Ga.—Peachtree-Seventh 
Bldg.—Examiner Vandiver: 
I. & S. 6443—Tire Fabrics—Ga. to Tex. 
January 4—Washington, D.C.—Oral Argu- 
ment before the Commission: 

I. & S. 6305—Forwarder Commodity Rates 
—Westbound Transcontinental. 

January 5—Atlanta, Ga.—Peachtree-Seventh 
Bldg —Examiner Vandiver: 
31841—The Alabama .Great Southern R.R. 
Co., et al. v. I. & S. Forwarding Co. 
January 6—Atlanta, Ga.—Peachtree-Seventh 
Bldg.—Examiner Vandiver: 
I. & S. 6502—Aluminum—La. to Miss. 
January 10—Washington, D.C.—Oral Argu- 
ment before the Commission: 

Finance 18752—Application of Illinois-Mis- 
souri Terminal Ry. Co. for authority to 
purchase properties of Illinois Terminal 
R.R. Co., to issue capital stock and a 
bond, and to assume equipment trust 
obligations, and application of Baltimore 
& Ohio R.R. Co., et al. for authority to 
acquire control of Illinois-Missouri Ter- 
minal Ry. Co. through stock ownership 
and for authority to assume obligation 
as indorsers of a note of Illinois-Missouri 
Terminal Ry. Co. 


January 12—Washington, D.C.—Oral Argu- 
ment before the Commission: 

I. & S. 5500—Unloading Charges on Fruits 
and Vegetables at New York and Phila- 
delphia. 

January 13—Tampa, Fla.—U.S. Ct. Rms.— 
Examiner Vandiver: 
31721—Lykes Bros., Inc. v. S.A.L., et al. 
January 16—Panama City, Fla.—City Hall— 
Examiner Vandiver: 
I. 2 S. 6513—Asphalt—Panama City, Fla. to 
a. 
January 16—Salt Lake City, Utah—U.S. Ct. 
Rms.—Examiner Sweeney: 

F.S.A. 31302—Fresh. Meats from Jackson, 
Miss. to Pacific Coast Territory. 
January 17—Washington, D.C.—Oral 
ment before the Commission: 
31585—Montana Intrastate Express 

and Charges. 

January 17—Washington, D.C.—Oral 
ment before the Commission: 
31687—Arizona Intrastate Freight 

and Charges. 

January 19—Washington, D.C.—Oral 
ment before the Commission: 
30615—American National Live Stock As- 

sociation, et al. v. the Atchison, Topeka 
& Santa Fe Ry. Co.. et al. 

January 20—Birmingham, Ala.—Hotel 
Thomas Jefferson—Examiner Vandiver: 


I. & S. 6498—Coal—Hazard & Elkhorn, Ky., 
to Mobile—Export. 


Argu- 
Rates 
Argu- 
Rates 


Argu- 


January 24—Washington, D.C.—Examiner 
Dunn: 
sigs Crude Sulphur—Between Pa. and 


February 6—Los Angeles, Calif—Fed. Bldg. — 
Examiner Boat: 


31862—Wearing Apparel—Railway Express 
Agency. 


February 10—San Francisco, Calif.—U.S.P.O. 
& Ct. Hse——Examiner Boat: 
31862—Wearing Apparel—Railway Express 
Agency. 
February 21—St. 
Hotel—Examiner Hanson: 


Louis, Mo.—Mark Twain 
F.S.A. 31023—Ethylene Glycol Between 
Velasco, Tex., and Graingers, N.C. 


MOTOR 


Changes in Assignments 


Hearing in MC-61335, Sub. 1, Trans-Bridge 
Lines, inc., Phulipsburg, .J., common Car- 
rier application, assigned December 15, at 
Philaaeipnia, Pa., cauceled and reassigned 
January 4, at rean Snerwood notel, Pnhila- 
delpnia, Pa., perore Jt. Bd. 67. 

Hearing 10 MU-114147, Sub. 2, Roy H. Sand- 
berg, Laxeview, Ore., contract carrier appl- 
cation, assigned January 10, at Portland, Ore.. 
canceied. 

Hearing in MC-18350, Sub. 20, Shea-Matson 
Trucking Co., Milwaukee, Wis., common car- 
rier appuication, assigned January 12, at Fed. 
Bldg., Milwaukee, Wis., transterred to Jan- 
uary 12, at Miiwaukee County Ct. Hse., Mil- 
waukee, Wis., before Kxamiaer Carr. 

Hearing in MC-115005, Jack Shannon, 
Quincy, ill., contract carrier application, as- 
signed December 9, at Chicago, Ill., can- 
ceied. 

Hearing in MC-115357, Sub. 1, Turner Auto 
Trausporc, Gashlana, Mo., common carrier 
application, assigned December 13, at Jef- 
ferson City, Mo., canceled. ’ 

Hearing in MC-106679, Sub. 2, Osbourn 
Trucking Co., Los Angeles, Calif.. common 
carrier application, assigned December 15, at 
Carson City, Nev., canceled. 

Hearing in MC-77135, Sub. 10, Pacific Truck 
Service, inc., San Jose, Calif., common car- 
rier application, assigned December 19, at 
San Francisco, Calif., canceled. 

Hearing in MC-110940, Sub. 7, Robins 
Transfer Co., Inc., Birmingham, Ala., com- 
mon carrier application, assigned January 
3, at Atlanta, Ga., postponed to a date to 
be fixed. 

Hearing in MC-108053, Sub. 14, Little 
Audrey’s Transportation Co., Inc., Albuquer- 
que, N.M., common carrier application, as- 


signed January 11, at Chicago, Ill., post- 
poned to a date to be fixed. 
Hearing in MC-111442, Sub. 4, Connell 


Transport Co., Gennessee Depot, Wis., con- 
tract carrier application, assigned January 
13, at Fed. Bldg., Milwaukee, Wis., trans- 
ferred to January 13, at Milwaukee County 
= Hse., Milwaukee, Wis., before Examiner 
arr. 

Hearing in MC-115543, Selly-Derner Truck- 
ing, St. Peter, Minn., contract carrier ap- 
plication, assigned January 23, at Minneap- 
olis, Minn., canceled. 

Hearing in MC-15661, Sub. 4, Kent Trans- 
port Co., Philadelphia, Pa., assigned Decem- 
ber 13, at Philadelphia, Pa., canceled and re- 
assigned December 13, at Washington, D.C., 
before Examiner Brooks. 

Hearing in MC-115420, Sub. 3, Superior Bus 
Service, Harrisonburg, Va., common carrier 
application, assigned December 16, at Wash- 
ington, D.C., postponed to a date to be fixed. 

Hearing in MC-15661, Sub. 4, Kent Trans- 
port Co., Philadelphia, Pa., assigned Decem- 
ber 13, at Washington, D.C., canceled. 

Hearing in MC-110513, Sub. 1, Union Trans- 
portation Co., Ceredo, W.Va., contract car- 
rier application, and MC-115529, Sub. 1, 
H. & H. Trucking Co., Buckhannon, W.Va., 
common carrier application, assigned Jan- 
uary 9, at City Hall, Charleston, W.Va., at 
9:30 o’clock a.m. transferred to January 9, 
at City Hall, Charleston, West Virginia, at 
10:30 o’clock a.m. 


Hearing in MC-111717, Sub. 12, Tractor 
Transport, Inc., Milwaukee, Wis., contract 
carrier application, assigned December 14, at 
Chicago, Ill., canceled. 


Hearing in MC-115516, Harold Stephens 
Truck Lines, Inc., Crescent City, Calif., com- 
mon carrier application, assigned December 
14, at Multnomah Hotel, Portland, Ore., 
transferred to December 14, at 538 Pittock 
Block, Portland, Ore., before Jt. Bd. 11. 

Hearing in MC-79496, Sub. 1, White Star 
Transfer, Inc., Everett, Wash., common car- 
rier application, assigned December 20, at 
Seattle, Wash., canceled and reassigned De- 


cember 21, U.S. Ct. Hse., of Seattle, Wash., 
before Jt. Bd. 5. 


Late Assignments 


The following assignments were announced too 
late for timely publication in the Traffic World: 


December 13—Philadelphia, Pa.—Penn Sher- 
wood Hotel—Examiner Sutherland: 
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MC-15661, Sub. 4—Kent Transport Co., 

Philadelphia, Pa. ; 
December 16—Las Vegas, Nev.—Sands Hotel 
—Examiner Borroughs: 

MC-115523, Sub. 1—Clark Tank Lines Co., 
Salt Lake City, Utah, common carrier ap- 
plication. 

MC-109689, Sub. 26—W. S. Hatch Co., 
Woods Cross, Utah, common carrier ap- 
plication. 

MC-112046, Sub. 33—Collett Tank Lines, 
Salt Lake City, Utah, common carrier 
application. 


New Assignments 


December 20—Columbus, 0.—U:.S. P.O. (Old) 
—Jt. Bd. 59: 

MC-107403, Sub. 214—E. Brooke Matlack, 
Inc., Philadelphia, Pa., common carrier 
application. 

January 5—Santa Fe, N.M.—State Comm.— 
Jt. Bd. 33: 

MC-115560, Sub. 1—Red Canyon Express, 

El Paso, Tex., common carrier applica- 


tion. 
January 6—Atlanta, Ga.—Peachtree-Seventh 
Bldg.—Examiner Vandiver: 
I. & S. M-7941—Aluminum—La. to Miss. 
January 9—Miami, Fla.—U.S. P.O. & Fed. 
Bldg.—Jt. Bd. 205: 

MC-C-1871—South Florida Freightways, 

Inc.—Investigation of operations. 
January 9—Miami, Fla.—U.S. P.O. & Fed. 
Bldg.—Examiner Vandiver: 

I. & S. M-7663—O perating Authority— 
South Florida Freightways, Inc. 

January 9—Miami, Fla.—U.S. P.O. & Fed. 
Bldg.—Examiner Vandiver: 

MC-F-6098—Overseas Transportation Co., 
Inc.—Control—South Florida Freight- 
ways, Inc. 

MC-F-6111—Overseas Transportation Co., 
Inc.—Investigation of Control—South 
Florida Freightways, Inc. 

January 11—Chicago, I1l—U.S. Custom Hse. 
—Examiner Cunningham: 

MC-111472, Sub. 31—Diamond Transporta- 
tion System, Inc., Racine, Wis., contract 
carrier application. 

January 12—Chicago, Ill—U.S. Custom Hse. 
—Examiner Cunningham: 

MC-30837, Sub. 194—Kenosha Auto Trans- 
port Corp., Kenosha, Wis., common car- 
rier application. 

sm * i en 0.—Main P.O. Bldg.—Jt. 

MC-66585, Sub. 5—Turner Cartage & Stor- 
age Co., Detroit, Mich., common carrier 
application. 

MC-75147, Sub. 6—General Riggers & Erec- 
tors, Inc., Detroit, Mich., common car- 
rier application. 

MC-98184, Sub. 2—Morris G. Laramie & 
Son, Inc., Detroit, Mich., common carrier 
application. 

January 16—Toledo, O.—Main P.O. Bldg.— 
Examiner Card: 

MC-F-6067—Heavy Haulers, Inc.—Purchase 
(Portion)—Billy Baker Co. 

January 19—Birmingham, Ala.—Thomas Jef- 
ferson Hotel—Examiner Vandiver: 

I. & S. M-7861—Distribution Rates—Bir- 
mingham, Ala., to Ala. 

bears ~ xc Speen Neb.—Rome Hotel—Jt. 

MC-FC-58270—McCormack Transportation 
Co., Rock Rapids, Ia., Transferee, and 
Middlewest Nebraska Motor, Neligh, 
Neb., Transferor. 

January 24—San Francisco, Calif—Old Mint 
Bldg.—Jt. Bd. 75: 

MC-98615, Sub. 3—East Bay Drayage & 
Warehouse Co., Berkeley, Calif., common 
carrier application. 

January 25—San Francisco, Calif—Old Mint 
Bldg.—Jt. Bd. 11: 


MC-97710, Sub. 3—Peters Truck Lines, 
a Calif., common carrier applica- 
tion. 


January 27—Nashville, Tenn.—Dinkler- 
os Jackson Hotel—Examiner Van- 
ver: 

MC-C-1873—Bowling Green Express, 
Southeastern Truck Lines, Tennessee- 
Carolina Transportation Inc. Associated 
Transport, Inc.—Investigation of Inter- 
change Practices and Revocation of 
Certificates. 


January 30—Dallas, Tex.—Baker Hotel—Ex- 
aminer Hanson: 
I. & S. M-7759—Iron and Steel—Southwest 
Territory. 
January 30—Knoxville, Tenn.—U.S. Ct. Rms. 
—Examiner Vandiver: 
I. & S. M.-77769—Aluminum—Alcoa, Tenn. 
to Newport, Ark. 


Inc., 
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January 30—San Francisco, Calif.—Old Mint 
Bldg.—Jt. Bd. 78: 

MC-76032, Sub. 96—Navajo Freight Lines, 
Inc., Denver, Colo., common carrier ap- 
plication. 

February 8—Kansas City, Mo—Pickwick 
Hotel—Examiner Hanson: 

MC-C-1877—Middlewest Motor Freight Bu- 

reau v. Crouch Bros., Inc., et al. 
February 13—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Hanson: 

I. & S. M-7822—Alcoholic Liquors—O., Ind., 
Ky., Mich., to Wis. & Minn. 
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Irregular Airlines Allowed 
To Set Up ‘Exchanges’ to 


Solicit Charter Business 


The Civil Aeronautics Board, in a 
three-to-two opinion and order, has 
authorized extension by the mem- 
bers of two groups of so-called “large 
irregular” airlines of the present sys- 
tem of charter flights for the 
military services so as to permit 
them to charter flights for the 
general public, transporting both 
property and passengers, for a 
three-year period, but excluding 
certificated carriers from participa- 
tion in the plan. 


By a report and order in No. 6580, 
A.C.T.A.-I.M.A.T.A. Commercial Charter 
Exchange Investigation, the board ap- 
proved agreements among members of 
the Aircoach Transport Association and 
among members of the Independent 
Military Air Transport Association, pro- 
viding for the establishment by each 
association of an exchange to solicit, on 
behalf of its members, contracts for 
charter flights from the general public, 
with the aforementioned conditions, 
among others. 


The board said it prescribed the three- 
year experimental period because the 
“novelty and potential importance” of the 
exchanges called for caution in granting 
approval until the board had had an 
opportunity to observe the effects of the 
exchanges in developing the charter 
market as a new factor in the air trans- 
portation industry. 

In addition to limiting the service of 
the exchanges to other than certified car- 
riers, the board majority also limited the 
exchange operations to the domestic 
field, rejected a proposal of its examiner 
that the service be for fractional plane- 
load contracts, limiting its approval to 
planeload contracts, and setting certain 
limits on frequency of flights between 
pairs of points. 

The board also held that the exchanges 
must remain open to participation by 
other carriers “to prevent possible serious 
competitive injury to small air carriers 
lacking other effective means for solicit- 
ing needed charter traffic. 


Certificated Carriers Barred 


Certificated ‘“property-only” carriers 
were excluded from exchange operations, 
the board said, in view of the fact that 
such carriers were well able to solicit and 
service charter traffic. Also, it said, the 


certificated “property-only” carriers as 
independent sources of cargo charter 
services would constitute an added yard- 
stick to evaluate exchange operations. 

The board said its approval would not 
go into effect until the texts of the 
agreements had been filed with it, since 
it did not have sufficient information 
as to detailed arrangements to be estab- 
lished. 

Dissenting Views 

Board members Chan Gurney and 
Harmar D. Denny, while concurring in 
the finding of the majority that there 
was a public need for a central facility 
to bring together air carriers and prospec- 
tive charterers, disagreed with the 
method approved by the majority. Un- 
der the guise of an “air exchange,” they 
asserted, the majority’s action would 
“create a combine of seller air carriers 
into two super-air carriers, A.C.T.A. and 
I.M.A.T.A., which inevitably will acquire 
a virtual monopoly of the charter mar- 
ket,” thus depriving the members of the 
shipping and traveling public “of their 
normal bargaining rights.” 

“In our opinion,” the dissenting mem- 
bers said, “the public interest requires 
a true air exchange which will keep the 
trading forum independent and impartial 
by a system of competitive bidding.” 

They observed that the military pre- 
ferred pooled procurement, and could 
protect itself against its disadvantages 
as a large and potent buyer, able to 
select effectively, “from the quotations 
made by a number of sellers, including 
the railroads, certificated air carriers, 
A.C.T.A. and I.M.A.T.A.” 


“In view of the board’s decision in the 
Large Irregular Air Carrier Investiga- 
tion, order No. E-9744, supplemental air 
carriers will constitute the dominant 
segment of the charter industry, and the 
resultant diminished competition 
amongst these carriers poses a serious 
threat to the welfare of many poten- 
tial buyers of charter service,” the dis- 
senters said. 





Eisenhower Names Minetti 
To Succeed Lee on C.A.B. 


President Eisenhower, on December 8, 
announced the appointment of G. Joseph 
Minetti, a member of the Federal Mari- 
time Board, since September 23, 1954, to 
succeed Josh Lee, former Democratic 
senator from Oklahoma, as a member of 
the Civil Aeronautics Board. 


Mr. Minetti, a native of Brooklyn, N.Y., 
was given a recess appointment to the 
C.A.B. post, effective December 31, when 
Mr. Lee’s term expires. He is a former 
commissioner of the department of 
marine and aviation and is also a former 
deputy commissioner of the board of 
transportation, both of New York. He 
had served as special assistant to the 
Attorney General of the United States, 
assigned to the anti-trust division, in 
1940. 





United Air Lines to Cut Rates 


Freight rate cuts of 7 per cent on 25 
commodities ranging from auto parts to 
wearing apparel would be placed in ef- 
fect January 15 on flights from Chicago, 
Tll., to Fresno, Calif., United Air Lines 
announced December 12. 

The revised rates, subject to approval 


TRAFFIC Wor 





of the Civil Aeronautics Board, wceuld 
reduce the cost of shipping items such 
as electrical parts, leather goods, and ad. 
vertising matter from $21:30 to $19.% 
per 100 pounds, the airline said. Unite; 
operates daily passenger-cargo service 
between the two cities. 

















Hearing on ‘Deferred Air 
Freight’ Rates Proposed 
By American Airlines Held 


Walter Johnson, Jr., vice-president 
—sales, of American Airlines, Inc, 
was the first witness to appear be- 
fore Examiner F. Merritt Ruhlen, 
of the Civil Aeronautics Board, in 
No. 1705, et al., Petition of American 
Airlines, Inc., to Modify Minimun 
Rates. The hearing began December 
13, in Washington, D.C. 


The petition is for modification of out- 
standing minimum rate orders of the 
C.A.B. to permit American to set lower 
air freight rates for a “deferred” serv- 
ice, planned to be slower by about two 
days than regular air freight service, 
but faster than surface transportation. 

After appearing on the first day, Mr. 
Johnson was excused in order to meet 
commitments on the following day. He 
was to appear again on December li. 
On December 14 the witness was Lav- 
rence G. Wire, New York, N.Y., chief 
analyst—rates, for American. 


Mr. Johnson said that within the air 
freight industry today there existed more 
than 600 million ton-miles of unused 
annual capacity in combination passen- 
ger-cargo and all-cargo aircraft. 


Just as below-minimum directional 
rates had been approved to establish 
west-east air traffic volume, said Mr. 
Johnson, it was now necessary to intro- 
duce a “deferred” rate to attract new 
types of freight utilizing the unused 
capacity which the air carriers had, 
mostly during daylight hours, on com- 
bination passenger-cargo planes. 

Such air freight service, he asserted, 
would provide three major benefits—to 
shippers, to carriers, and to the general 
development of the air freight industry. 
Mr. Johnson said that the proposed 
service was designed to reach deeper 
into the air freight market. 


For the carriers, he said, it would 
mean additional revenue without a cor- 
responding increase in costs. He also 
asserted that there was now no new ail 
cargo aircraft in sight, and no sharp 
air freight rate reductions on the basis 
of new equipment, which could be made 
for some time to come. It was “unthink- 
able” that such broad benefits as this 
proposed service would provide would be 
denied by the C.A.B., Mr. Johnson said. 


Air Cargo Problems 


Mr. Johnson said that most of the 
cargo airlift was concentrated in the 
daylight hours. On the American route 
segments involved in the proposed de- 
ferred air freight experiment, he «aid, 
the freight-carrying capacity betv cen 
the hours of 6 a.m. and 6 p.m. was e~ual 
to the capacity during the 12 n ght 
hours, but “almost three times as much 
freight is carried at night as during the 
day.” 

“While American is: utilizing alout 
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three-fourths of its air freight lift be- 
tween the hours of 6 p.m. and 6 a.m. on 
these segments,” Mr. Johnson added, 
“it is utilizing only about one-fourth 
of the daytime lift.” 

The only practical method of trans- 
forming the unused cargo capacity from 
“waste space to a useful service,” he 
said, was to offer the unused lift for sale 
at a reduced, promotional rate, repre- 
sented by the “deferred air freight 
service.” 

Mr. Wire sponsored most of the ex- 
hibits offered by American, and was 
questioned on the rules published to 
govern the proposed service. 





Trans-Atlantic Air Coach 
Rights at ‘Low’ Fares Asked 
By North American Airlines 


North American Airlines, Inc., has 
asked the Civil Aeronautics Board 
for permission to provide reduced- 
fare air coach service between the 
United States and Europe effective 
April 1, of next year. 


The airline said the proposed fares 
were approximately 43 per cent lower 
than the present fares of other carriers. 
At the same time, North American ap- 
plied for temporary authority under an 
exemption order to begin such trans- 
Atlantic flights immediately. 

In its applications filed with the C.A.B. 
in No. 7542, North American Airlines, 
Inc., et al—Application for Certificate to 
Provide Air Coach Service Between the 
United States and Europe, and in No. 
7543, North American Airlines, Inc., et al. 
—Application for Exemption to Provide 
Aircoach Service Between the United 
States and Europe, the airline said it 
was prepared to begin trans-Atlantic 
flights in the spring at fares “lower than 
the lowest current steamship rates and 
43 per cent under the ‘off-season’ air 
tourist rate.” 

The proposal calls for a round-trip 
fare of $293 between New York City and 
Paris, France, and one-way fares of $140 
to London, England, $156 to Frankfurt, 
Germany, and $175 to Rome, Italy. 

North American said that it would use 
100-passenger DC-6B aircraft on its New 
York to Paris flights and would make 
the trip in 13 hours flying time. It 
asked the C.A.B. to approve the appli- 
cation on a scheduled basis of not to 
exceed two flights a day, for air coach 
exclusively “for a period of three years 
or until the board shall terminate” the 
exemption. 

_ Carriers listed by North American Air- 
lines in what was described as a joint 
application were: Trans National Air- 
lines, Inc.; Trans American Airways, 
Inc.; Twentieth Century Aircraft, Inc.; 
and Twentieth Century Aircraft Co. 

On July 1, the C.A.B., by an opinion 
and order in No. 6000, Compliance Pro- 
ceeding—Twentieth Century Air Lines, 
Inc., et al., revoked the letters of regis- 
tration of four large “irregular carriers” 
operating under the name of North 
American Airlines for “knowing and will- 
full violations of the civil aeronautics 
act and the board’s economic regula- 
tions” (T.W., Sept. 3, p. 63). The C.AB. 
later postponed indefinitely that part of 
its order revoking North American’s 
letter of registration and the US. Cir- 
cuit Court of Appeals for the District 


of Columbia stayed that portion of the 
C.A.B. order. On September 2 the ap- 
peals court issued its further order hold- 
ing off the effectiveness of the board’s 
requirement that North American cease 
and desist from operating on other than 
a non-scheduled basis until such time 
as the court reached a decision on the 
carrier’s appeal from the order (T.W., 
Sept. 10, p. 67). The court’s action in 
this case is still pending and, it was 
said at the C.A.B. that it would “probably 
be some time in February” before a de- 
cision is reached. 





C.A.B. Completes Local Air 


Carrier Certification Plan 


The Civil Aeronautics Board has an- 
nounced that the fourteenth and final 
permanent certificate to a local service 
air carrier has been awarded to Alleg- 
heny Airlines, Inc. 

The board said it authorized Allegheny 
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to carry persons, property and mail over 
an area covering West Virginia, Ohio, 
New York, Pennsylvania, Maryland, New 
Jersey, Delaware, and the District of 
Columbia. 

This action, the board said, concluded 
the implementation of legislation passed 
by Congress providing for permanent 
certification of all 14 local service air- 
lines. 

Board Chairman Ross Rizley praised 
the action of the Congress and of the 
President “in recognizing the need to 


, make local air service permanently avail- 


able to the American people.” 

“On behalf of the Board,” Chairman 
Rizley stated, “I should like to welcome 
the local service air carriers into the per- 
manent network of American air trans- 
portation. I am confident that these 
local air carriers will make possible in- 
creased trade and travel throughout the 
nation and as their business increases, 
I am very hopeful that they will soon 
become as financially self-sufficient as 
our domestic trunk airlines.” 


FEDERAL MARITIME 
BOARD NEWS 





F.M.B. Chairman Asserts 
Agency Has Jurisdiction 


Over Steamship Conferences 


Clarence G. Morse, chairman of 
the Federal Maritime Board and 
maritime administrator, has issued 
a concurring memorandum in No. 
784, American Union Transport, Inc. 
v. United States Atlantic & Gulf- 
Puerto Rico Conference, et al., ex- 
pressing his view that, while the 
definitions of “common carrier” and 
“other persons subject to this act” 
as contained in section 1 of the 1916 
shipping act do not appear broad 
enough to include a steamship con- 
ference, the board nevertheless has 
jurisdiction over a steamship con- 
ference as a “person” subject to the 
act, as well as over member lines of 
the conference. 

The board chairman issued his con- 
curring memorandum in connection with 
an order entered in November in which 
the board denied a motion filed by the 
respondents for dismissal of the com- 
plaint insofar as it alleged a conspiracy 
to bar the complainant from the trade, 
on the ground that the F.M.B. lacked 
jurisdiction (T.W., Nov. 12, p. 66). 

‘Creature’ of the 1916 Act 


Mr. Morse said that a steamship con- 
ference was “a creature of the shipping 
act of 1916, owing its very existence to 
the standards established and the ap- 
provals authorized by section 15 of that 
act.” 

He observed that United Mine Work- 
ers of America v. Coronado Coal Co., 259 
U.S. 344 (1922) held that an unincorpo- 
rated association could sue or be sued by 


name in a federal court where the action 
was to enforce a substantive right exist- 
ing under the Constitution or laws of the 
United States. He added: 

“This principle, now embodied in rule 
17(b) of the federal rules of procedure, 
has been extended to all cases involving 
a federal substantive right. Such a 
substantive right must be considered 
to be involved in this proceeding.” 


Mr. Morse further observed that past 
decisions and orders of the board had 
been directed against steamship confer- 
ences “as entities distinguished from or 
in addition to their member lines.” As- 
suming proper service of process, he 
said, “we clearly have jurisdiction over 
the conference, as well as the persons of 
the member lines individually.” He 
added that the motion which was the 
subject of the order was not directed to 
a failure to effect service on the con- 
ference “but is related to jurisdiction of 
the subject matter.” 


‘Exclusive Primary Jurisdiction’ 

Mr. Morse said that the board clearly 
had jurisdiction over the subject matter 
of the complaint, and that “we have 
exclusive primary jurisdiction.” 

He concluded his memorandum as fol- 
lows: 

“Were we to conclude that we do not 
have jurisdiction over the conference 
itself, as distinguished from its member 
lines, it seemingly would follow that a 
court would have primary jurisdiction 
of a complaint against the conference 
as distinguished from a complaint 
against the member lines. Under such 
a holding it might be contended that 
while the member lines receive protec- 
tion by virtue of section 15, the steam- 
ship conference does not receive such 
protection. This indeed would be an 
anomalous situation which would lead 
but to confusion. We are satisfied that 
this board has jurisdiction over the con- 
ference as a ‘person’ subject to the act, 
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as well as over the member lines, and 
therefore that the motion to dismiss as 
to the conference should be denied.” 

The administrator’s memorandum was 
dated November 7, but did not become 
available until December 7. 





Ocean Ship Agreements 


The Federal Maritime Board has an- 
nounced the filing with it for approval 
under section 15 of the shipping act 





of 1916 of agreement No. 8059 between 
Matson Navigation Co. and Westfal- 
Larsen & Co., A/S. The agreement covers 
the transportation of cargoes of canned 
pineapple juice on through bills of 
lading from loading ports of Matson in 
the Territory of Hawaii to ports of call of 
Westfal-Larsen in Great Britain, North- 
ern Ireland, Irish Free State, European 
continental, Baltic, Scandinavian and 
Mediterranean Sea ports, with trans- 
shipments at ports on the Pacific coast 
of the United States. 


COURT NEWS 





Barred by Lower Courts From Getting I.C.C. 
Rulings on Rates, Government Appeals 


Asks High Court to Rule Appeals Court and Court of Claims Erred 
In Holding Statute of Limitations Ban Against Government but Not 


Against Carriers. 


The federal government has asked 
the Supreme Court of the United 
States, in two petitions for writs of 
certiorari to rule whether lower 
courts were in error in holding that 
the government might not refer to 
the Commission the reasonableness 
of a rate after expiration of the two- 
year statutory limitation period, but 
that this limitation did not apply to 
suits by carriers against the govern- 
ment. : 


The petitions were filed by the De- 
partment of Justice on behalf of the 
government in No. 559, United States 
v. Western Pacific Railroad Co., Bangor 
& Aroostook Railroad Co., and Seaboard 
Air Line Railroad Co. and in No. 560, 
United States of America, v. Chesa- 
peake & Ohio Railroad Co. 

While the cases did not involve the 
same commodities, and differed slightly 
as to a second question raised by the 
government, each petition stated the 
first question posed as follows: 

“Whether the court below erred in 
holding that the expiration of the two- 
year limitation period of section 16(3) 
of the interstate commerce act, while 
not barring suits by common carriers 
against the United States, nonetheless 
precluded referral to the Interstate 
Commerce Commission for a determina- 
tion as to the reasonableness of the tar- 
iff rates demanded by the carriers, thus 
preventing the government from estab- 
lishing the unreasonableness of those 
ene rates as a complete defense to the 
suits.” 


Rates 0n Napalm Bomb 
In No. 559, the government also raised 
a question as to whether the “high, 
first-class tariff rates on explosive and 
incendiary bombs which are intended to 
reimburse carriers for the heavy and un- 
usual transportation expenses _ result- 





Rates on Napalm Bombs, Export Freight Involved. 


ing from the necessity that such bombs 
be carried in accordance with the Inter- 
state Commerce Commission regulations 
on ‘Explosives and Other Dangerous 
Articles,’ apply to steel bomb cases when 
these cases are filled with non-incen- 
diary, non-explosive, and non-hazardous 
material and are not subject to the 
regulations.” The government said the 
bombs were without fuses or “bursters.” 


Shipments of the steel bomb cases 
filled with napalm gel had moved via 
the three defendant railroads. The gov- 
ernment, claiming that the rates for 
the shipments should be the fifth-class 
rates applicable to gasoline in steel 
drums or containers, paid the carriers 
on that basis. The carriers filed peti- 
tions in the U.S. Court of Claims to re- 
cover the difference between those 
charges and the first-class rates ap- 
plicable on “a complete incendiary or 
explosive bomb,” said the government. 


The government said it had asked the 
Court of Claims to suspend the pro- 
ceedings and allow the question to be 
referred to and determined by the Com- 
mission “as the only body empowered to 
pass on the reasonableness of railroad 
tariff rates.” The Court of Claims, the 
government said, held that the first- 
class rates applied. The government 
added that the court, while recognizing 
the government’s right to have the rea- 
sonableness determined by the Com- 
mission, held that the running of the 
two-year statute of limitations had de- 
stroyed that right. 


Statute of Limitations 


“Tt cannot be denied that if the gov- 
ernment could establish the unreason- 
ableness of the rates demanded by the 
carriers it would constitute a complete 
defense on the merits,” the government 
declared. “Nor can it be challenged that 
the determination of such a question 
of reasonableness is within the ex- 
clusive province of the Interstate Com- 
merce Commission.” 
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The government further asserted ‘hat 
a long line of decisions by the Supreme 
Court and the lower courts firmly estab. 
lished the need for a court to stay its 
hand when, in the course of litigation, 
there arose an issue appropriate for de. 
termination only by the Commission, 
Under the ruling of the Court of Claims, 
it said, all a carrier would have to do 
was wait two years before filing a suit 
claiming unreasonable rates. 

As to the steel bomb cases filled with 
napalm gel, the government asserted 
that the Commission had ruled that 
they were not subject to its regulations 
as a dangerous article or an explosive 
article when shipped without fuse or 
“‘burster.” 

In No. 560, the petition involved ship- 
ments of chassis, seat cabs and bodies 
consigned by the government to Ney- 
port News, Va., for exportation to the 
Republic of China via the port of Ran- 
goon, Burma. That port was captured 
by the Japanese and the carload ship- 
ments were reshipped to storage cen- 
ters maintained by the War Department. 

The government said that the domes- 
tic rates were charged to Newport News 
and paid on that basis, but that the 
General Accounting Office had recom- 
puted the charges at the lower export 
rate, and the government recovered the 
difference between the two sums by 
deducting it from amounts due the 
carrier in connection with other car- 
rier services performed by it. 

The C. & O. brought action in the 
federal district court for the eastern 
district of Virginia which, the govern- 
ment said, rendered no opinion in up- 
holding the claim, but that the US. 
Court of Appeals for the Fourth Circuit 
entered a judgment, 224 F.2d 443, af- 
firming the district court’s holding that, 
since there was no showing of actual 
exportation, the domestic rate was ap- 
plicable and that the reasonableness 
of that rate was to be conclusively pre- 
sumed. 




























Contentions Rejected 


The government said also that the 
Court of Appeals had rejected con- 
tentions that if the lower court was in 
doubt as to the position taken by the 
government, based on rulings of the 
Commission, it should have stayed the 
proceeding and referred the question oi 
reasonableness to the Commission. 

“Respecting the application of the 
tariffs,” said the government, “the court 
read the relevant Commission decisions 
as governing solely those _ situations 
where, subsequent to the frustration of 
the intended exportation, the shipper 
made an effort to export the goods else- 
where.” 


As to the need for Commission action, 
the government said that, as the issue 
was framed in the district court, the de- 
termination respecting which of the two 
rates was to be applied “hinged upon 
considerations of reasonableness rather 
than upon a construction of the terms 
of the respective tariffs.” This, it said, 
was a matter exclusively within the 
jurisdiction of the Commission. 






























Steamship Lines Interven 


In Panama Canal Toll Sui: 


Judge Archie O. Dawson, of the ‘ed- 
eral district court: at New York ity, 
has granted leave to National Bulk (ar- 
riers, Inc., American-Hawaiian Ste \m- 
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December 17, 1955 


ship Co., Ore Transport, Inc. and Amer- 
ican Tankers Corporation of Delaware 
to intervene as parties plaintiff in a 
suit brought by 12 American steamship 
companies to compel the Panama Canal 
Co. to reduce tolls and to refund $27,- 
000,000, an amount described in the 
suit as excessive collections since July 
1, 1951.” George C. Charlton, secretary 
of the Committee on Panama Canal 
Tolls has reported (T.W., Oct. 1, p. 77, 
and Sept. 17, p. 74). 


The original plaintiffs were: Grace 
Line, Inc.; Isbrandtsen Company, Inc.; 
Luckenbach Steamship Company, Inc.; 
Matson Navigation Company; Moore- 
McCormack Lines, Inc.; Ore Naviga- 
tion Corporation; Calmar Steamship 
Corporation; Pope & Talbot, Inc.; 
States Marine Corporation of Delaware; 
United Fruit Co.; United States Lines 
Co., and Weyerhaeuser Steamship Co. 


At the government’s request, the 
plaintiffs adjourned a hearing on a mo- 
tion for summary judgment in their 
favor until January 5, 1956, Mr. Charl- 
ton said. The adjournment had been 
approved by federal Judge John F. X. 
McGohey, he added. . 





Rails Lose Appeals Court 
Decision in Litigation 
To Stop ‘3-Cent’ Air Mail 


The United States Court of Ap- 
peals for the District of Columbia 
circuit has ordered a district court 
to grant the Postmaster General 
summary judgment in the case in 
which certain railroads sought to 
prevent the Post Office Department 
from experimenting with, and con- 
ducting, transportation of regular 
three-cent “surface mail” by air 
carriage. 


In its decision in No. 12663, Atchison, 
Topeka & Santa Fe Railway Co. v. 
Arthur E. Summerfield, Postmaster Gen- 
eral of the United States, and No. 12664, 
Arthur E. Summerfield, Postmaster Gen- 
eral of the U.S. v. Santa Fe, the appeals 
court vacated a summary judgment of 
the district court for the District of 
Columbia to the railroads, and remanded 
the case to the lower court with instruc- 
tions to grant the Postmaster General’s 
motion for summary judgment. The ap- 
peals court was composed of Chief Judge 
Edgerton, and Circuit Judges Prettyman 
and Bastian. Judge Bastian concurred 
in the result but expressed doubt as to 
the standing of the railroads to sue. 

While holding that the Postmaster 
General had the right to experiment in 
transportation of mail but “prolonged 
experimental dispatch of three-cent mail 
by air was not within his statutory au- 
thority,” the lower court denied a rail- 
road motion for a permanent injunction 
on the ground that irreparable injury 
had not been shown. 

The Postmaster General appealed, and 
the railroads then appealed from those 
parts of the court’s order which sus- 
tained the power to experiment pro- 
vided the operations were not unduly 
prolonged, and from that part of the 
order denying the permanent injunction. 

On the question of the railroads’ right 


to sue, the Court of Appeals said that the 
carriage of mail by the railroads was 
governed by statute and that the statute 
imposed substantial obligations on the 
plaintiff : railroads. 

Noting that the railroads had been 
“compelled to make substantial invest- 
ments in special equipment for handling 
and carrying the mails,” the Court of 
Appeals said more was at stake “than 
a simple statutory privilege of doing 
business with the government.” 


“Such an interest may merit legal con- 
sideration even when the investment is 
made freely and with knowledge of a 
possible change of status that would im- 
pair its use,” the court said. “If so, it 
is sufficient here, for the railroad did not 
acquire these facilities as merely use- 
ful or needed in obtaining government 
business; they acquired the equipment 
because they were commanded to do so 
by law.” 

On the issues of the proceeding, the 
appeals court said the principal problem 
was whether the statutes fixing an air- 
mail postage rate and defining “domes- 
tic air mail” prohibited carriage by air 
of mail not bearing the special air-mail 
rate of postage. 

Under the statutory definition of “air 
mail,” the court said, air mail was not 
such matter as the Post Office trans- 
ported by air but was matter on which 
the sender had affixed special postage; 
the nature of the mail as air mail was 
fixed by the sender, not the Postal serv- 
ice. 

“If that view is correct, the statutory 
definition of ‘domestic air mail...’ does 
not preclude the Post Office from trans- 
porting by air matter other than ‘air 
mail,’” the court said. “It must, gen- 
erally speaking, transport by air matter 
to which the special postage has been 
affixed, but it is not required to demand 
the special postage for all matter which 
it transports by air.” 


Experiment Not Prohibited 

The court said that it was “quite im- 
portant”—so far as the Post Office pro- 
gram of sending surface mail by air 
was concerned that the Congress had 
been fully cognizant of its inauguration 
and had even inserted a proviso in the 
appropriation for the Post Office in 1954, 
requiring reports to the Congress to in- 
clude “the total cost of the eliminated 
and replacement service for airline, 
truck, and railroad transportation.” 

The court said it was unable to find 
any prohibition of the present experi- 
mental program, while it did find statu- 
tory provisions broad enough to encom- 
pass it within their terms. 

“Under these circumstances we think 
the indications of implied legislative ap- 
proval are entitled to weight,” it said. 
“In sum we conclude that the experi- 
mental program for carrying ordinary 
first class mail by air is within the 
statutory authority of the Postmaster 
General and is authorized by law.” 





National Airlines Appeals 


Colonial Acquisition Case 


National Airlines, Inc., has asked the 
Supreme Court of the United States for 
a writ of certiorari to the U.S. Court of 
Appeals for the District of Columbia 
Circuit because of dismissal by the lat- 
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ter court of a petition for review of an 
order of the Civil Aeronautics Board 
approving acquisition by Eastern Air 
Lines, Inc., of the assets of Colonial 
Airlines, Inc. 

The petition for review of the ap- 
peals court’s decision is docketed in the 
Supreme Court as No. 561, National Air- 
lines, Inc., Petitioner, v. Civil Aeronau- 
tics Board, Respondent, and Eastern 
Air Lines, Inc., Colonial Airlines, Inc., 
Intervenors. 

The C.A.B. had approved an applica- 
tion of Eastern to acquire the assets of 
Colonial after such a proposal had been 
disapproved earlier by the President and 
by the board on a finding at that time 
that Eastern had gained control of 
Colonial illegally. ‘ 

National told the Supreme Court that 
the C.A.B. had upheld a ruling of one 
of its examiners “which excluded the 
statutory issues of public interest, viola- 
tion of the act and monopoly required 
by section 408 of the act.” 


Question Presented 


In its petition to the Supreme Court, 
National said that the U.S. Court of 
Appeals had dismissed its request for a 
review of the C.A.B. order, without an 
opinion. The question presented, said 
National, was: 


“Whether a proper construction of sec- 
tion 801 and 1006 of the civil aeronau- 
tics act of 1938, as amended, forbids 
judicial review of violations by the Civil 
Aeronautics Board of procedural re- 
quirements of the civil aeronautics act 
and the administrative procedure act 
prior to a consideration by the board or 
decision by the President of the merits; 
and if a proper construction does forbid 
such judicial review whether sections 
801 and 1006 of the civil aeronautics 
act of 1938, as amended, are unconsti- 
tutional as an undue delegation of leg- 
islative power by Congress to the ex- 
ecutive and as a denial of due process 
of law to this petitioner.” 

Action by the President was required, 
National explained, because Colonial 
had a foreign route from New York to 
Bermuda and Montreal. Under the civil 
aeronautics act, decisions of the board 
involving such routes must have the ap- 
proval of the President. 

In the absence of an opinion by the 
Court of Appeals, said National, it was 
presumed that the court dismissed the 
petition for review based on its inter- 
pretation of Chicago & Southern Air- 
lines v. Waterman Steamship Co., 333 
US. 103, as forbidding judicial review 
of any order of the C.A.B. pertaining 
to a proceeding involving a foreign 
route transfer requiring approval by the 
President under section 801 of the civil 
aeronautics act. 

National asserted that the court’s 
interpretation of the Waterman decision 
deprived it of property without due proc- 
ess of law. 

It said that the decision of the Court 
of Appeals removed any responsibility 
of the board or the President to grant 
the hearing required by the civil aero- 
nautics act and the administrative pro- 
cedure act. The airline said that if the 
board could deny a fair hearing in the 
instant case, disregarding some statu- 
tory requirements, it could deny a hear- 
ing altogether in the next case, dis- 
regarding all statutory requirements. 
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SHIPPING DECISIONS 


Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 


National R r System, 
Publishin 7 seal 
right, 1947, 1. 


mg by West 
‘aul, Minn. Copy- 
a " publishing Company. 


United States Court of Appeals, Second 
Circuit 


Libel for cargo damage to a shipment 
of chestnuts shipped from Italy to New 
York where the vessel was required to 
return to Italy because of longshore- 
man’s strike and the cargo was finally 
outturned damaged in New York. From 
an admiralty decree in the United States 
district court for the southern district of 
New York, David N. Edelstein, Jr., 123 
F.Supp. 282, holding claimant-respond- 
ent liable for cargo damages, the re- 
spondent appealed. The United States 
Court of Appeals, Staley, circuit judge, 
held that the evidence showed that the 
chestnuts had properly been treated be- 
fore shipment and that evidence did not 
establish that the damage to the cargo 
resulted from the longshoreman’s strike 
in New York. 


Decree affirmed. 


A carrier of goods by sea, is prima 
facie liable for damage to cargo which, 
although in good condition when re- 
ceived by carrier is outturned damaged 
at end of voyage, unless the carrier can 
affirmatively show that immediate cause 
of damage was an excepted cause for 
which law does not hold him responsible. 
Carriage of Goods by Sea Act, Sec. 4(2) 
(j, m), 46 U.S.C.A. Sec. 1304(2) (j, m). 

In libel for damage to shipment of 
chestnuts while being transported from 
Italy to United States, where vessel was 
unable to discharge cargo because of 
longshoreman’s strike in New York and 
returned to Italy and cargo was out- 
turned damaged in New York when 
finally unloaded there, evidence did not 
sustain the libelants claim that the 
chestnuts became moldy because they 
had not been given the proper preship- 
ment treatment by the shippers. Car- 
riage of Goods by Sea Act, Sec. 4(2) 
(j, m), 46 U.S.C.A. Sec. 1304(2) (j, m). 


In libel in admiralty for cargo dam- 
age, arguments made on basis of evi- 
dence were properly addressed to the 
district court and the circuit court could 
not disturb the findings of that court 
unless they were shown to be clearly er- 
roneous. 


In libel for cargo damage to shipment 
from Italy to New York, claim by re- 
spondent that damage resulted from 
longshoreman’s strike in New York and 
that, such being an excepted cause, the 
respondent was not liable, required re- 
spondent to show that there was a causal 
connection between the strike and the 
moldy condition of the cargo. Carriage 
of Goods by Sea Act, Secs. 3(2), 4 and 
ie 46 U.S.C.A. Secs. 1302(2), 1304, and 
q). 

In libel for damage to shipment of 
chestnuts from Italy to New York, where 
vessel was required to return to Italy 
because of a longshoreman’s strike in 
New York, and chestnuts were finally 
outturned damaged in New York, delay 
caused by the strike could only be con- 





sidered to have caused the lack of ven- 
tilation damaging the cargo, if it were 
established that the strike made it im- 
possible for the respondent to provide 
sufficient ventilation. Carriage of Goods 
by Sea Act, Secs. 3(2), 4 and (q), 46 
U.S.C.A. Secs. 1302(2), 1304, and (q). 


The carrier’s duty properly to stow, 
keep and care for a cargo of chestnuts 
shipped from Italy to New York con- 
tinues at all times, and unless carrier 
shows that he could not have performed 
his duties, because of some excuse cog- 
nizable under the law as sufficient to 
relieve him from liability, he was re- 
quired to assume full responsibility for 
damage to the cargo because of moldy 
condition allegedly resulting from lack 
of ventilation. Carriage of Goods by Sea 
Act, Secs. 3(2), 4, and (q), 46 U.S.C.A. 
Secs. 1302(2), 1304, and (q). 


In libel for damage to a cargo of chest- 
nuts shipped from Italy to New York, 
where the vessel was required to return 
to Italy because of longshoreman’s strike 
in New York and chestnuts were finally 
outturned damaged in New York, evi- 
dence failed to establish that the New 
York strike prevented the respondents 
from providing sufficient ventilation so 
as to relieve him from liability for dam- 
ages because of the moldy condition of 
the cargo. Carriage of Goods by Sea Act, 
Secs. 3(2), 4, and (q), 46 U.S.C.A. Secs. 
1302(2), 1304, and (q). 


An ocean carrier is charged with re- 
sponsibility for a loss which, in fact, 
may not be due to his fault, merely be- 
cause the law, in pursuance of a wise 
policy, casts upon him the burden of 
showing facts relieving him from liabil- 
ity. Carriage of Goods by Sea Act, Sec. 
4(2), 46 U.S.C.A. Sec. 1304(2). (Schroe- 
der Bros., Inc. v. The Saturnia, 226 F.2d 
147). 


MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 
Secretary of the Commission concerning 
prosecutions, in federal courts, for vio- 


lations of motor carrier provisions of the 
interstate commerce act or of Commission 
rules and regulations thereunder, appear 
below. 





Indiana northern district, Fort Wayne 
division, at Fort Wayne, Oris W. Martin, 
doing business as Harper and Martin, 
Cromwell, Ind., was fined $1,000 Decem- 
ber 5 following his plea of nolo con- 
tendere to an information charging him 
with failing to have on file certificates 
of physical examination for certain of 
his drivers and with failing to maintain 
systematic inspection and maintenance 
records for certain motor vehicles under 
his control. The fine was required to be 
paid. 


* * * 


Missouri eastern district, eastern divi- 
sion, at St. Louis. Harold Hudson, do- 
ing business as Harold Hudson Van & 
Storage Co., Overland, Mo., was fined 
$375 December 2 following his plea of 
guilty to an information charging him 
with conducting unauthorized opera- 
tion. The fine and costs were required 
to be paid. 


* * * 


Virginia eastern district, at Alexandria. 
Thrift Transfer Co., was fined $500 De- 
cember 6 following its plea of guilty to 
an information charging it with conduct- 
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ing unauthorized operations. The ine 
was required to be paid. 


* * * 


Texas southern district, ‘Brownsville 
division, at Brownsville. Hayes-Sammons 
Chemical Co., Mission, Tex., was fined 
$300 December 5, following its plea of 
guilty to an information charging it with 
aiding and abetting Leal Brothers in con- 
ducting unauthorized operations. The 
fine was required to be paid. 


* * * 


Missouri eastern district, northern di- 
vision, at Hannibal. Missouri Transit Co,, 
Macon, Mo., was fined $575 December 5 
following its plea of guilty to an in- 
formation charging it with charging, de- 
manding, collecting and receiving a lesser 
compensation than that specified in its 
applicable tariffs, with failing to have 
in its files doctors’ certificates of physical 
examination of drivers and with permit- 
ting and requiring drivers in its employ 
to operate motor vehicles for excessive 
hours. The fine and costs were required 
to be paid. 


* * * 


Texas southern district, Brownsville 
division, at Brownsville. J. C. Kelly, 
Edinburg, Tex., was fined $175 and 
Alamo Products Co., Alamo, Tex., was 
fined $200 on December 5 following their 
separate pleas of guilty to an informa- 
tion charging Mr. Kelly with conduct- 
ing unauthorized operations, and charg- 
ing the company with aiding and abet- 
ting Mr. Kelly. The fines were required 
to be paid. 


* * * 


Texas northern district, Fort Worth 
division. Northwestern Distributors, Inc., 
Fort Worth, was fined $500 December 
5 following its plea of guilty to an 
information charging it with conducting 
unauthorized operation, and with fail- 
ing to have on file with the Commission 
rates and charges applicable to the 
transportation performed by it. The 
fine was required to be paid. 


MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 
Cases Recently Decided by 


State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 





United States District Court, E. D. Penn- 
sylvania 


Suit by railroad to recover balance of 
freight charges and tax on shipment of 
paper in interstate commerce in which 
balance sued for represented difference 
between rate applied to waste paper 
which rate shipper had paid, and higher 
rate for “spitting cups” which railroad 
claimed was due. The district court, 
Lord, J., held that where facts were un- 
disputed and no question of reasonab'e- 
ness of tariff rates was involved, court 
had no jurisdiction to determine which of 
two rates applied and shipment of u.- 
usable “spitting cups” which had ben 
purchased by shipper, who was exCci'l- 
sively a waste paper dealer, was subject 
to lower tariff rates for waste paper. 

Judgment for defendant. 


Interstate Commerce Commission fis 
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exclusive power to determine that a 
rate contained in a lawfully filed and 
published tariff of railroad is reasonable. 
Interstate Commerce Act, Sec. 9, 49 
US.C.A. Sec. 9; 28 U.S.C.A. Sec. 1337. 

Where railroad sued shipper for bal- 
ance of freight bill allegedly due which 
represented difference between lower 
classification in tariff rate which shipper 
had paid and higher classification 
which railroad claimed was applicable 
and there was no dispute as to the rea- 
sonableness of the two different rates 
or as to the facts, Federal District Court 
had jurisdiction to determine which rate 
was applicable to shipment. 

Where railroad sued shipper in fed- 
eral district court for balance of freight 
charges allegedly due and suit involved 
question of which of two tariff rates was 
applicable to shipment and suit was 
commenced before complaint was filed 
with Interstate Commerce Commission, 
action which, without hearing dismissed 
complaint and merely held that rates 
were reasonable, was not conclusive on 
issue before District Court. 

Where exclusive waste paper dealer 
purchased unusable “spitting cups” as 
war surplus and shipped the same in 
interstate commerce and after their ar- 
rival they were used solely for waste 
paper, tariff rate applicable to waste pa- 
per shipments rather than “spitting 
cups” shipments applied. (Reading Co. 
v. Penn Paper and Stock Co., 134 F.Supp. 
239). 


7 * * 


United States District Court, D. Oregon 

Action by motor carriers to enjoin the 
railroads and Interstate. Commerce 
Commision from putting into effect an 
order of the Commission approving re- 
duction in railroad rates on certain 
interstate shipments. The United States 
District Court for the District of Oregon, 
Solomon, J., held that the Commission 
was required to make findings concern- 
ing need for preserving a transporta- 
tion system by water, highway, and rail, 
adequate to meet the needs of commerce 
of the United States and national de- 
fense. 

Motion for new trial denied. 


Opinion in 129 F.Supp. 472 supple- 
mented. 

Where order of Interstate Commerce 
Commission reduced railroad rates and 
the issue of whether barge and truck 
lines would survive and whether their 
Survival was necessary for agricultural 
marketing and national defense, was di- 
rectly raised and the Government was 
expending millions of dollars to improve 
navigation on the upper Columbia River, 
the Interstate Commerce Commission 
Was required to make findings concern- 
ing the need for preserving a transporta- 
tion system by water, highway and rail 
adequate to meet the needs of commerce 
of the United States. Interstate Com- 
merce Act, Sec. 1 et seq., 49 U.S.C.A. Sec. 
1 et seq. 

Where order of the Interstate Com- 
merce Commission reduced railroad rates 
and during the war, the military needs, 
as well as civilian needs, were served 
almost exclusively by barges and trucks, 
in view of the sensitive’ geographic lo- 
cation of the Pacific Northwest, the 
present turbulent state of international 
relations, and the vulnerability of such 
area to invasion, Commision was obli- 


gated to consider and evaluate such 
testimony concerning. the national de- 
fense and to make appropriate findings. 
Interstate. Commerce Act, Sec. 1 et seq.. 
49 U.S.C.A. Sec. 1 et seq. 

Before a federal court can determine 
whether there was any reasonable basis 
for the Interstate Commerce Commis- 
sion’s findings that anticipated revenues 
from proposed rates would be just, rea- 
sonable and compensatory, the court 
must know whether the Commission 
would have arrived at the same con- 
clusions had an exhibit been properly 
read instead of misread. Interstate 
Commerce Act, Sec. 1 et seq., 49 U.S.C.A. 
Sec. 1 et seq. (Pacific Inland Tariff Bu- 
reau v. United States, 134 F.Supp. 210). 


* * * 


United States District Court, E. D. South 

Carolina 

Action by two common carriers by 
motor vehicle to enjoin and set aside an 
order of the Interstate Commerce Com- 
mission redefining and extending the 
commercial zone of the city of Charles- 
ton, South Carolina. The district court, 
Parker, circuit judge, held that the In- 
terstate Commerce Commission, by de- 
fining limits of the commercial zone of 
the city of Charleston, exercised rule 
making power of the Commission which 
was legislative in character regardless 
of whether the purpose of the rule was 
to enlarge the zone exempt from regula- 
tions by applicable sections of the inter- 
state commerce act or to enlarge the ter- 
minal area of motor carriers serving the 
city of Charleston. 

Action dismissed. 


By defining limits of the commercial 
zone of the city of Charleston the Inter- 
state Commerce Commission exercised its 
rule making power, which was legislative 
in character, regardless of whether the 
purpose of the rule was to enlarge the 
zone exempt from regulations by ap- 
plicable sections of the interstate com- 
merce act or to enlarge the terminal 
area of motor carriers serving the city 
of Charleston. Administrative Procedure 
Act, s. 4, 5, 5 U.S.C.A. Secs. 1003(a), 
1004; Interstate Commerce Act, Secs. 20 
(c), 203(b) (8), 49 U.S.C.A. Secs. 302(c), 
303 (b) (8). 

Where Interstate Commerce Commis- 
sion entered rule defining limits of 
commercial zone of city of Charleston 
without holding a formal hearing, such 
action was not an abuse of discretion 
by the Commission as such proceeding 
was legislative in nature and not adjudi- 
catory. Administrative Procedure Act, 
Secs. 2(c), 4, 5, 7, 8, 5 U.S.C.A. Secs. 
1001(c), 1003, 1004, 1006, 1007; Interstate 
Commerce Act, Secs. 202(c), 203(b) (8), 
49 U.S.C.A. Secs. 302(c), 303(b) (8). 


Where Interstate Commerce Commis- 
sion entered rule defining limits of com- 
mercial zone of the city of Charleston, 
question of exemption of carriers of 
petroleum products from the effect of 
the zone extension so that such carriers 
serving the Charleston area would be 
confined to the area as limited when 
their certificates were granted, was a 
matter within the discretion of the Com- 
mission. Interstate Commerce Act, Secs. 
202(c), 203(b) (8), 204(a) (6), 49 U.S.C.A. 
Secs. 302(c), 303(b) (8), 304(a) (6). 
(George A. Rheman Co. v. United States, 
133 F. Supp. 668). 
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1.C.C. Favors Bill Giving 
It Revocation Power Over 


Water Carrier Authorities 


Commissioner Johnson, acting 
chairman of the Commission, and 
acting chairman of the Commis- 
sion’s committee on legislation, has 
recommended passage of S. 1960, a 
bill to amend part III of the inter- 
state commerce act so as to authorize 
the Commission to revoke, amend, or 
suspend water carrier certificates 
and permits under certain condi- 
tions, with certain amendments. He 
also asked, in that connection, a 
change in the motor carrier act to 
eliminate “willful” failure to obey 
compliance orders. 


The bill, introduced in May by Senator 
Schoeppel, of Kansas, by request, was 
referred by the Commission to its com- 
mittee on legislation. Commissioner 
Johnson said that the Commission had, 
in a number of reports preceding its 
sixty-eighth annual report, and in the 
latter report, recommended the addition 
of a new section (312a) to the act to 
contain provisions for revocation of 
water carrier certificates or permits. 

He also said that the Commission did 
not have the same power to revoke water 
carrier authorities as was conferred on 
it in the case of motor carrier and for- 
warder authorities and added that 
“there is no basic reason for the Com- 
mission to possess such power with re- 
spect to motor carriers and freight for- 
warders and not as to water carriers.” 
He called attention to United States v. 
Seatrain Lines, Inc., 329 US. 424, in 
which he said the Supreme Court indi- 
cated that “the Commission is without 
authority to revoke water carrier cer- 
tificates or permits in whole or in part, 
once they have become effective and the 
time fixed for requesting rehearing or 
reconsideration has passed.” 


Danger of Dormant Rights 


Because certain of the carriers had 
been unable to resume water services 
after World War II, when their vessels 
were requisitioned by the government, 
Commissioner Johnson said that the ex- 
istence of such dormant rights which 
might be revived in the future was “a 
deterrent to the institution of new op- 
erations.” Also, he said, the existence 
of unused authorities made it difficult 
to determine what duplicating new au- 
thorities should be granted “in view of 
the danger of an eventual surplus of 
competitive service which might be in- 
jurious to the carriers and the public 
in general.” 


While water carriers should have rea- 
sonable protection against loss of their 
rights where abnormal or special con- 
ditions had hindered resumption or 
continuance of operations, ‘said the 
commissioner, “we do not believe it to 
be in the public interest that unused 
certificates and permits be held defi- 
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nitely.” He said the Commission should 
have authority to determine on the facts 
of each case whether operating rights 
should be revoked for non-use. 


After a brief review of the provisions 
of S. 1960, Commissioner Johnson said 
the revocation power proposed, “con- 
fined to non-use of operating rights”, 
was apparently framed to meet water 
carrier objections to earlier bills, based 
on the view that the Commission should 
not have power to suspend or revoke 
rights “on the basis of minor infractions 
of the rules or regulations of the Com- 
mission or of the terms and conditions 
contained in the certificates or permits.” 
The commissioner said any one familiar 
with the Commission’s work should have 
no such fears. 


Changes Suggested 


He said that paragraph (ii) of the 
proposed new section of the act should 
be amended to be similar to the powers 
the Commission now had under sections 
212(a) and 410(f). That could be done, 
he said, by changing the proposed para- 
graph (ii) to read: 

“(ii) Any certificate or permit may, 
upon application of the holder thereof, 
in the discretion of the Commission, be 
amended or revoked, in whole or in part, 
or may upon complaint, or on the Com- 
mission’s own initiative, after reasonable 
notice and opportunity for hearing, be 
suspended, changed, or revoked, in whole 
or in part, for willful failure to comply 
with any provision of this part, or with 
any order, rule, or regulation lawfully 
promulgated by the Commission, or with 
any term, condition, or limitation of 
such certificate or permit.” 


Commissioner Johnson indicated that 
the word “may” in the paragraph pro- 
posed by the Commission took the place 
of the word “shall” in the proposed bill. 
He said the change was desirable, in the 
opinion of the Commission, to allow it 
to exercise its discretion in such matters 
as it was now permitted to do under 
sections 212(a) and 410(f). 


The commissioner also said that para- 
graph (iii) of the bill, providing for 
automatic revocation and cancellation of 
a certificate or permit to the extent 
authority had not been exercised should 
be stricken as, he said, it was believed 
that the provisions of paragraph (ii), 
with the suggested changes, would be 
adequate for the purpose of granting the 
Commission suspension and revocation 
powers over water carrier rights for 
willful non-use. Similarly he suggested 
that a provision of S. 1960 prohibiting 
revocation of authority to serve a par- 
ticular port or ports in the case of an 
intercoastal water carrier was unneces- 
sary and should also be stricken. 


Motor Act Change Asked 


After suggesting a provision to provide 
for revision of the table of contents of 
part III of the act to reflect addition 
of the proposed new section, Commis- 
sioner Johnson made the following sug- 
gestions for amendments to sections 
212(a) of the act. 


“We believe it appropriate to suggest 
at this time that S. 1960 be further 
amended so as to include an amend- 
ment to section 212(a) of the act. Under 
the first proviso of section 410(f) of the 
act, a freight forwarder permit may 





be revoked if the holder thereof fails 
to comply with an order of the Commis- 
sion commanding compliance with the 
provisions of part IV thereof, a rule or 
regulation issued by the Commission 
thereunder, or the terms or conditions 
of its permit. Under the corresponding 
provision in section 212(a), however, a 
motor carrier must ‘willfully’ fail to obey 
such compliance order before its cer- 
tificate or permit may be revoked. The 
use of the word ‘willful’ to describe the 
nature of the violations in section 212(a) 
which are the subject of revocation pro- 
ceedings, and the use of the word a 
second time (in the first proviso) to 
describe the nature of the failure to 
comply with an order commanding 
obedience would seem to raise the ques- 
tion of whether a second hearing must 
be held, before revocation could be ef- 
fected, to determine whether or not 
failure to obey the compliance order was 
also willful. If there must be two find- 
ings respecting the question of willful- 
ness, it is arguable that there must also 
be two hearings. This uncertainty in 
the statute may present difficulties in 
the enforcement of the provisions of 
part II of the act in the future. We 
believe there is sufficient ambiguity in 
section 212(a) to justify amending the 
first proviso so as to have it conform 
to the corresponding provision in section 
410(f). We therefore recommend that 
a section 3 be added to S. 1960 provid- 
ing that the word ‘willfully’ as it ap- 
pears in the first proviso of section 
212(a) be deleted. 


“We recommend that S. 1960, amended 
as suggested above, be adopted.” 





Automation Subcommittee _ 
Reports on Hearing; Gets 


Views of ‘Pennsy’ Official 


The report of the subcommittee on 
economic stabilization of the joint 
committee on the economic report 
on its hearing on “automation and 
technological change” calls on or- 
ganized labor to “continue to recog- 
nize that an improved level of living 
for all cannot be achieved by a blind 
defense of the status quo.” 

The subcommittee, headed by Repre- 
sentative Patman, of Texas, said that 
as plans for the hearings on automation 
advanced “it became increasingly clear 
that the word means widely varying 
things to different people.” Consequently, 
the subcommittee said, it had used the 
term broadly to “include all various new 
automatic and electric processes, along 
with rapid technological advances and 
improved know-how generally.” 

The subcommittee also said that im- 
provement of economic statistics, es- 
pecially those relating to productivity 
and occupational shifts, and an in- 
creased alertness on the part of execu- 
tive agencies to the responsibility of 
providing statistics for policy-making in 
business as well as in government, were 
required. 

Finally, said the subcommittee in its 
recommendations, its investigation had 
convinced it that the problems of auto- 
mation “are by no means negligible nor 
settled,” adding: 

“This prompts the subcommittee to 
the view and the urgent recommendation 
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that all interested parties should make 
this a subject of continuing or recur. 
rent study. The subcommittee on eco. 
nomic stabilization considers it to be its 
responsibility and intends to review reg. 
ularly the progress of- technological 
change and the statistical evidence of 
occupational shifts. This is being done 
for the purpose of keeping infornied 
and of being in a position to recommend 
further legislation if it should be 
needed.” 


Among the findings of the subcommit- 
tee was one to the effect that only a 
small but “conspicuous fraction” of the 
total labor force would be directly in- 
volved in the effects of automation. 
Among those it said would not be sig- 
nificantly affected were shipping clerks 
and bus drivers. 


Saying that the trend toward auto- 
mation would bear watching to make 
sure that it did not add to “troublesome 
pockets of local unemployment,” the 
committee said it was told that auto- 
mation in Detroit meant unemployment 
in South Bend, Ind., and that such 
progressive steps as the dieselization of 
the railroads were partly responsible for 
persistent unemployment in such locali- 
ties as Altoona, Pa. With those facts 
in mind, the subcommittee said, it was 
imperative that industry itself, with 
the sympathetic support of labor, develop 
specific and concrete programs to ease 
the problems of adjustment. 


Pennsylvania R.R. Witness 


Among the witnesses who appeared 
before the subcommittee was S. R. Hursh, 
chief engineer for the Pennsylvania 
Railroad Co. 


Mr. Hursh gave the subcommittee a 
lengthy review of the various signalling, 
yard, weighing and centralized traffic 
control installations on the Pennsylvania, 
and in concluding his prepared statement 
said: 

“As to the social and economic effect 
upon our employes or the employes of 
any other railroad in the industry, no 
serious concern may be anticipated ad- 
versely to the employes.. If what is done 
leads to more efficiency and more econ- 
omy to the industry as a whole or an 
individual railroad, it makes more secure 
the employment of all employes.” 


In the printed hearings of the sub- 
committee was also included a statement 
made by Mr. Hursh in answer to ques- 
tions which were propounded after the 
hearing by a member of the subcommit- 
tee’s staff. 


One of the requests was for a statement 
covering the handling of displaced per- 
sonnel arising from discontinuance of 
switching at some yards and terminals 
due to the opening of the railroad’s new 
Conway yard. Mr. Hursh said the Con- 
way yard was not completed, only the 
eastbound portion being in service. AS 
a result, he said, very little, if any, dis- 
placement had taken place. He said a 
majority of the personnel had been 
absorbed in yard crews and that those 
who had not been absorbed had senior!ty 
in adjacent territory or other yards. ‘le 
added that “at no point in this territo-y 
do we now have 100 per cent manpow:r 
in the transportation department.” 


Labor Cost Trend 
Mr. ‘Hursh was also asked to what 
extent labor costs had been a factor n 
spurring the introduction of “automat d 
freight yards” and what had been tie 
trend in labor costs per unit of ton-mil’s 





~~ _—.~§ = go ott aoa 


Wor 


1 make 
recur- 
Mm eco. 
) be its 
-W Tog. 
logical 
nce of 
& done 
fornied 
mmend 
Id be 


ym mit- 
only a 
of the 
tly in- 
nation, 
9€ sig- 
clerks 


auto- 
make 
lesome 
the 
auto- 
yyment 
; such 
‘ion of 
ble for 
locali- 
» facts 
it was 

with 
evelop 
D ease 


peared 
Hursh, 
lIvania 


ttee a 
alling, 
traffic 
vania, 
ement 


effect 
yes of 
ry, no 
d ad- 
; done 
econ- 
or an 
secure 


sub- 
=ment 
ques- 
r the 
nmit- 


=ment 
| per- 
ce of 
ninals 
5 new 
Con- 
y the 
. AS 
, dis- 
aid a 
been 
those 


December 17, 1955 


of freight handled on the Pennsylvania. 

The witness replied that the continued 
increase in labor costs had been one of 
the major factors prompting manage- 
ment ‘to introduce retarder yards. He 
included in his reply a table showing 
the payroll costs “per 1,000 trailing gross 
ton-miles” (the weight of freight back 
of the locomotive, not including the 
weight of freight. cars) had risen from 
$1.79 in 1929 to $3.98 in 1954. 

Asked what the prospects were for the 
extension of “advanced mechanization 
or automation” to the train service, and 
whether this would help increase the 
carrier’s share of intercity passenger 
traffic, Mr. Hurst replied: 


“Prospects for extension of advanced 
mechanization or automation in passen- 
ger-train service are applicable at this 
time to signalling, communications, im- 
proved equipment, and equipment serv- 
icing. If and when such improvements 
come about, it is our opinion that the 
carriers would be enabled to improve 
their share of intercity passenger traffic 
to the extent that: 


“(a) Reduced costs resulting from 
these improvements can be passed along 
to users in the form of reduced fares. 


“(b) Reduced elapsed time in transit 


can be made possible by higher average 
speeds within maximum speed limits.” 

In answer to whether the Pennsyl- 
vania expected that a reduction in the 
average length of the workweek in in- 
dustry would lead to a greater increase 
in passenger travel, Mr. Hurst replied, 
“Generally, no.” He said the experience 
of the Pennsylvania had been that the 
reduced workweek in industry had re- 
duced passenger travel, since it per- 
mitted greater use of private automo- 
biles. However, he said, should there be 
a trend toward greater use of improved 
passenger service for any reason, “you 
may rest assured we will quickly avail 
ourselves of all possible aid to capitalize 
on the increased business.” 

Mr. Hurst said that the Pennsylvania 
had no specific information concerning 
the extent to) which employes who 
might have been displaced by tech- 
nological developments had been ab- 
sorbed elsewhere in expanding indus- 
tries. However, he said, Department of 
Labor statistics concerning employment 
in the country as a whole seemed to in- 
dicate that such absorption was taking 
place, and he suggested that the sub- 
committee might be able to obtain 
further information on the subject from 
the Railroad Retirement Board. 


LABOR NEWS 


Emergency Board Would Increase ‘Non-Op’ 
Wages, Have Railroads Pay Welfare Costs 


Recommends 162 Cents Per Hour ‘Package’ With 142 Cents Effective 
As of December 1, Balance of 2 Cents to Apply to Cost of Health, 


Welfare Plan. Says Recommendations Will Equalize ‘Non-Op’ Wages. 


A wage increase “package” of 1644 
cents an hour for 750,000 non-oper- 
ating employes of the railroads was 
recommended December 12 by the 
emergency board appointed by Presi- 
dent Eisenhower to investigate and 
report on the dispute between those 
employes and management. 


The board indicated that, in making its 
recommendation for an increase in the 
earnings of the non-operating employes, 
it was accepting what it said was railroad 
management’s own policy of affording 
equality of treatment to the operating 
and the non-operating employes. The 
board went into detail in comparing 
“wage movements” since 1947 and the 
manner in which it said the “non-ops” 
had fallen out of line with the other rail- 
road workers in the matter of wage in- 
creases. 


The board recommended that the in- 
crease, estimated by the railroads as 
adding $290 million a year to their wage 
costs, consist of a boost of 14% cents in 
hourly rates, effective retroactive. to 
December 1, and that the railroads as- 
sume the full cost of the existing health 


and welfare plan as of March 1, 1956, 
at an estimated additional cost of 2 
cents an hour. 


The $290 million cost of the increase 
to the “non-ops,” when added to in- 
creases already granted to employes rep- 
resented by the Brotherhood of Railroad 
Trainmen, the Brotherhood of Loco- 
motive Firemen and Enginemen, and the 
Brotherhood of Locomotive Engineers, 
and assuming that the railroads’ dispute 
with the conductors is settled on a 
similar pattern, will, according to rail- 
road estimates, bring the total cost of 
wage increases granted in the railroad 
industry since October 1 to more than 
$400 million a year. 

Lester P. Schoene, attorney for the 
non-operating employe organizations, 
said, shortly after the board’s report 
was released by the White House, that 
there would be no comment from union 
officials until they had had time to 
study the recommendations. Most of the 
Officials had not yet seen the report 
at that time, he said. 


The non-operating employe unions 
had asked an increase of 25 cents per 


hour, and for pdyment by the railroads- 


of the entire cost of the existing health 
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and welfare plan, amounting to 4 cents 
an hour per employe. 


Membership of Board 


The board appointed by the President 
consisted of Dudley E. Whiting, an at- 
torney, of Detroit, Mich., chairman; G. 
Allan Dash, Jr., of Philadelphia, Pa., a 
labor arbitrator, and John Day Larkin, of 
Chicago, dean of liberal studies of the 
Illinois Institute of Technology. 

The board said that the railroads in- 
volved in the controversy operated ap- 
proximately 95 per cent of the nation’s 
railroad mileage, and that the employes 
represented by the organizations involved 
constituted about 70 per cent of the em- 
ployes of the railroads parties to the 
dispute. 

The report of the board was originally 
due on December 7, but the President ap- 
proved a request of the National Media- 
tion Board that the time for making the 
report be extended to December 12. The 
board had indicated that the length of 
the hearings made it impossible to com- 
plete its work by the original date. 


Forty-Hour Week 


The board offered a brief description 
of the wage movements in the railroad 
industry, largely from 1947 onward, with 
special attention to what it called the 
“40-hour conversion complexities,” i.e., 
the increases granted to workers to per- 
mit them to convert from 48-hour weeks 
to 40-hour weeks “without significant 
losses in take-home pay.” 

Referring to the recommendation of an 
emergency board in 1949 which .recom- 
mended an hourly increase of seven 
cents, effective October 1, 1948, instead 
of an increase of from 10 to 13 cents per 
hour, to “cushion the impact of the 
hours reduction,” the board said: 

“The organizations now contend that 
the conversion to the 40-hour week did 
not result in any appreciable increase 
in unit labor costs. In fact, within a 
short time after the conversion to the 
40-hour week, the Interstate Commerce 
Commission found that unit labor costs 
had not increased at all. As a result 
of this at least three cents per hour, 
if not 6 cents per hour, was lost to the 
non-operating employes at the time of 
the 1948 settlement. And this, it is 
claimed, has never been made up in any 
subsequent wage settlement. 


Wage Comparisons 


“The organizations further contend 
that their wages should not be compared 
with wage rates of production workers 
in all manufacturing industries, as the 
carriers insist upon doing, but with 
those of the durable goods workers, 
which the organizations feel is more 
nearly comparable. Emergency board 
No. 66 (which dealt with the 1948 wage 
movement dispute) accepted the durable 
goods industry for purposes of compari- 
son with these employes. That board 
specifically rejected all-manufacturing 
comparison for the non-operating em- 
ployes. 

“In July, 1933, before either the non- 
operating employes or those in other in- 
dustries had the 40-hour week, it is 
claimed that the non-operating em- 
ployes had an eight-cents per hour wage 
differential in their favor in comparison 
with the durable goods workers. That is 
the wages of these employes were 18.4 
per cent higher than those of the em- 
ployes in durable goods. The adoption 
of the 40-hour week for the durable 
goods workers during the year following 
July, 1933, put the hourly earnings. of 
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those employes above those of the non- 
operating employes. The seven cents 
per hour increase given to the non-op- 
erating employes in 1948 failed to re- 
store the latter to their former relation- 
ship to the durable goods workers. 

“After both had been put on the 40- 
hour week, it is claimed that the in- 
crease given the non-operating employes 
left them only 2.4 per. cent ahead of the 
durable goods workers, whereas before 
either had the 40-hour week the non- 
operating employes had an 18.4 per cent 
advantage. In short, had the non-op- 
erating employes been allowed an addi- 
tional six cents per hour in 1948, the 
1944 differential of 18.4 per cent in their 
favor would not have been fully made 
up.” 


Durable Goods Workers Compared 


In review of wage movements in 1954 
and 1955, the board said that it was 
the contention of the organizations that, 
compared with the “more comparable 
durable goods workers,” the non-ope- 
rating employes’ earnings declined dur- 
ing the two years prior to 1955 from 3.5 
cents per hour higher than those of 
durable goods workers to 10 cents per 
hour lower, a relative loss of 13.5 cents 
per hour. Most of this change of rela- 
tive position occurred between Decem- 
ber, 1952, and December 1954, said the 
board. 

It also asserted that “during the pe- 
riod from September, 1949, to December, 
1954, the non-operating employes fell 
from sixth place to thirteenth place 
among industrial workers.” It added 
that “during this five years only the 
earnings of these employes had any sub- 
stantial change of relative position 
among earnings groups.” 

“To restore the non-operating em- 
ployes to their former relative positions 
as of Decmber, 1954, would, the organiza- 
tions contend, require an additional 13 
or 14 cents,” the board said. 

The board went on to say that it was 
further claimed that this wage dis- 
parity “did not end there,” and to show 
comparisons with other major indus- 
tries as indicating that the non-oper- 
ating employes’ rate, as one example, was 
now relatively 245 cents per hour be- 
hind that in the meat packing industry. 
Also, said the board, “the organizations 
further maintain that other major com- 
panies and bargaining groups show sub- 
stantially greater increases since 1949 
than have been given to the non-oper- 
ating employes.” After further compari- 
ory with other industries, the board 

d: 


“Thus the organizations feel justified 
on the basis of inter-industry wage com- 
parisons in making the appeal for an ad- 
ditional 25 cents per hour, plus the added 
health benefits.” 


Productivity Discussion 


After setting out the view of the car- 
riers that greater productivity resulted 
not from more physical effort or greater 
skill but from capital improvements and 
managerial ingenuity, and the view of 
the organizations that the men operating 
modern machines must have greater skill, 
ability and responsibility, the board had 
the following to say about productivity: 

“Between 1929 and 1952, productivity 


per employe in the railroad industry 


increased more than in almost any 


other industry, the organizations con- 
tend. Heavier and faster trains and more 
intensive utilization of fixed plant and 
equipment has made for more efficient 
use of manpower. According to a recent 
survey railroad output had increased 
almost 60 per cent between 1920 and 
1954, with 36 per cent fewer employes, 
49 per cent fewer locomotives, 24 per cent 
fewer freight cars and 38 per cent fewer 
passenger cars. Today there are only 
62.1 per cent as many railroad employes 
as 35 years ago and the actual man 
hours are probably about 57 per cent 
of the earlier figure. During this same 
period both revenue freight ton-miles 
and revenue passenger miles per em- 
ploye have shown tremendous growth. 

“Since 1921, the organizations point 
out, traffic units have increased 182 
per cent per employe and 203.5 per cent 
per man hour, and in recent years the 
increase in productivity per man-hour 
has averaged better than 4 per cent per 
year, which is well ahead of the over-all 
annual average rate of productivity in- 
crease. In the new developments of the 
future, it is expected that the railroads 
will continue to advance as they have 
in the recent past.” 


Carriers’ Position 

“The carriers contend that the wage 
demands now before us should be denied 
in toto,” said the board. “It is their 
position that the wages of these em- 
ployes are already on a par with those 
of comparable skill and ability in other 
industries; hence no increase is due the 
non-operating employes at this time. 

“Because it has been the policy of the 
carriers for many years to offer uniform 
and non-discriminatory treatment to all 
classes and crafts of railroad employes 
in matters involving general wage ad- 
justments, and in all other matters with 
respect to which all classes and crafts 
were similarly situated, the carriers of- 
fered the employes before this board a 
‘package’ settlement equivalent to the 
10.5 cents per hour increase which had 
been given to the operating employes. 
This offer would have cost the carriers 
$186,000,000 annually. The offer was re- 
jected by the non-operating employes 
and expired October 31, 1955.” 

The board said the carriers contended 
that the rejected offer in no way indi- 
cated to what the “non-ops” were entitled 
to “in this case,” and was determined 
by the policy of the carriers to give 
uniform and non-discriminatory gen- 
eral wage increases to all classes of 
employes “and, if accepted, would have 
placed non-operating employes. well 
ahead of workers in outside industry.” 
The board said the organizations had 
elected to have the merits of their 
demand determined by comparison with 
the wages of workers in outside industry 
rather than the wages of the other rail- 
road workers, and that “the carriers 
insist that judged by outside industry, 
the demand has no merit.” 

The Board then reviewed the counter- 
views of the carriers as to the proper 
dates for the comparison of wages say- 
ing that the carriers insisted that the 
wage comparisons based on the dates 
used by the organizations were not rep- 
resentative periods, but “were the un- 
usual points over the past quarter 
century.” 

It said again that the carriers asserted 
that increased productivity was no basis 
for a wage increase. 

The board continued: 

“While wages, including payroll taxes, 
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increased 234 per cent over those prev iil- 
ing from 1921 to 1925, the carriers pcint 
out that traffic units increased only 173 
per cent and gross ton-miles increased 
only 157 per cent. Therefore, one Coes 
not see in this comparison any sound 
reason for a wage increase based upon 
increased physical effort or skill. Fur- 
thermore, it is claimed that railroad 
employes have participated fully in 
productivity gains. 

“It is the position of the carriers that 
the financial condition of the railroads 
is substandard. 

“The decline of this industry began 
before World War I, and it has con- 
tinued. While railroad gross revenues 
have increased 51 per cent since the 
period 1925-1929, yet the margin of profit 
has so deteriorated during the interven- 
ing years that net operating income de- 
creased 25 per cent by 1954. This 
smaller income iis also in depreciated 
dollars. Carriers’ exhibit 11, page 5, 
shows that in terms of cents per dollar 
of gross, net railway operating income 
was lower in the past five years than 
during the depression years. The rate 
of return on investment, which averaged 
5.11 per cent from 1925 to 1929, was only 
3.28 per cent in 1954, or 3.51 per cent 
based on I.C.C. valuation. 

“Deferred taxes and deferred mainte- 
nance puts the carriers in a danger- 
ous situation so far as the future is 
concerned. The rapidly deteriorating 
state of railroad assets due to deferral 
of replacements leaves the railroads 
with some 4,000 locomotives to be re- 
placed at a cost of some $600,000,000. 
Since 68.6 per cent of the total fleet of 
passenger cars is over 25 years old, and 
each new car costs some $200,000, at least 
$125,000,000 annually is needed for re- 
placements. The greatest replacement 
need at this time is for freight cars 
which will cost at least $800,000,000 per 
year. The total annual replacement 
need is estimated at $1,550,000,000. 


Competition of Other Carriers 

The carriers state that in 1929 the 
railroads accounted for 5.2 per cent of 
the national income. In 1954, they ac- 
counted for only 2.2 per cent, or a 60 per 
cent loss of position. Some of this loss 
was to competing forms of transporta- 
tion. During the period 1930-1934, the 
railroads performed 173.5 per cent of all 
intercity freight services.» In 1954 only 
50.5 per cent of intercity freight service 
was performed by these railroads. The 
highway motor carriers have not only 
taken a substantial part of such freight 
handling, but also they have taken the 
part which is higher-rated. That which 
the trucks handle pays them 6 cents 
per ton mile compared with an average 
of less than 1.5 cents per ton mile paid 
by railroad shippers. 


“In the area of passenger traffic, that 
part of the intercity traffic handled by 
the railroads has declined to 39.8 per 
cent in 1953, and 38.3 per cent in 1954. 
The airlines revenues from passenger 
service are now substantially higher than 
those of the railroads. And, whereas the 
railroads get an average of 2.6 cents per 
passenger mile, the airlines receive ap- 
proximately twice that amount. 


“The prospects for the future are that 
the competing modes of transportation 
may continue to get the higher-payi.g 
freight and passenger service and leave 
the lower-rated freight and passeneér 
traffic to the railroads. 

“Even though the railroads have hd 
some expansion in the volume of bu:i- 
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ness, the carriers show that they have 
found it increasingly difficult to match 
the generally expanding volume of ‘he 
economy. In the 1919-1952 -period riil. 
roads had only a 49 per cent increase 
in volume of business compared with 282 
per cent increase for petroleum and coal, 
314 per cent for machinery, 294 per cent 
for rubber, 233 per cent for durable goods, 
219 per cent for manufacturers and 189 
per cent for iron and steel. 

“In 1954, Class I railroad wages and 
salaries accounted for 51.8 per cent of 
total revenues of that industry, as com- 
pared with 23.5 per cent for all manuv- 
facturing, and 5 per cent for petroleum 
and coal. 

“In short, the carriers contend that 
railroad earnings are inadequate; wage 
costs have steadily increased and have 
siphoned off the benefits of caiptal im- 
provement programs; railroads have not 
fully participated in the expansion of our 
economy; currently improved earnings, 
achieved by deferring expenditures, are 
still inadequate; impending increased 
costs may wipe out the temporary gains 
of 1955; competitive forces, aided by 
public subsidy, have seriously eroded rail- 
road traffic and revenues and have lim- 
ited the ability of the railroads to 
recoup by raising rates and fares; and 
finally, the railroads are not paying 
substandard wages and are in no posi- 
tion to meet further wage increases.” 


Wage Issue Findings 


In arriving at the 16%4-cent increase 
it recommended, the board reviewed the 
comparisons made between other indus- 
tries and the railroad industry, and said 
that when, in the course of negotiations 
the employes and the carriers arrived 
at understandings concerning new wage 
levels, “the comparisons then resulting 
between the wage rates of railroad em- 
ployes and those in outside industry 
reflect a ‘meeting of the minds’ which 
must be viewed as having significant 
meaning.” Those understandings, by 
their nature, were mutually arrived at, 
and did not represent a “unilaterally de- 
termined wage rate relationship,” the 
board declared. 

Prior to 1941, it said, existing wage 
data reflected an effort of the carriers 
and organizations of non-operating em- 
ployes to “equate the earnings of non- 
operating employes fairly closely with 
the earnings of employes in all manu- 
facturing industries.” Between 1941 and 
1949,. it added, those attempts at equal- 
ity were disturbed because of the dif- 
ference between the 48-hour week of 
the non-operating employes and the 
dominant 40-hour week in outside in- 
dustries. 

After introduction of the 40-hour week 
for the “non-ops,” the board said, wage 
comparisons between those workers and 
those in outside industry had been made 
with much greater attention to the earn- 
ings of durable goods workers than those 
in all manufacturing industries. 


The board indicated that it was of the 
opinion that wage comparisons with cut- 
side industry which considered only *he 
earnings of durable workers was “10t 
altogether appropriate.” It also imdi- 
cated its view that in this instance it 
did not deem it appropriate to reccm- 
mend a wage rate increase based on in- 
ter-industry comparisons and tliat, 
therefore, certain “perfections” it «aid 
might be required in such comparis ns 
were not necessary. 

The board said the record was rep te 
with evidence of the parties’ consci us 
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attempts in more than a decade and a 
half, beginning in 1937, to equalize wage 
rate increases between non-operating 
and operating employes. In spite of 
certain deviations from that principle, 
which it reviewed, the board said that 
the 1955 wage increase should be based 
on the principle of uniformity of wage 
increases in the railroad industry. 

“The principle of uniformity of wage 
increases between the several crafts of 
railroad employes should be applied in 
this case, with a ‘catch up’ for two 
situations in which the non-operating 
employes have fallen behind the general 
across-the-board wage increases granted 
to other railroad employes since 1948, the 
poard said, adding: 

“A ‘catch up’ for these two situations 
added to the general across-the-board 
wage increase applicable to most other 
railroad employes as of October 1, 1955, 
would result in an equalization of wage 
increases between non-operating and 
operating employes for the 1948-1955 pe- 
riod, and the board would consider the 
principle of uniform wage rate increases 
to be fulfilled thereby.” 

Those two situations, the board indi- 
cated, arose out of the’ 1953 and 1955 
wage movements totaling 15.5 cents per 
hour, with the two cents per hour cost 
of the 1954 health and welfare plan as 
the only equivalent wage increase re- 
ceived thus far by the “non-ops” in the 
1953 and 1955 wage movements. These 
situations gave rise to wage inequities 
against the non-operating employes 
totaling 16.5 cents per hour, the board 
declared, and that it considered a 
“package” increase of that amount as 
now necessary to place the “non-ops” 
on an equal basis with other railroad 
employes “insofar as the principle of 
uniform wage increase is concerned.” 
Stating that this would mean a 55-cents 
an hour increase for the “non-ops” in 
the 1948-55 period and “exactly equal” 
to the total across-the-board wage in- 
creases in that period granted operating 
employes, the board said the average 
hourly wage level for the 73 classes of 
non-operating employes would fall be- 
tween the average for all manufacturing 
workers and durable goods workers, 
“closer to the latter than to the former.” 
Within the framework of the principle 
of uniform wage increases for all crafts 
of the railroad employes, the board said, 
the comparison was “not an improper 
one under all of the facts and circum- 
stances of this case.” 

“Furthermore,” it said, “the board 
concludes that the recommended in- 
crease is the largest which can be rea- 
sonably justified on the basis of any 
Such comparisons.” 


Ability to Pay, Retroactivity 


The board set out its conclusion as 
to the ability of the carriers to pay the 
increase, and its decision against making 
the increase retroactive beyond Decem- 
ber 1, as follows: 

“The board is in agreement with the 
Carriers’ contention that ‘ability to 
pay’ must be a consideration in the de- 
termination of the amount of any wage 
increase. This principle is especially 
important when any attempt is made 
to compare the earnings levels of rail- 
road employes with those in outside in- 
dustries. Importance then attaches to 
the extreme problems the railroads face 
from such directions as growing com- 
petition aided by public subsidy, in- 
ability to increase returns substantially 
through rising rates and fares, reducing 
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volume oy freight and passenger reve- 
nues as contrasted to the growing volume 
of transportation services used in this 
country, inadequacy of earnings for 
many (though not all) railroads, etc. 
But, the factor of ability-to-pay does 
not have the same significance in a rec- 
ommendation of a wage increase based 
on an intra-industry uniform wage in- 
crease principle as it would in a rec- 
ommendtion based upon an inter-indus- 
try wage comparison. 

The board has been apprised of no 
precedent wherein any craft in the rail- 
road industry has been deprived of an 
across-the-board wage increase, granted 
other crafts, on the grounds that the 
railroads did not possess ability-to-pay 
to a sufficient degree to make uniform 
such a wage increase. However, the rec- 


ord does indicate certain situations in 
which wage increases have been delayed 
for particular crafts, and it is highly 
probable that the carriers’ ability-to-pay 
the prevailing wage increase to such craft 
or crafts (particularly on a retroactive 
basis) was sufficiently in question to 
dictate such delays. 

“In the present case the board is per- 
suaded that there is no- real question of 
the carriers’ ability-to-pay a 16% cents 
per hour ‘package’ increase to the non- 
operating employes in the amount of 
14% cents per hour as of December 1, 
1955, and two cents per hour as of March 
1, 1956. But, the board does feel that on 
the basis of the record there is a question 
of the carriers’ ability-to-pay the com- 
plete wage increase effective retroactive- 
ly to the September 1, 1955, date re- 
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quested by the organizations or the Oc. 
tober 1, 1955 date on which the 1955 
wage increases of a large number of oer. 
ating employes have been- made eifec.- 
tive. The board’s determination to rec. 
ommend no retroactivity of the (955 
wage increase for nonoperating empioy- 
es prior to December 1, 1955, is based 
on its conclusion that the carriers do not 
possess the ability-to-pay such a wage 
increase retroactively to any earlier date, 
Moreover, the board’s recommendation 
in this regard is not inconsistent with 
the prior practices of the parties in se. 
lecting effective dates for wage in- 
creases.” 


Health and Welfare Cost 


The board, in arriving at its recom. 
mendation that the railroads pay the 
complete cost (up to $6.80 a month) of 
the health and welfare plan in exist- 
ence insofar as it applied to the non- 
operating employes, held that matter 
of the welfare plan could not be re- 
opened until March 1, 1956, by reason of 
a memorandum of August 21, 1954, under 
which, it said, the group policy contract 
agreed on by the parties was a term con- 
tract which could not be modified prior 
to March 1, 1956, except by agreement of 
all parties. 


“However,” said the board, “there are 
two circumstances which make it proper 
to recommend that this issue be settled 
by agreement of the carriers to assume 
payment of the present employe con- 
tribution on March 1, 1956. The car- 
riers offered a package settlement in 
this case consisting of a wage increase 
and assumption of the full health and 
welfare cost (up to $6.80 per month per 
employe), and the settlements made with 
operating groups of employes in 1955 
included a four-cent per hour wage in- 
crease in lieu of the full cost of a health 
and welfare plan comparable to that of 
those non-operating employes. Equality 
of treatment among the several classes 
of employes, which the carriers assert 
is their policy, requires such a recom- 
mendation. 

“This recommendation may require 
changes in the group policy contract, 
which effectuated the health and wel- 
fare plan. Any such change should be 
accomplished readily by the parties with- 
in the time interval involved.” 


Findings of Board 
The formal findings of the board were 
as follows: 
“The board finds and recommends that 
the disputes herein considered should be 
resolved as follows: : 


A. With respect to the general wage 
increase issue: That a general across- 
the-board wage increase of 14.5 cents 
per hour be made effective as of De- 
cember 1, 1955, for employes represented 
by the organizations designated in List 
B of Appendix A except those represented 
by the Hotel and Restaurant Employes 
and Bartenders International Union, and 
that for those employes a general across- 
the-board wage increase of 13.5 cents 
per hour be made effective as of Decem- 
ber 1, 1955, except that if those employes 
pursue pending notices for carrier 
financed health and welfare benefit: to 
agreement, 4 cents per hour of such in- 
crease shall be automatically conve ted 
for payment thereof. 

“B. With respect to the health nd 
welfare issue: That the carriers ass me 
and pay the full cost (up to $6.80 per 
month per employe) of the health 
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Lackawanna Piggyback is going places! 


Lackawanna Piggyback Service was inaugu- 
rated in July, 1954, between the New York 
area and Buffalo— with its connecting lines, 
the Nickel Plate and Wabash, to and from 
Chicago. Shortly afterwards it was extended 
to Cleveland, St. Louis and Detroit and then 
later to Syracuse and Elmira. Just recently it 
has been extended to Kansas City, Ft. Wayne 
and Toledo and to Louisville in connection 
with the Monon. 

Now it again is being extended—in the West 
to Minneapolis, St. Paul, Milwaukee, Omaha 
and other points on the Chicago and North- 
western, and to Oklahoma City, Denver and 


Lackawanna & 


SHORTEST RAIL ROUTE BETWEEN NEW YORK, BUFFALO AND THE WEST 


other points reached via the Santa Fe—in the 
East to Boston, Providence and other New 
England points on the New Haven and to 
points in the New York-New Jersey Metropol- 
itan area on the Susquehanna. 

The continuing growth of this service is the 
direct result of complete satisfaction on the 
part of shippers. To accommodate the in- 
creased demand for Lackawanna Piggyback, 
50 new trailers are now being added to our 
fleet of about 200 trailers. 

Ask your Lackawanna representative to ex- 
plain the advantages of shipping Lackawanna 
Piggyback for trailer-loads or LCL. 
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to help regulate 
the flow of 
distribution 


Connect with Cooke 


Moving merchandise—from your 
plants to your distributors and out- 
lets—requires the service of special- 
ists. The personalized service we 
place at your disposal is a control 
valve in the pipeline that must keep 
your merchandise flowing continu- 
ously. We offer you 25 years of 
tried and tested skills, a clearing 


house link between you and your 
consumer right in the heart of the 
Metropolitan New York area. “Con- 
nect with Cooke” today, and let's 
talk over your warehousing prob- 
lems. We can solve them whether 
they involve one unit or a thousand. 
Use our service and you'll link 
your sales to your customers. 


For full information, write for new illustrated brochure. 


Erie Railroad: 12th & Provost Sts. 
Jersey City 2, N. J. WH 3-5090 


sERSEY CITY 2, WM. 





Penn. Railroad: 
Jersey City 2, N. J. JO 2-5080 


JN. LEO COOKE WAREHOUSES 
ie 
Eastern Reps. for: North Pier Terminal Co., Chicago; Natl. Terminals 
Corp., Cleveland; Indiana Terminal & Refrigerating Co., Indianapolis. 


140 Bay St. | Penn. R.R.: Whitehead Rd. 


Trenton 9, N. J. JU 7-4646 


@ TRENTON 9, N. J. 











MARKETING and TRAFFIC MANAGEMENT 


interest in the study 
portation and 


tion and consum 


Traffic Clubs of America; 


transportation i 


Court's decision in the Cemen 
regarding 
impact upon pricing practices 


TRAFFIC SERVICE CORP. 








GENERAL OFFICES: 
P. O. 


Box 6056— 


Station A 


This book is offered to those in traffic and 
transportation in hope that it will stimulate 
of the principles 
problems of marketing in order that trans- 
traffic management may be 
used more effectively to connect the produc- 


ption of ee. 

The author is Dr. G. Lloyd Wilson, chair- 
man, Transportation and Public Utilities De- 
partment, University of Pennsylvania; Vice- 
President—Education and Research, Associated 
Director of Educa- 
tion, American Society of Traffic and Trans- 
portation, Inc. He believes marketi 
the most important field to the tra 


industry. 

The last two chapters include a particu- 
larly interesting ~~ oy ~4 the 
Institute Case 
basing point ha and its 


Washington Building 


COYLE LINES 


Covae Lines INCORPORATED 
Established in 1865 


New Orleans 14, La. 


CONTENTS 


Economics and Marketing 
Marketing Functions - Middle- 
men in Marketing - Wholesale 
Marketing - Retail Marketing 
Transportation Special Services 
Warehousing - Cooperative 
Marketing - Marketing Raw 
Materials - Research - Market- 
ing Manufactured Goods 
Standardization and Grading 
of Goods - Market Prices 
Government Regulation of 
Marketing - Government Reg 
ulation of Prices - Terms of 
Sale and Quotation - Pricing 
Practices and Systems - Mill or 
Factory Pricing. 

242 Pages, 6% x 9%, $3.00 
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Serving ports and ane 


ate points on the Gulf Intra- 
coastal Waterways, Warrior 
and Tombigbee Rivers, and 
their connecting waterways 
in Texas, Lovisiana, Missis- 
sippi, Alabama, Florida. Also 


principal ports and _inter- 

mediate points on the Mis- 

.  sissippi, Ohio,  Iilinois, 

we Missouri, Tennessee and 


Bank Building Cumberland Rivers and their 
Houston 2, Texas tributaries. 
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welfare plan effective March 1, 1956, for 
employes represented by the organ 7a- 
tions designated in List D of Appen- 
dix A.” 





Boston & Albany Strike Off 


The National Mediation Board n- 
nounced December 14 in Washington, 
D.C., that the Brotherhood of Railroad 
Trainmen had agreed to postpone a 
strike which had been called against 
the Boston & Albany Railroad Co. be- 
ginning 6:30 a.m., December 16. 

The board said that the railroad had 
requested it to intervene in a dispute be- 
tween the union and the railroad and 
that the union had accepted the board’s 
offer to mediate. 


TRANSPORTATION 
STATISTICS 







Intercity Truck Tonnage for 
Third Quarter of 1955 Tops 
1953 Record by 7.1 Per Cent 


Intercity truck tonnage trans- 
ported in the third quarter of 1955 
was 15.4 per cent above the same 
period of 1954 and 7.1 per cent above 
the “former record third quarter of 
1953,” the research department of 
the American Trucking Associations, 
Inc., has announced. 


The truckloading index for July- 
August-September was 165 computed by 
A.T.A. on preliminary figures on opera- 
tions of 1,982 intercity common and con- 
tract motor carriers. Highest third- 
quarter index previously was 154 in 1953, 
the A.T.A. research department said. 
It added: 

“The 1.982 motor carriers hauled 74,- 
736,814 tons during the third quarter 
this year, compared with 64,786, 245 tons 
of the same quarter 1954. 

“Regionally, the southwestern states 
saw the largest increase in truck ton- 
nage during the third quarter. This re- 
gion’s tonnage rose by 23.3 per cent, 
while the central region showed a rise 
of 21 per cent, southern region, 18 per 
cent, Rocky Mountain region, 13.6 per 
cent, and middle Atlantic region, 12.9 
per cent compared with the 1954 third 
quarter. New England truck tonnage 
dropped 4.4 per cent below the 1954 level. 
Strikes and floods in New England af- 
fected loadings during the third quarter. 

“Figures for increase in tonnage of 
commodities reveal that transporters of 
motor vehicles noted a tonnage gain of 
51.4 per cent, heavy machinery 30.5 »er 
cent, and building materials 17.5 er 
cent. After four consecutive quarters of 
declining tonnage, carriers of agricul- 
tural commodities noted a third qua: er 
rise of 11.3 per cent. 

“Of the total tonnage hauled in he 
third quarter, common carriers 
counted for 86 per cent. Southern ¢- 
gion’s contract carriers marked the hi: !- 
est gain for their carrier group, wit! 4 
tonnage rise of 31.7 per cent.” 
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Ore, Coal, Grain Shipments 
On Lakes Show Large Gain 


Combined shipments of iron ore, coal 
and grain by Great Lakes vessels in 1955 
totaled 151,337,810 net tons on December 
1, which was almost 33% million tons 
ahead of the corresponding figure last 
year, the Lake Carriers’ Association re- 
ported in its monthly tonnage state- 
ment issued December 13. The report 
said further: 

“November ore shipments amounted to 
7,409,793 gross tons, second highest total 
for the month in history. The season’s 
movement, which reached 87,275,463 tons 
on December 1, broke all peacetime rec- 
ords and was the fourth highest move- 
ment for the period ever recorded. 

“Coal cargoes, amounting to 4,668,461 
net tons, set a five-year high for the 
month, while November grain shipments 
fell to 1,625,325 tons, lowest since records 
for monthly shipments of the commodity 
were first compiled in 1942. Grain ship- 
ments for the year amounted to 9,861,057 
tons on December 1, lowest in five years.” 





Freight Car Supply Report 


US. railroads reported an average daily 
surplus of 6,576 freight cars and an 
average daily shortage of 5,103 freight 
cars for the week ended December 3, 
as compared with a surplus of 5,174 cars 
and a surplus of 10,751 cars, on an aver- 
age daily basis, for the week ended 
November 26, according to the car serv- 
ice division of the Association of Amer- 
ican Railroads. 

The surplus for the latest period con- 
sisted of 544 plain box cars, 13 auto box, 
736 gondola, 345 hopper (includes 115 
covered), 389 stock, 269 flat, 4,188 refrig- 
erator, and 92 miscellaneous cars. The 
shortage for that period was made up 
of 3,142 plain box cars, 13 auto box, 
1,193 gondola, 657 hopper (includes 20 
covered), 80 stock, 4 flat, and 14 mis- 
cellaneous cars. There was no reported 
shortage of refrigerator cars. 


TRANSPORT SERVICES 
AND PRODUCTS 







Stoddard Says Union Pacific 
May Buy Lightweight Trains 


Arthur E. Stoddard, president of the 
Union Pacific Railroad, has indicated 
that the U.P. will purchase some of the 
lightweight passenger train equipment 
now being built by General Motors Cor- 
poration if further tests of such trains 
demonstrate that they “come up to ex- 
pectations.” 

“If possible, we hope to get one of the 
trains early next year for a test run to 
Portland,” he said. 

Mr. Stoddard said that the lightweight 
trains might be “what the railroads need 
to win back some of the passenger busi- 


ness they have been losing to the private 
automobile.” 


C.N.R. Orders 2,625 Cars 


The Canadian National Railways have 
placed orders for 2,625 freight cars at 
a cost of approximately $24,000,000, it 






has been announced by E. A. Bromley, 
vice-president of stores and purchases 
for the C.N.R. 


Included in the order are 2,000 box 
cars, 100 gondolas, 100 flat cars, 225 re- 
frigerator cars, and 200 covered hoppers. 
Delivery of the cars is scheduled for the 
spring of 1956. 





Santa Fe Directors Step Up 
‘56 Budget to $102 Million 


Approval by the board of directors of 
the Santa Fe of an additional $38 million 
for improvements to the railroad’s prop- 
erty in 1956 will bring total authoriza- 
tions for capital expenditures in that 


U), 


the catest aistance 


87 


year to $102 million according to Fred 
G. Gurley, president of the Santa Fe. 

Mr. Gurley made the statement after 
a meeting of the board in Houston, Tex., 
on December 7. He added that the 
budget of $102 million was “probably 
the highest in Santa Fe history.” 

The $38 million approved by the 
board on December 7 included $17 mil- 
lion for improvement to property, and $21 
million for 2,459 new freight cars. 

Mr. Gurley said that the $102 million 
budget for 1956 was “contingent on the 
availability of needed materials.” 





‘Skyvan’ Service to Alaska 


The inauguration of a household mov- 
ing service to Alaska by air, in cooper- 
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When key personnel entrust you with the responsibility of 
arranging a long distance move for all their household goods 

... your main objective is a safe delivery. That’s exactly 
what you get with Wheaton, and at economical rates, too. 


Agents in all principal cities. 


Wheaton 


General Offices, Indianapolis, Ind. 


COAST TO COAST LONG DISTANCE MOVING 
affiliated with 
LYON VAN LINES, Inc. 
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All Delta 
Flights Carry 
airFREIGHT 
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Serving 58 Cities in 
7 Countries 


Leading companies in nearly every 
field have learned how to improve 
distribution, build sales and cut 
costs with Delta airFREIGHT. Find 
out what flying freight can do for 
you, how to “air” your shipping 
problems. For answers to specific 
questions—or complete shipping 
analysis, free—call your local rep- 
resentative of Delta airFREIGHT. 
Or write to° 





Motor Express Company, Inc. 
GENERAL OFFICES NASHVILLE, TENN. 
P.O. BOX 769 











Formerly Operoting os Delto-Cas 





airFREIGHT Dept., Atlanta Airport, 


Atlanta, Georgia RENEE ee 
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ation with Lyon Van Lines, Inc., and 
Westair, has been announced by F §. 
Wheaton, president of Wheaton /an 
Lines, Inc. . 

Mr. Wheaton said the new “Skyvan” 
service had been approved by the U5. 
Department of Defense and branches of 
the Armed Forces. He said points to 
be served in Alaska were Anchorage, 
Fairbanks and Kodiak, with complete 
residence-to-residence moving operating 
under established tariffs. 

Mr. Wheaton said the “Skyvan” sery- 
ice would be available to anyone desir- 
ing to move by air to or from Alaska, 
by using Wheaton or Lyon highway van 
service to or from Seattle, Wash., where 
plane connections would be made. 





Freight Car Repair Work 
Under Way at New P.R.R. 
Shop, Costing $12 Million 


The Pennsylvania Railroad’s new 
Samuel Rea Shop at Hollidaysburg, 
Pa., described by the railroad as “the 
largest freight car repair operation 
in the world under one roof,” is now 
going into service with two of its 
three half-mile long assembly lines 
rolling, according to James M. Symes, 
president of the Pennsylvania. 


In an announcement he issued on De- 
cember 13, Mr. Symes said the shop 
would cost $12,000,000 and have a capac- 
ity of 50 cars a day when completed next 
June. The shop was now turning out re- 
habilitated gondola and hopper cars, he 
said. Later all types of freight cars will 
be repaired, he added. 

The Samuel Rea shop has been built 
close to the railroad’s main east-west line 
near Altoona, Pa., according to the an- 
nouncement, which continues as follows: 
“Its length of 2,760 feet is greater than 
that of the Empire State Building and 
Eiffel Tower placed end to end. It is from 
180 to 270 feet wide, 54 feet high and 
covers 17 acres, making it one of the 
world’s most spacious structures. About 
25 miles of fluorescent light tubes are re- 
quired for illumination. 


‘Horizon-Scraper’ 


“The new building, because of its 
length, has been called a horizon-scraper. 
But huge as it is, it will be distinguished 
more for its streamlined, mechanized effi- 
ciency, enabling us to repair cars faster 
and more economically and to provide 
better service to shippers. All operations 
will be carried on under roof, independ- 
ent of weather conditions. Because of its 
location astride our East-West route, cars 
in need of attention can be pulled out 
quickly and as quickly returned to serv- 
ice. 

“Named in honor of Samuel Rea, na- 
tive of Hollidaysburg and presiden! of 
the Pennsylvania from 1913 to 1925, the 
new shop is operated in conjunction with 
the road’s nearby Altoona Works, w_iich 
provides some pre-fabricated car pxrts. 
When the new facility is fully in op:ra- 
tion, freight car repairs now handle‘ at 
the Works will be discontinued. 

“Inbound cars enter the new yf ant 
from assembly tracks in the surroun Jing 
yard. Parts worn beyond reclamation are 
scrapped, and those with additional s *rv- 
ice life move directly to straighte: ing 
and welding stations to be repaired for 
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reuse. After being repaired on fast-1 joy. 
ing modern assembly lines, cars ar 
painted, weighed, stencilled and sen: to 
classification tracks, ready to retur to 
service. 



































; Th 
Use of Production Lines Co. ! 
“Production lines are also employed ip § 50 S€ 
working on car parts. For example, cach § April 
car’s wheel trucks are replaced by tem. be ™ 
porary trucks in the main shop. Rolled § woul’ 
to a smaller shop, the trucks are dis. said. 
mantled, the wheels and axles, and other f prin 
parts, are reconditioned or replaced, then | plan’ 
wheels and truck parts come together § Ia.. ! 
again in the truck assembly shop. Fin-§ fall, 
ished trucks roll back to the main proc-f woul 
essing line and are replaced under they to ™ 
cars by the time work on their super.— L. P 
structures is completed. pure 
“The huge building is of structural stee —_ 
covered with corrugated asbestos sheet- bos 
ing. Along the sides of the main shop es 
are machine, blacksmith, carpenter ani | °°™ 
welding shops, draft gear and air brake ing | 
reclaiming rooms, tool room, storehouses, 
offices, a modern cafeteria, lavatory and 
locker rooms at several locations. Service § Erie 
facilities are arranged along each of the 
R d ‘fi di production lines so that hoses, welding E) 
New Reduce Speci ic Commo ity Rates cables and electric wires are kept short, poo 
. leaving the floor uncluttered and contrib- : 
on most items. uting to efficiency. ry 
“In addition to the new shop, Holli- § ore 
daysburg is also the site of the railroad’s nou 
new scrap dock and reclamation plant, T 
recently installed at a cost of about $1; § rec 
500,000, with a 1,000-car yard of its own & wor 
Reclaimed parts are utilized in the new § are 
See your Cargo Agent or call Air France oo iyo pd ins be shipped to sted § anc 
NEW YORK: PLAZA 9-7000 y pee Care. we 
BOSTON: COPLEY 7-5350 +s to 
CHICAGO: LUDLOW 5 -1044 pe 
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Buys 2,000 Dodge Trucks 

































The Post Office Department has pur- & coy 
chased 2,000 Dodge trucks with a spe- 
cial “sit-stand” type of coach, according 

to William C. Newberg, president of the Er 
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Shepherding an important shipment can re 

wear your nerves to a nub. What to do? of 

Relax and let Monon take over. No more ‘s 

jitters, because Monon’s service-with-a- ty 

plus means fast, dependable, careful han- 

dling. And Monon's new “Trailer-Maid” Dodge Division of the Chrysler Copo- 

Rail Service brings you the extra con- ration. C 
venience of door-to-door delivery. Con- The contract for the trucks was aw 1rd- 
tact your Monon representative for every en ed by the General Services Admini: :ra- 

shipment—crate or carload. tion after field testing of the new mo iels, n 

BROCKS which were designed for mail and )al- n 

cel post suburban delivery. - 

TRANSPORTATION CO., INC. The trucks are of three-qaurter 0D, " 

capacity and have automatic trans 1s- i 

r,(@), (@), 4 sions. Each has a roll-up rear door anc , 

wide side doors. A picture of one b ing k 

THE HOOSIER LINE MAIN OFFICES — RICHMOND, VA. inspected by officials from Dodge und { 
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M. & St. L. Orders 50 New 


Hoppers of 70-ton Capacity 


The Minneapolis & St. Louis Railway 
Co. has announced that it has ordered 
50 seventy-ton covered hopper cars for 
April delivery. The cost of the cars, to 
be manufactured by Pullman Standard, 
would be $375,000, the railway company 
said. Forty new covered hoppers, used 
principally to haul bulk cement from 
plants at Des Moines and Mason City, 
Ta., had been placed in service by it last 
fall, the M. & St. L. said. The cars also 
would be used during the harvest season 
to move grain, John W. Devins, M. & St. 
L. president, said. He stated that the 
purchase “materially strenghtens mod- 
ernization of the railway’s rolling stock, 
which, over-all, has an average age of 
eight years.” The M. & St. L. has been 
completely dieselized since 1951, accord- 
ing to its announcement. 





Erie Adds ‘Piggyback’ Points 


Extensions its “piggyback” service to 
the Boston, Mass., and Providence, R.I., 
areas, effective December 20, in con- 
nection with the New York, New Haven 
& Hartford Railroad, and to Akron, O., 
effective December 5, have been an- 
nounced by the Erie Railroad. 

The new territories to be served di- 
rectly on the Erie-New Haven route 
would include Boston and its switching 
area, in addition to Wollaston, Quincy, 
and Quincy Adams in Massachusetts, 
and Providence, along with 25 addi- 
tional points extending from Woonsocket 
to Bristol, in Rhode Island, the Erie 
said. 

As to the contemplated service at 
Akron, the Erie said a loading ramp 
was nearing completion near the Akron 
and Barberton city limits, and would 
serve as a distribution center. 





Erie Sells Car Repair Shop 


‘The Erie Railroad has announced that 
it has entered into an agreement to sell 
its car repair shop and a portion of its 
property at Dunmore, Pa., to the Pine 
Brook Iron Works, of Scranton, Pa., 
which, the Erie says, plans to expand 
its operations and employ 250 additional 
men in the fabrication of structural 
steel and ornamental iron. 

The Erie’s car shop was damaged by 
flood waters last August, after “Hurri- 
cane Diane.” After surveying the dam- 
age, the Erie announced it would not 
rebuild the shop but would erect a new 
and modern facility at Meadville, Pa., 
which, it said, was more centrally located 
to its operations on the main line be- 
tween New York and Chicago. 





Coal Turbine Engine Progresses 


R. B. White, chairman of the loco- 
motive development committee of Bitu- 
minous Coal Research, Inc., now work- 
ing toward the development of a coal- 
fired gas turbine locomotive, has an- 
nounced that test work on the turbine 
is expected to reach completion in 1956, 
and that the first coal-burning gas tur- 
bine locomotive will be under construc- 
tion in 1957. 

The test work would be performed at 
L.D.C.’s headquarters at Dunkirk, N.Y., 
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Wabash/Road of the men 
who move lumber 





via Wabash to builder 


or, how to get your product to market on time 


from mill 


Never busier, never more rushed, home 
builders today are working against tight 


deadlines. Contractor-bound lumber 
can’t wait on excuses. It must move fast. 


Wabash “HOT SHOT” schedules give 
men who move lumber a dependable 
way to meet their tough delivery prob- 
lems. Prompt tracer reports and the flex- 
ibility of car diversion and re-consign- 
ment while en route are other Wabash 
services lumber shippers know and use. 


Just as it is for lumber, Wabash “HOT 
SHOT” freight is a time-saving route 
for all commodities. Whatever the 
products you want to get to market on 
time, ask to hear the Wabash story. 
Representatives in 45 cities can give you 
all the facts. 


Wabash 





““HOT SHOT’’ FREIGHT 
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L. E. CLARAHAN, 


Vice-President—Traffic, St. Louis 1, Mo. 
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SHIPPERS! 


Look at the advantages of 


- Wabash “HOT SHOT” Freight 


1. “Bridges” the Heart of America, 
a member of 13 Eastern and West- 
ern rate associations and committees. 


2. Connections with 64 major rail- 
roads. Coordinated schedules at 
118 interchange points. 


3. All Diesel - powered trains. 


4. Superior car service to shippers. 


5. Fast “HOT SHOT” schedules to 
and through the major Gateway 
terminals or by-passing them 
altogether—as you wish. 


6. Modern yards designed for faster 
assembly of trains and more orderly 
traffic flow. 





“Follow the Flog” 
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FAST PACKING 
FOR ODD SHAPES 





CORRUGATED AND SOLID FIBRE BOXES 
FOLDING CARTONS « KRAFT PAPER AND SPECIALTIES 
KRAFT BAGS AND SACKS 


The three-bladed airplane propel- 
ler shown above formerly require 

a costly, bulky, custom-built ship- 
ping container. Today it is packed 
for safe shipment with production- 
line efficiency...ina specially 
developed, lightweight Gaylord 


corrugated container. 


Whatever the size, shape or tex- 
ture of your product. .. its unusual 
requirements are a challenge to 
Gaylord container design engi- 
neers. Let us explore the possibil;- 
ties for packing your product in a 
modern, money-saving corrugated 


container. Call your nearby Gay- 
lord office. 


GAYLORD CONTAINER CORPORATION * ST. LOUIS 





SALES OFFICES FROM COAST TO COAST % CONSULT YOUR LOCAL PHONE BOOK 
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in Alco Products’ locomotive plant, ang 
would cover improvements in the ca]. 
handling system, combustor, ash sep::ra- 
tor and blading of the turbine, he said 


J. I. Yellott, now director of research 
of the project, has accepted an offer to 
become director of the Solar Energy 
Laboratory (part of Stanford Univer. 
sity) located at Phoenix, Ariz., and would 
be succeeded by Peter R. Broadley, novy 
assistent director, Mr. White said. 


ADDITIONAL 
TRANSPORT ITEMS 





Bendix Aviation Division 


Reorganizes Traffic Dep't 


The Kansas City Division of the Ben- 
dix Aviation Corporation has been reor- 
ganized, resulting in the addition of the 
internal transportation department to 
the traffic group, which formerly con- 
sisted of the traffic, shipping, receiving 
and outside transportation departments, 
according to an announcement by E. G 
Walter, production manager of the 
Kansas City Division. 

Supervision and responsibility for all 
of the traffic group activities, Mr. Walter 
said, were under the jurisdiction of James 
W. Lee, traffic manager, and Frank O. 
Iverson, assistant traffic manager. 

As part of the reorganization, Mr. 
Walter said, the traffic department had 
been divided into a general services sec- 
tion headed by C. Dwight Green, and a 
technical services section under the direc- 
tion of C. J. Ihrig. Mr. Green, who was 
formerly chief freight classification ana- 
lyst, will be responsible for all routings, 
loss and damage claims, expediting, 
travel reservations, moving and similar 
services. Mr. Ihrig will be responsible 
for all freight classification and rate 
functions, overcharge claims and special 
studies. 





J. T. Walker Named Head 
Of Newark Railroad Club 


James T. Walker, traffic representa- 
tive of the St. Louis-San Francisco 
Railway Co., was elected president of 
the Newark (N.J.) Railroad Club at 4a 
meeting held December 12, the club has 
announced. 


Other officers elected were: Kenneth 
E. Smith, city passenger agent of ‘he 
Delaware Lackawanna & Western Rail- 
road, first vice-president; Robert Mc- 
Ewan, city freight agent of the Kansas 
City Southern Lines, second vice-presi- 
dent; Lou A. Schuster, traveling freiht 
and passenger agent of the Santa Fe 
System, secretary; and Leo J. Fanarji in, 
passenger agent of the Delaware Lac!.a- 
wanna & Western Railroad, treasurer 


Officers of Shippers’ Council 


John E. Anderson, traffic manager of 
the Mine Safety Appliances Co., has be °n 
electei chairman of the Shippers Cot 1- 
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GATEWAYS TO 
WORLD MARKETS . .. 


NEW ORLEANS 
MOBILE 


Most modern, efficient port facilities 
—closest to the industrial midwest. 
Your G M & O traffic man 
will be glad to advise yo 

on foreign shipments*” 


eS 


Gulf, Mobile & Ohio 


FROM THE SOUTHS 
NUMBER ONE 
MOTOR CARRIER 


SOUTHERN 


COMMON CARRIER DIVISION @ RYDER SYSTEM, INC 
POST OFFICE BOX 2408 @ JACKSONVILLE, FLORIDA 


Longe or Gmoll. 


Ship IT 
on the FRISCO 


5,000 Miles Serving: 

Missouri Oklahoma Mississippi 
Kansas Texas Alabama 
Arkansas Tennessee Florida 





cil of the Pittsburgh (Pa.) Chamber of 
Commerce for the year 1956, according 
to an announcement by the chamber. 


Also elected for the new term were 
William G. Felton, freight traffic man- 
ager of the Pittsburgh Steel Co., first 
vice-chairman, and John B. Carnahan, 
traffic manager of the H. J. Heinz Co., 
second vice-chairman. 


Army Holds Conferences for 
Improving Shipping Methods 


The first major conference devoted to 
improving management of traffic in 
Army purchases was held December 
6-9 in Washington, D.C., according to 
an announcement from the Office of the 
Chief of Transportation of the Depart- 
ment of the Army, Washington, D.C. 

Brigadier General E. C. R. Lasher, as- 
sistant chief of transportation for traf- 
fic, opened the mee*ting, which was spon- 
sored by the Chief of Transportation of 
the Army, and was attended by 90 traf- 
fic and transportation officials repre- 
senting all of the Army’s technical serv- 
ices throughout the United States. 


General Lasher told of the importance 
of the traffic comprising Army pur- 
chases moving from producers and said 
that the Army paid more each year 
to U.S. carriers for hauling freight from 
sellers to the Army than for shipments 
moving from Army installations. 


Ideas exchanged at the conference 
ranged from means of preventing 
shipments being smaller than neces- 
sary and of reducing paper work re- 
quired of contractors to ways of avoid- 
ing over-high and over-wide shipments. 

The conference was led by Gilmer B. 
Randolph, civilian deputy assistant chief 
of transportation. Among the other rep- 
resentatives who attended the confer- 
ence were: 

Colonel H. E. Allen, TC, transporta- 


Industrial Traffic Man Speaks at P-I-E Sales Meeting 


TRAFFIC 


tion consultant, office, chief of engi eer; 
Robert Burns, legal office, office cl ef y 
ordnance; Lt. Col. W. H. Karsted Gs 
storage & distribution division of s drag, 
and traffic management branch, >ffi« 
deputy chief of staff for log stics 
Colonel C. V. King, TC, transporiatioy 
advisor, office, the quartermaster gep. 
eral; B. S. Lloyd, deputy chief, ‘»ap,. 
portation and traffic managemen 
branch, office, chief of ordnance; Colong 
J. R. Messersmith, TC, zone transporta. 
tion officer, first transportation zone 
Pittsburgh, Pa.; Colonel C. D. Pennimap 
TC, special assistant for transportation 
and traffic management, office, chief oj 
ordnance; R. M. Preisman, chief, traf. 
fic and transportation office, office; th: 
quartermaster general; E. A. Savage 
plans and policy section, industrial di. 
vision. office, chief of ordnance; and Li. 
Col. E. F. Waggoner, TC, transportation 
and traffic management officer, office 
chief signal officer. 


New Orleans Port Tonnage 


Figures for the first 10 months of 195 
indicated that this year wouid be “one oj 
the biggest” in the history of the por 
of New Orleans, W. H. Saunders, Jr 
president of the board of commissioner 
of the port said. 

Mr. Saunders said that total tonnage 
at the public wharves had increased 1 
per cent in the first 10 months of 1955 a 
compared with the corresponding period 
of 1954, and that increases also wer 
shown in export car unloading, grain 
receipts, and coffee receipts. 

From January 1 through October 31 
this year, trade at the public grain ele 
vator increased 39 per cent, export car 
unloadings increased 16 per cent, ani 
coffee imports increased 11 per cent ove 
the corresponding figures for 1954, he 
said. 


Better selling of truck transportation is topic of Roy F. DiBuono (standing), traffic manag: for 
Helene Curtis Industries, when he is guest at monthly Chicago district sales meeting of Pacific nter 


mountain Express Co. 


Mr. DiBuono, whose company handles cosmetics and beauty equipme 't, is 


one of many traffic managers who meet each month with P-I-E sales groups in a number of | ‘ties 
With traffic and operations personnel in attendance, P-I-E thus obtains ideas for improving ales 
techniques and service, and the traffic managers get first-hand information and answers from 


personnel to questions concerning their shipping problems. 


At Mr. DiBuono’s right in the f of 


graph is Warren Willis, sales manager at Chicago for P-I-E. 
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Part Il—Principles of Economics—Cost Behavior 


Transportation and Business Management 


ONSUMERS, by making choices, pur- 

chase goods or services to satisfy 
their wants and desires for them. By so 
doing they determine the nature of the 
demand schedules, or the number of units 
of goods or services, for each of these 
goods and services. Consumers do this 
by choosing among the goods and serv- 
ices offered taking into account their 
relative prices and considering the in- 
come they, as consumers, have to spend. 
It is assumed that each consumer has 
a fairly well-defined set of preferences 
for certain articles or services over 
others. The purchase by the consumer 
of the goods and services available to 
him continues until the last or marginal 
units of each good or service for which 
he spends his income yields satisfaction 
which is in proportion to the respective 
prices of the goods or services. At this 
point of equilibrium between the relative 
utility of the various goods or services 
and the relative prices or costs at which 
they are available, the consumer stops 
buying. 

The demand schedule for any goods or 
services may be graphically represented 
by a curve which shows changes in the 
quantities of the goods or services re- 
Sponsive to the changes in their respec- 
five prices. The demand curve for any 
article or service must be estimated by 
the producer of the article or service so 
that the proper quantities may be offered 
at the price which will yield the greatest 
or maximum profit. 

Costs 


The producers of goods or services 
raust also estimate their costs of pro- 
cucing different quantities of output. 
“hese costs often cannot be determined 
with complete certainty but they must 
contain some elements of estimate cost. 


By G. LLOYD WILSON 


Chairman, Transportation and Public Utilities 
Department, University of Pennsylvania 


No producing enterprise, however, can 
properly analyze the market for its 
products without ascertaining its costs 
with as great a degree of accuracy as 
possible and with careful estimates 
where exact cost data are not available. 

Total costs of producing an article 
or a service are the sum of fixed and 
variable costs. 

Fixed Costs 

Fixed costs are those costs per period 
of time which go on without regard to 
the quantities of the goods or services 
produced. They are the same at all levels 
of production. Included in fixed costs 
are: 

(1) Interest charges on borrowed capi- 
tal, such as interest on bonds and notes. 
interest on bank loans, and other non- 
variable financial charges. 

(2) Taxes which are assessed on the 
value of property, such as buildings, 
land, or other real or personal property. 

(3) Rentals which are based on pe- 


This is the second of a series of 12 
articles by Dr. Wilson on the 
general subject of “Transporta- 
tion and Business Management”, 
which will be published period- 
ically in Traffic World. The pur- 
pose of these articles is to pre- 
sent the essentials of business 
management as they pertain to 
traffic management. 


riods of time regardless of use of prop- 
erty. 

(4) General or overhead expenses 
which are not subject to change with 
changes in the volume of goods or serv- 
ices produced or distributed. 

(5) Insurance premiums on property 
which are not contingent upon volume 
of business, or fluctuations in revenues. 

(6) Salaries of executives, supervisors 
or employes, the number and compensa- 
tion of whom do not fluctuate with vol- 
ume of business. 

(7) Depreciation resulting from obso- 
lescence or passage of time. 

These costs which represent capita) 
investment, past commitments or sunk 
costs, overhead or general expenses, or 
the costs of protecting the capital in- 
vestments, go on period by period 
whether or not the enterprises produce 
or distribute goods or services. 


Variable Costs 


Variable costs are those which increase 
or decrease as the volume of goods or 
services produced or distributed by the 
firm increase or decrease. Absolutely, 
there are no variable costs when there 
is no production. As production in- 
creases the variable expenses tend to 
increase, although they may not increase 
in direct proportion to increase in out- 
put. In some industries the variable 
costs appear to increase rapidly and in 
larger measure than the increase in units 
of output, but, after a certain point in 
the quantity of production is reached, 
the unit increases in variable costs in- 
crease less rapidily than the unit in- 
creases in the volume of output as a 
result of the efficiencies of mass produc- 
tion. Variable costs include: 

(1) Wages and salaries which vary ac- 
cording to the number and wages of em- 
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ployes required for production and par- 
ticularly wages which are conditioned 
upon production, such as_ piece-work 
wage rates; or wages based upon ton- 
nage of goods produced or transported. 

(2) Taxes based upon units of produc- 
tion, volume of business, or amount of 
work performed, such as sales taxes, 
mercantile taxes based upon volume of 
business, gasoline taxes on motor vehi- 
cles, ton-mileage taxes and _ similar 
variable taxes. 

(3) Supervisory or other salaries which 
vary with number of employes required 
to produce the volume of business. 

(4) Rentals based upon volume of busi- 
ness or revenues of the firm. 

(5) Insurance premiums which are 
conditioned upon volume of business or 
revenues. 

(6) Depreciation based upon wear and 
tear resulting from use. 

(7) Repairs or maintenance made nec- 
essary by use of equipment or facilities. 

(8) Royalties for use of patents or 
copyrights where payments are based 
upon quantity produced. 

(9) Any other costs which tend to in- 
crease or decrease in response with 
changes in output. 


Total Costs 


Total costs are the sum of all fixed and 
variable costs. As the volume of produc- 
tion increases the fixed costs are spread 
over a progressively larger number of 
units of production with the result that 
up to the point where unit variable costs 
cease to decrease with increased output, 
the total of all fixed and variable costs 
tend to decrease with increased output 
until a point is reached at which both 
fixed and variable costs or total costs 
tend to increase. Industries engaged in 
producing or distributing goods or serv- 
ices are interested in total costs because 
these costs considered in relation to total 
revenues produce profit or loss. 


Average Costs 


Average costs or unit costs are total 
costs at a given point of output divided 
by the units of output. Average costs are 
high in firms where variable costs tend 
to decrease as output increases because 
the fixed costs must be spread over a 
relatively small number of units of out- 
put. After the point of production has 
been reached where the fixed costs are 
distributed over a large number of units 
of production, fixed costs become of little 
importance and variable costs become of 
relatively greater importance. In the 
short run, that is within the limits of 
existing plant facilities and scale of 
operation, variable costs as well as total 
costs tend to decrease as output increases 
until the point is reached where inade- 
quate facilities or other difficulties of the 
same sort cause variable and total aver- 
age costs to increase. Obviously, produc- 
tion should be curtailed at this point. 


Marginal Cost 


Marginal cost is the difference in total 
cost or the extra cost of producing each 
successful unit of output. Marginal 
revenue is the additional revenue or 
extra increment of revenue derived 
from selling each successive unit of 
product. The marginal revenue per unit 
of product of goods or services is equal 
to the difference in total revenue ob- 
tained from the sale of one additional 
unit compared with that derived from 
selling one less unit. It equals the price 
of the last unit sold minus the loss in 
revenue on units before or prior to the 
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Jast unit which results from the reduc- 
tion in price at which all the units are 
sold. 

If ihe elasticity of demand for the 
goods or services is such that the per- 
centage decrease in price is always 
greater than the percentage increase in 
the quantity of the goods or services 
sold, it is obvious then any increase in 
output will reduce total revenue. If, on 
the other hand, the elasticity of de- 
mand is such that the percentage de- 
crease in price is always less than the 
percentage increase in the output, in- 
creases in output will increase total 
revenues. 

Profits are maximized when marginal 
revenue is equal to marginal cost. 


Break-Even Point 


Within the limits of existing plant 
capacity variable costs increase fairly 
consistently in proportion to increases 
in output with the result that unit var- 
iable costs tend to be constant. Total 
costs, including fixed and variable costs, 
are in proportion to the quantity of 
output. The point where the revenues 
derived from the sale of a particular 
volume of goods or services equal the 
fixed costs plus the variable cost of 
producing that quantity of goods or 
services, is known as the break-even 
point. Sales and production beyond this 
point of volume yield profit and sales and 
production lower than the output result 
in losses. Industries carefully analyze 
potential production and estimate po- 
tential demand in order to protect pro- 
duction from falling below the break- 
even point. 


Decreasing Costs 


In many industries there is an increase 
in efficiency as the scale of operation in- 
creases aS a consequence of improve- 
ments in technology or the efficiencies of 
mass production, including (1) automa- 
tion, (2) use of larger production units, 
(3) standardization of processes and 
products, (4) simplification of production 
into less complex unit processes, (5) 
larger use of machinery and less use of 
human and animal labor, (6) faster pro- 
duction, (7) continuous production lines, 
and (8) routing of work so as to keep 
plant or facilities fully occupied. 
These economies of scale tend to en- 
courage large firms with large investment 
in plants and machinery, and large labor 
forces in industries where economies of 
scale are present. 
Decreasing costs continue as a conse- 
quence of large scale operations in the 
production of goods and of services until 
the increase in the units of some of the 
factors of production, such as capital or 
labor, reaches the point where the extra 
s of product or output resulting from 

he addition of the same number of units 
the productive factors or input tend 
decrease because the additional units 

! the variable resources added are used 
connection with decreasing propor- 
iS Of the fixed units of productive 
ors, such as land. This is the point of 
\inishing returns. 

Many manufacturing industries, most 
0 the transportation industries, and 
hiany distribution establishments have 
economies of scale and decreasing costs 
up to a point of diminishing returns 
Which is, in such industries, a large 
volume of product. 

Beyond the point of diminishing re- 
t wns the cost of producing goods or serv- 
ives tend to rise because of the decreasing 
efficiency in the use of the factors of pro- 





duction in the output of the goods or 
services beyond this point. 


In many industries, including many 
large scale industrial, commercial and 
transportation enterprises, the cost of 
producing the goods or services are in- 
curred in operations which produce, 
simultaneously, several products. Single 
operations in the petroleum refining in- 
dustry produce gasoline, kerosene, fue] 
oil, coal tar, and other products, in var- 
iable proportions depending on the re- 
fining process used. Classical examples 
of joint cost, familiar to every student 
of economics, are the joint costs of rais- 
ing cattle, which produce beef, hides and 
horn; of raising sheep, which produce 
mutton and wool; of producing ores, from 
mines in which the same ore yields gold, 


silver, lead, and zinc; of raising cotton 
which yields cotton and cotton seed and 
of many other agricultural and mineral 
products.* 

The total costs of raising or producing 
these products are incurred together and 
there is the problem of allocating to each 
product its share of the jointly incurred 
costs. If any of the costs can be sepa- 
rately identified they are allocated to this 
product. The common or joint costs are 
considered in fixing the prices at where 
the products are to be sold. This is done 
under competitive conditions by appor- 
tioning the total price or such portion 
of the joint costs as cannot be allocated 
among each of the jointly produced ar- 


1 Taussig, F. W., Principles of Economics, Fourth 
Edition, 1947, Vol. 1, pp. 190-191. 
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rates, too. So there’s gold in them thar lines of 6 pt. solid 
—gold that every responsible shipper is constantly dig- 
ging for in TRAFFIC WORLD. 


ee wae 
Bi. asks authority ts ===> 
Ke -perating rights of Evelyn pw. 
“tng business as Randolph Field 


San Antonio, Tex., 


can, i rate temporarily. 
aw P y 


* MOTOR RIGHTS APPLICATIONS 


Information from digests of applica- 
tions of motor carriers of property for 
operating rights, as made public by the 


Commission, app 


for authority to purc 


below. Applications 
operating rights, 


merge properties or franchises, acquire 
control, lease, or to operate temporarily 


are di 


igested elsewhere under the caption 


e 
Finance Applications.’ 


hite, 
“siumberland, Ia. 


dba White Brothers Transfer C« 
Common carrier, over;= 


* ilar routes, transporting floor tile: == 
Fiz, {from Kankakee, Il., to Co eeeey 
+: . Hastings, Lincoln ~-= rae 


another reason traffic managers pay $24 a year for 
TRAFFIC WORLD, and renew subscriptions consistently at 
a rate of 90%...and advertisers place more freight ad- 
vertising in TRAFFIC WORLD than in any other magazine. 


@ for further information, send for Market & Media Data Book based on 
NIAA outline. TRAFFIC WORLD, 515 Madison Avenue, New York 22. 
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ticles or services according to the relative 
demand for them. If there is an increase 
in the demand for one of the jointly pro- 
duced commodities or services there may 
be a decrease in the price of the others. 
The greater demand and higher prices of 
one of the jointly-produced commodities 
or services will stimulate its production 
and make available more of the jointly- 
produced commodities or services. If 
there is no increase in the demand for 
one of the commodities or services which 
are jointly-produced and an increased 
supply of the commodities so produced 
results from increased production, it fol- 
lows that the price of the product, the 
demand for which has not increased, will 
tend to decrease. 


In the transportation industries, par- 
ticularly in railroads, joint costs occur 
because the same facilities are used for 
performing simultaneously various serv- 
ices, such as passenger and freight serv- 
ices, and for different types and kinds of 
shipments. Because in many types of 
transportation enterprises, including 
particularly railroads, the investment in 
plant facilities is large, the fixed costs 
of plant play an important part in these 
joint costs. 


There are also joint costs in operating 
expenses incurred in transportation 
services because the total operating ex- 
penses must sometimes be distributed 
over round-trip operations, many op- 
erating costs including repairs and 
maintenance, station or terminal ex- 
penses, operating labor expenses, and 
other costs are incurred simultaneously 
with the operation of trains, vessels, mo- 
tor vehicles, airplanes or pipelines, which 
transport in the same movement goods 
of different kinds, different abilities to 
bear transportation charges, and in dif- 
ferent size units. Although there is dif- 
ference of opinion among economists on 
the question of whether or not these 
costs are true joint-costs, it is respect- 
fully submitted by the present writer 
that they demonstrate joint-cost char- 
acteristics. The same train transports 
a hundred carloads in one movement 
from one division point to another. The 
cost of operating this train must be dis- 
tributed over all the shipments trans- 
ported. It can be allocated in part to 
the different commodities according to 
ascertained cost, but most of the costs 
must be apportioned among the ship- 
ments according to the relative demand 
for the transportation of these goods. 
It is true, also, as is pointed out by some 
economists, that the proportions of dif- 
ferent types of freight trarisported in a 
single transportation movement are not 
fixed but may be varied. This fact leads 
some economists to deny that joint costs 
are present in such cases because joint 
costs are interpreted by them to be 
present only where the joint products 
or services are produced inevitably and 
in fixed proportions as a consequence of 
the production of the other jointly-pro- 
duced commodities or services. It should 
be pointed out in this connection that 
cattle can be bred and raised so as to 
produce less or more beef and less or 
more horns, and sheep may be bred and 
raised primarily for wool or for mutton, 
and the proportions of each per animal 
can be varied. 


In many manufacturing processes, in- 
cluding petroleum refining, the propor- 
tions of the jointly-produced commod- 
ities can be and are varied greatly, but 
the costs are considered, nevertheless, to 
be joint costs. 





Whether considered as true or pure 
joint costs or not the inexorable fact 
remains that one operation produces a 
number of products or services and pro- 
duce a total cost which must be distrib- 
uted over the various products or services 
so produced, and the method of pricing 
the goods or services so produced must 
be according to their relative demand 
prices. Industries confronted with this 
problem are more concerned with the 
phenomenon than with the terminology. 

In conclusion, it may be stated that 
joint costs are those which cannot be 
charged specifically to any one of two 


PERSONAL 


Oliver E. Beutel, traffic manager of the 
Texas Division of the Dow Chemical 
Co. at Freeport, has been promoted to 
the newly-created 
position of manager 
of distribution and 
traffic with com- 
pany-wide respon- 
sibilities, effective 
January 1, 1956, 
Donald Williams, 
vice-president and 
director of sales of 
the company, has 
announced. He will 
make his headquar- 
ters in Midland, 
Mich. Mr. Beutel 
has been with the 
company for the last 20 years and has 
been traffic manager of the division 
since 1943. He was in charge of the 
service department and traffic at Free- 
port, Tex., for three years prior to that. 
He has also served as time study engi- 
neer, assistant superintendent of the 
service department and as an assistant 
to the superintendent of shops and serv- 
ices at Midland, Tex. In his new posi- 
tion he will coordinate the distribution 
of chemicals from all the divisions of the 
company to markets in the United States 
and overseas. 


O. E. Beutel 


s* * *# 


The Illinois Central Railroad has an- 
nounced the retirement of W. Pierce 
Withers, general agent at Dallas, Tex., 
effective December 31, under the com- 
pany’s pension rules. Mr. Withers has 
been with the railroad for 46 years. Ap- 
pointed to succeed Mr. Withers is Wil- 
liam F. Bruce. Richard P. Theile has 
been appointed to succeed Mr. Bruce as 
general agent at Peoria, Ill., and Ray- 
mond G. Wiggins, formerly traveling 
freight agent at Kansas City, Mo., has 
been appointed general agent at Tulsa, 
Okla., succeeding Mr. Theile. 

* * ~ 


James C. Uhler has been appointed 
traffic manager of Sunkist Growers, Los 
Angeles, Calif., succeeding Robert C. 
Neill, who will retire January 1, the com- 
pany has announced. Mr. Uhler joined 
the company’s traffic department in 1935 
and has been serving as assistant traffic 
manager since November 1, 1953. 

a 7 7 


Arthur J. Stewart has been named ad- 
ministrative assistant of sales of Inter- 


















TRAFFIC /ORByecem > 
or more goods or services which a e thy 
result of a single productive p: dceg 
Since it is almost if not quite imp: ssi} 
to make an exact allocation-of cost * >) any 
one of the joint products, the n orm; 
price of each of the jointly-pro\uca 
products is determined by the de:nan¢ 
for it. It should be noted that in the 
long run, the sum of the prices receive, 
for all of the jointly-produced product 
tends to equal the total cost of producing} 
them.? 





2Horton, B. J. Ripley, Julian, Jr., and 
Schnapper, M. B., Dictionary of Modern Economics, 
Public Affairs Press, Washington, D.C., 1948, p. 74 


state Dispatch, Inc., Chicago, Ill., H. L 

Etheridge, vice-president of sales an¢ 

traffic, has announced. Mr. Stewart wa 

formerly associated with Schumacke 

Motor Express and Interstate Moto 

Freight System. 
+. * 

Max R. Jensen, formerly superintend- 
ent of transportation of Consolidated 
Freightways, Portland, Ore., has been ap- 
pointed to the newly-created position oi 
vice - president, 
J. L. S. Snead, Jr, 
president of the 
company, has al: 
nounced. Mr. Jen: 
sen has been with 
Consolidated for 2% 
years. Starting asi 
transport operator, 
he managed termi- 
nals at Tacoma 
Missoula and Bil 
lings before World 
War II. In 1946 he 
was promoted to al 
assistant in the 
operations and maintenance department, 
and became superintendent of opera 
tions in 1947. He has been superintend- 
ent of transportation since 1949. In his 
new position he will be responsible fo 
operations, including transportation, 
safety, terminal operations, claims, com- 
munications and maintenance. He is 4 
past general chairman of the executive 
committee of the commercial vehicle sec: 
tion of the National Safety Council, ani 
past general chairman of the Council o 
Safety Supervisors of the Americal 
Trucking Associations, Inc., Washing- 
ton, D.C. He is also a member of the 
National Defense Transportation Ass0- 
ciation. 


M. R. Jensen 





Allen Schertzberg, former vice-presi- 
dent of Greyhound Van Service (Grey- 
Van), has joined National Van Lincs 4 
assistant to the president, the company 
has announced. Mr. Schertzberg is 4 
former director of the Movers Confe: ence 
of America. 


* * * 


John B. Walker, former assistant t the a 
president of United Air Lines, and n0oW 
president of the public relations ‘rm 
of Walker & Crenshaw, Inc., has °céeD 
elected to the board of directors o Ait | 
Express International Corporation, ‘e¥ S 
York, N.Y. Mr. Walker also serve % 
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ducts 
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for a little extra care at no extra cost 
Rely on ATLAS 


A good measure on your next personnel transfer: 

: call in your local Atlas Agent. Whether packing a 

HL , ti] Lge ‘_~ ship model, or china, furniture and other fragile 
[= > , oa ; yal ye” pieces, Atlas Agents have a reputation for taking 


rt was ar ‘ 
nacker ‘ i WN \ a that /ittle extra care which makes any move easier 
Moto . \ Jie. og , for your people—and easier for you. Atlas moving 
; L/h ~— service never costs more and often costs less—in 
creme i ff ry [een efficient handling, in time saved, and in avoidance 
en ap- 4 iD gt er ae of complaints and claims. Look for your local 
- a! fh = i gr Atlas Agent’s name under “Moving & Storage” 
d, - es \ hy . fi - \ _ in your classified telephone directory. Or write us 
the ; | A tle me) ase \ \ direct and we'll have him call you. 
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-anas) AATLAS vVaAn-LINES, INC. 


A Long Distance Moving System 


General Offices: 7530 South Western Ave., Chicago 20, Ill. 
Agents in all principal cities 
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AMERICAN / 
EXPRESS offers a 
WORLD of SERVICE 


4 
for shippers, s 


Y 
% 
. Cy 


‘ 
AMERICAN EXPRESS 
FOREIGN FREIGHT SERVICE 
65 Broadway, New York 6 ¢ WHitehall 4-2000 


‘ 
BOSTON—177 Milk St. % MONTREAL—410St. NicholasSt. 
CHICAGO—18 So. Michigan Ave. x TORONTO—23 Melinda St. 
LOS ANGELES—520 W. 7th St. IDLEWILD AIRPORT, N.Y.— 
NEW ORLEANS— 143 BaronneSt. Air Cargo Building (Also 
SAN FRANCISCO—244California St. . serving La Guardia Field) 


OFFICES IN ALL IMPORTANT COMMERCIAL CITIES ABROAD 


ALWAYS USE AMERICAN EXPRESS TRAVELERS CHEQUES 
FMB 417 





FREIGHT TRANSPORTATION SELLING by 
ROY A. BURGESS, $3.50 


The first book on the specialized subject 
of selling freight services of all modes of 
carriers. The experienced will find this 
a stimulating review and others will be 
helped to sell more effectively. The Traf- 
fic Service Corp., 815 Washington Bldg., 
Washington 5, D. C. 








vice-president of traffic and sales for 
Trans World Airlines and Braniff Air- 
ways, and vice-president in charge of 
traffic for Greyhound Lines. 

co 1 1 


Kenneth F. Dudley has been appointed 
traffic manager of the traffic department 
of the Ottumwa (Ia.) Chamber of Com- 
merce, succeeding John W. Murray, H. S. 
Byrum, manager of the chamber has 
announced. Mr. Dudley was formerly as- 
sociated with Eldon Miller, Inc., Iowa 
City, Ia., as traffic manager. 

a * * 

The Chicago & Eastern Illinois Rail- 
road has announced the retirement 
December 1 of L. B. Grantham, general 
agent at Memphis, Tenn., after 39 years 
of service with the railroad. J. P. Quinn 
has been appointed acting traffic man- 
ager, with headquarters at New York, 
N.Y. 


a te 3K 

The Chesapeake & Ohio Railway Co. has 
announced appointment of N. H. Buch- 
holz as traveling freight agent at Sag- 
inaw, Mich., and John E. Thone, as 
freight service representative at Mil- 
waukee, Wis., effective December 1. 

a oe * 

George C. Salmons, formerly com- 
mercial agent for Davidson Transfer & 
Storage Co., Baltimore, Md. has been 
appointed sales representative for the 
Company’s Wilmington, Del., area B. D. 
Davidson, vice-president of the company 
has announced. 

* * + 

R. V. Craig, general traffic manager 
of Allied Mills, Inc., Chicago, IIll., has 
announced the following appointments, 
effective January 1: G. R. Thurman, as 
branch traffic manager at Peoria, IIl., 
succeeding R. L. O’Brien, who has been 
appointed assistant manager at the 
company’s new plant in Everson, Pa.; 
Howard Meyers, as branch traffic man- 
ager at Fort Wayne, Ind., succeeding 
Ralph Brown, who has retired; Robert 
C. Kelly, as branch traffic manager at 
Mason City, Ia., succeeding J. A. Lynch, 
who has resigned; and Wayne Alexander, 
as branch traffic manager at Taylorville, 
Ill., succeeding Mr. Thurman. 

cm 


oe * 

Middle Atlantic Transportation Co., 
Inc., New York, N.Y., has announced the 
appointment of James J. Ryan as man- 
ager of its New York City office, and 
Jack F. Myers to succeed Mr. Ryan as 
manager of its Pittsburgh terminal. 

* + * 


J. E. Coghlan, Jr., has been appointed 
assistant general freight and passenger 
agent of the Missouri-Kansas-Texas 
Lines with headquarters in Wichita Falls, 
Tex., replacing H. G. Smith, who has re- 
tired after 49 years of service with the 
railroad, J. F. Hennessey, vice-president 
of traffic, has announced. Mr. Coghlan 
was formerly division freight and passen- 
ger agent at Parsons, Kan. 


aS a as 


Fred W. Smith, manager of the Erie, 
Pa., terminal of the General Express- 
ways System, Chicago, IIl., for the last 18 
years, has retired after 25 years of service 
with the system, the company has an- 
nounced. Mr. Smith received a gift of a 
gold watch recently at a testimonial din- 
ner attended by 35 traffic managers and 
executives of General Expressways. 


2% * %* 


The Gulf, Mobile & Ohio Railroad 
Co. has announced that Y. D. Lott has 
been elected vice-president and comp- 
troller, effective January 1, succeeding 
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R. E. DeNeefe who will retire De: 
31 after 32 years of service wit, 
company and its predecessors. M 
has been a general solicitor of th: 


pany for a number of years. 
ae * * 






The appointment of Gunther G. 
stock as director of insurance and claim; 
prevention for the Yale  Tranispor 
System, New York 
N.Y., and its sub 
Sidiaries, has been 
announced by Bep. 
jamin Eskow, pres 
ident of the Yal 
Transport Corpora 
tion. Mr. Weinstock 
was formerly wit 
the  Connecticy 
Motor Lines as di. 
rector of custome 
relations and pric 
to that was with 
Needham’s Mote 
Service as directo 
of claims and safety. In his new posi 
tion he will have full charge of the 
O. S. & D., control, claims, safety, per- 
sonnel and insurance functions. -He wil 
coordinate these functions throughout 
the entire system. His headquarters wil 
be in New York City. Mr. Weinstock is: 
member of the National Freight Claim 
Committee of the American Truckin; 
Associations, Inc., Washington, D.C., an( 
a member of the Traffic and Transpor- 
tation Club of Philadelphia, Pa. He i 
a former officer and director of th 
Philadelphia Chapter of the Nationd 
Defense Transportation Association, 4 
former chairman and now chairman 0 
the board of directors of the Northeast: 
ern Motor Carrier Claims Conferenc 
and was recently electéd chairman of the 
New England Freight Claims Conference 

ae cs * 






















G. G. Weinstock 


























Watson Brothers Transportation Co, 
Inc., Omaha, Neb., has announced i 
series of personnel changes, which in- 
clude appointment of Ken Gilham, for 
merly sales representative at Denver, / 
Colo., as district sales manager at Pueblo, / 
Colo. D. W. Johnson, formerly sals§ , Pll 
representative in the Los Angeles, Calif, / on 
area, has been appointed district sale 
manager at San Diego, Calif.; Henry 
Dickerson has been named manager 0 
the San Diego terminal; and W. J. Ben- 
nett has been appointed sales represent: Tl 
ative, with headquarters at St. Joseph, 
Mo. 


* * * 


Myles Rightmire, formerly sales rep- 
resentative and assistant terminal man- 
ager at Chicago, Ill., for Eastern Motor 
Express, Inc., Terre Haute, Ind., has been 
appointed regional sales manager for 
the Chicago terminal area of that com- 
pany. The company has also announced 
the retirement, effective December 31, of 
Howard E. Fairweather, who has served 
in an administrative capacity in the 
general office since September 1, 19852. 
Mr. Fairweather, is a retired district 
supervisor for the Interstate Commerce 
Commission at Indianapolis, Ind. 

A as * 


John W. Gallagher, formerly commer- 
cial agent at Elmira, N.Y., for the Grie 
Railroad, has been transferred to ‘eW 
York, N.Y., and James M. Dean, forn “rly 
division freight office chief clerk at El- 
mire, has been promoted to succeed Mr. 


Gallagher, the railroad has annou: 2d. 
ok Ok * 

DE 

The Civil Aeronautics Board anou: ed 

December 7 that Frederick Davis, as‘ *t- 
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TEE PEE 
WILLIE SAYS: | 


"Transcontinental service calls for 
constant improvement — always a 
T. P. & W. goal!” 


Toledo, Peoria & Western 
Railroad Company 


PILOT FREIGHT 
CARRIERS, INC. 
WINSTON-SALEM, 


/TTT IT 


THE DIRECT CENTRAL 
' ONTINEMTAL ROUTE 


Traffic Offices 
in 33 Cities 


____R. K, BRADFORD, Vice President - Traffi 
OENVER & RIO GRANDE WESTERN RAILROAD 
1531 Stout Street, Denver 2, Colo. 





ant to C.A.B. member Chan Gurney, had 
resigned effective December 31, to ac- 
cept the position of director of the air 
traffic conference enforcement office, a 
division of the Air Transport Associa- 
tion of America, Washington, D.C. On 
December 12 the C.A.B. announced the 
appointment of Robert M. Johnson, 
presently serving as an attorney in the 
board’s office of compliance, to succeed 
Mr. Davis, effective December 31. 
* * K 


Akers Motor Lines, Inc., Atlanta, Ga., 
has announced the appointment of five 
new sales representatives. They are: 
Samuel J. Davis, formerly with McKesson 
& Robbins, Inc., at the Boston terminal; 
John F. Foley, formerly with the Penn- 
sylvania Salt Manufacturing Co., also 
at the Boston terminal; Halsey P. Hunt, 
Jr., formerly with Westinghouse Electric 
Supply Co., at the Secaucus, N.J., ter- 
minal; Charles H. Appleyard, formerly 
with the Alexander Smith Co., at the 
Brooklyn, N.Y. terminal; and Arthur C. 
Ray, Jr., formerly with the Manhattan 
Shirt Co., also at the Brooklyn terminal. 


* * * 


O. Barney Upton, formerly with Silver 
Fleet Motor Lines, has been appointed 
sales representative for all national ac- 
counts served by the Emery Transporita- 
tion Co. and Midwest Transfer Co. of 
Illinois, the Midwest Transfer Co. has 
announced. 

cS * cS 


The appointment of Roland F. Willen- 
bucher as manager of purchases and 
traffic for the National Aniline Division 
of the Allied Chemical & Dye Corpora- 
tion, has been announced by M. A. Con- 
ner, vice-president of the corporation. 
Mr. Willenbucher was formerly in charge 
of purchasing in the corporation’s New 
York City general offices. 


NEWS OF 
TRAFFIC CLUBS 


J. W. Hauke, agent in the Tri-Cities 
area for Capital Airlines, was elected 
president of the Appalachian Traffic 
Club at its annual meeting held Decem- 
ber 6 at the Ridgefields Country Club, 
Kingsport, Tenn. Other officers elected 
were: Mathew C. Ellis, of the Blue 
Ridge Glass Corporation, Kingsport, 
vice-president; C. E. Meredith, of the 
Tennessee Eastman Co., Kingsport, sec- 
ond vice-president; J. B. Fannon, of 
the Mead Corporation, Kingsport, third 
vice-president; and G. A. Dansberry, di- 
vision freight and passenger agent of 
the Southern Railway System at John- 
son City, Tenn., secretary-treasurer. 
Elected as members of the board of di- 
rectors for the coming year were: Guy 
Adams, of Summers Hardware & Supply, 
Johnson City; Frank Jennings, of As- 
sociated Transport, Kingsport; M. R. 
McCorkle, Jr., of the Tennessee Eastman 
Co.; Ray Baker, of Tri City Moving & 
Storage, Kingsport; David Taucher, of 
Bristol Steel & Iron Works, Bristol, Va.; 
W. T. Stultz, of the Clinchfield Rail- 
road, Kingsport; G. B. Donica, of the 
St. Louis-San Francisco Railway Co., 
Chattanooga, Tenn.; T. H. Swann, of 
the Southern Pacific Lines, Birmingham, 
Ala.; and the retiring president, K. P. 
McDonald, of the Atlantic Coast Line 
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Railroad, Kingsport. Mr. McDonald pre- 
sided at the meeting and R. D. Hager, 
vice-president of Piedmont Airlines, MIGHTY 
Winston-Salem, N.C., was the guest 


speaker. Mr. Hager’s topic was “Prog- A 2. M-0-0T-H 


ress of Air Transportation.” 
Ts S on the 


Officers and directors of the Traffic : “a Rj 
Club of Kansas City (Mo.) for the com- < _ . SOUTHERN 

ing year were elected at a luncheon in ’ >». ~ Ac 
the President hotel on December 5. They <a Ae 
will be installed in the course of the . Ai 
club’s annual dinner at the Muehlebach : ; Ar 
hotel on February 2. The three new of- Ar 
ficers, shown in the accompanying pic- 





Keeping our “highways of steel” As 
up to snuff is a never ending job 
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ments to, from and within the Br 
South get the smoothest possible Br 
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J. W. SCOTT ture, are (left to right): Second vice- 

Vice President - Traffic president, C. Bones Smith, terminal 

Kansas City 5, Mo. manager of Wilson Truck Lines; first 
vice-president, R. L. Rowley, traffic man- 

ager of Owens-Corning Fiberglas Cor- 

poration, and L.. H. Poettgen, division 

freight agent of the Gulf, Mobile & Ohio 

Railroad, the new president of the club. 

New directors, elected to two-year terms, 

include: C. H. Dick, district freight rep- 

resentative of the Baltimore & Ohio 

Railroad; D. F. Harbaugh, traveling 

freight agent of the New York Central 

Railroad; E. E. Kohlwes, general traffic 

between eg - aaneuse — pe 
. G. Miller, district traffic manager o 

KANSAS CITY and Sealright Co., and M. A. Collier, sales 
representative of the Wichita Forward- 

FIVE GULF PORTS ing Co. E. H. Black, district sales man- 
® New Orleans ager of Yellow Transit Freight Lines, 
e was elected to a one-year term as direc- 
Port Arthur tor. Carry-over directors, with terms 
® Baton Rouge expiring in 1956, are: J. C. Collier, traffic 
e manager of Jenkins Music Co.; J. W. 
Beaumont Lee, traffic manager of Bendix Aviation 

® Lake Charles Corporation; J. W. Sample, district 
Rtn, oo) ween, en Deen apent of the Ten- 
ver & Rio Grande Western Railroad, 

and K. A. Trowbridge, general agent of 


. the Northern Pacific Railway. The di- 
rectors whose terms expire this year are: 
a G. A. Falconer, director of traffic of the 


. Spencer Chemical Co.; M. H. Suchart, 
Then sh ip district traffic manager of Corn Products 
' Refining Co.; Joe Burnette, commercial 

by barge! agent of the St. Louis Southwestern 
Railroad; and Mr. Smith. P. R. Med- 

land, general agent of the Seaboard Air 

Line Railroad, and A. F. Persels, retired 

traffic manager of the Kansas City 

Power & Light Co., were reappointed to 

the offices of recording secretary and 
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NEARE‘ T 
The annual Christmas party of the “ UNION 
Bridgeport (Conn.) Traffic Association 
will be held December 19 in Eichner’s PACIFI< 
Restaurant. Charles Donnelly is chair- FREIGH | 
man of the committee on arrangements. 


: Mae 
ISSIPP LLEY so BE ve 
MISSISS 1 VALLE The Women’s Traffic & Transportation 
BARGE LINE CO. Club of Seattle, Wash., held its annual ; te 
13. UNION PACIFIC RAIL 
S087 GO0UE $5. © ST. 2000S 1, 0. TE) ere coc etitted tonurd w fond which , 


member contributed toward a fund which OMAHA 2, NEBR. 
will be used to buy gifts for patients at 


secretary-treasurer, respectively. 
* * é 
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the Kings County hospital at George- 
town. 
* * < 

The Women’s Traffic Club of New 
York, Inc., held its Christmas dinner 
meeting December 13 at the Park Shera- 
ton hotel. Gifts were presented to the 
Walter Scott Foundation for the Aid af 
Crippled Children and for the men and 
women of the Isabella Home for the Aged 
and Sick. 

7. « t 

The next meeting of the Nashville 
(Tenn.) Traffic and Transportation Club 
will be held December 20 at the Planta- 
tion Club. 

x ” - 

Gerald W. Collins, manager of the 
transportation and communication de- 
partment of the United States Chamber 
of Commerce, Washington, D.C., was the 
scheduled guest speaker at a meeting of 
the Los Angeles (Calif.) Transportation 
Club, designated as “Chamber of Com- 
merce Day,” held December 13 at the 
Biltmore hotel. Mr. Collins’ subject was 
“National Transportations Issues.” The 
club is planning a Christmas luncheon 
for December 22 in the Galeria room of 
the Biltmore hotel. 

~ 7 « 

The Transportation Club of Seattle, 
Wash., will hold its children’s Christmas 
party December 18 and its Christmas 
turkey party on December 19. 

* * *~ 


The Traffic Club of Jacksonville, Fia., 
will hold its Christmas party for under- 
privileged children on December 19 in 
the Seminole hotel and its annual in- 


augural dinner January 14 in the Roose- 
velt hotel. 


* * * 


The Traffic Club of Baltimore, Md., 
Inc., has scheduled the following events: 
Election luncheon on January 10 in the 
Caswell Room of the Lord Baltimore 
hotel; oyster roast on January 16 at 
the Alcazar, and annual dinner on Feb- 
ruary 7 in the Lord Baltimore hotel. 

* os ” 


. The annual Christmas party of the 

Duluth - Superior Transportation Club 

will be held December 21 in the Spalding 

hotel, Duluth, Minn. 
x * * 

The Rock River Valley Traffic Club 
of Rockford, Ill, will hold its annual 
Christmas party December 21 at the 
Verdi Club. 

* ok * 

“Looking Ahead in Transportation” 
was the theme of a meeting of the 
Harrisburg (Pa.) Chapter of the Delta 
Nu Alpha Transportation Fraternity, 
Inc., held December 6 in the Y.M.C.A. 
Building. The program included brief 
addresses by representatives of various 
modes of transportation and shippers. 

* ca + 


More than 100 members and guests at- 
tended the December meeting of the 
New York City Chapter of the Delta 
Nu Alpha Transportation Fraternity, 
Inc., held in the Pennsylvania Railroad 
Station Y.M.C.A. A panel discussion on 
“Transportation Sales” was a feature of 
the program. The following members 
participated: Bernie Murtha, of the 
Birds Eye Division of General Foods 
Corporation; Jack McBride, of the Mu- 
tual Chemical Division of the Allied 
Chemical & Dye Co.; Larry Lilly, of the 
International Paper Co.; and Charles 
Trayford, of Trayford & Associates. A 
question-and-answer period followed the 
discussion. ‘The next meeting will be 
held January 4 in the Y.M.C.A, 
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CLASSIFIED 
ADVERTISING 


When answering ads please address as fol 
lows: Box  —_ Traffic World, 815 Wash- 
ington Building, Washington 5, D. C. Rates: 
reader ads, $1.00 a line (approximately 5 
words), minimum three lines. Display ads, 
$15.00 a column inch. 


ES 
——_——oo——ooy~~—~—~—E—E—E———————————— 


Help Wanted 


TRAFFIC—Assistant Traffic Manager. A live, 
aggressive young man experienced in Mid- 
dle Atlantic, Eastern Central and Southern 
tariffs, rates, rules and regulations; I.C.C. 
Practitioner preferred, not required. Excel- 
lent opportunity to become connected with 
progressive organization. Life insurance; 
health and accident insurance for employee 
and dependents. Profit sharing retirement 
plan; incentive bonuses; modern office. All 
inquiries will be kept in confidence. Send 
resume, giving full details as to education, 
experience and compensation desired, to the 
office of the president, Ward Trucking Corp., 
Altoona, Pa. 





Situations Wanted 


WANTED; BROADER OPPORTUNITY 
BY YOUNG 


TRAFFIC MANAGER 


NOW HEADING DEPARTMENT OF 
MEDIUM SIZED 
EASTERN FOOD COMPANY 


Background: 11 years experience in 
foods, textiles, chemicals. College edu- 
cation, 1.C.C. Practitioner. Qualifications: 
executive and administrative talents plus 
ability to get along with others. Good 
appearance, family man. Starting salary 
important but more interested in poten- 
tial. Write Box 805. 


Educational Books and Courses 


LC. PRACTITIONERS. The only practica) 
authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners oF 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OP 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg., 22 West Madison St., Chicago 2, Ill. 


LAW OF FREIGHT LOSS AND DAMAGE 
CLAIMS—$8.00. This widely acclaimed com- 
pletely new, concise and accurate guide is 
designed to help the “Industrial Traffic 
Manager” determine carrier liability ... to 
help the “Carrier Claim Adjuster” deter- 
mine the extent of legal liability—This new 
reliable guide is for those who have any- 
thing to do with liability in transportation. 
It is written by John M. Miller, Attorn 
and Secretary A.T.A. Freight Claim Council. 
The author, a recognized authority in this 
specialized field, has examined and carefully 
reviewed over twenty thousand claims filed 
with carriers and each of these claims were 
in controversy. This experience has enabled 
him to select material for this volume which 
will unquestionably provide assistance in 
handling the vast majority of transportation 
claims. This beautifully cloth bound book 
contains 632 pages. Order your copy today 
on 15 days’ approval. If not completely 
satisfied your $8.00 refunded. Wm. C. Brown 
Company, Publishers, 915 Main Street, Du- 
buque, Iowa. 


WHEN DOES TITLE PASS. $6.50. This com- 
pletely new book covers the Passage of Title 
from Shipper to Consignee and explains who 
has the risk of loss or damage in Transpor- 
tation. It is written by Thomas G. Bugan, 
Attorney at Law, Chicago, Illinois. A recog- 
nized authority in the fleld of transporta- 
tion, as well as a widely known Tax At- 
torney, Mr. Bugan presents the facts and 
the law in non-technical, easy-to-under- 
stand language. This 515 page, cloth bound 
book contains 500 illustrative cases together 
with Definitions of F.O.B., Bailments, Prop- 
erty, Sales, Title and Others. Order your 
copy today on 15 days’ approval. If not 
completely satisfied your 50 refunded. 
Wm. C. Brown Company, publishers, 915 
Main Street, Dubuque, Iowa. 
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How Mueh | 


is a watchdog 
worth? 


Our watchdog eats up about sixty dollars 
worth of food every year and he’s so 
busy playing with the children that he 
doesn’t do much watching .... 


BUT here’s a watchdog who’s really worth 
his weight in gold, noibn — the Traffic 
Service Corporation’s Service Department. 


This Washington eye-and-ear department 
keeps its subscribers posted on proposed 
rate changes in specific commodities the 
minute they are submitted to the ICC; its 
sleuths untangle for you the maze of gov- 
surrounding your 


ernment regulations 


transportation problem. 


SAVINGS ...7? It’s money in the bank! 
Often a timely knowledge of what is 
about to happen in your field will enable 
you to step in and reap the profits. 


{T'S TAILOR-MADE — the Service Depart- 
ment can develop a program especially 
adapted to the requirements of your 
operation — at a price determined reason- 
ably by the type and amount of service 
you may require. 


WRITE TODAY, without obligation and 
in complete confidence. 


Mr. R. R. Lethem, Manager 

Service Department 

Traffic Service Corporation 

815 Washington Building 

Washington 5, D.C 

Please tell me how your Service Depart- 
ment can develop a program for my 
firm. | understand that there is no ob- 
ligation on my part and that no sales- 
men will call. 








TRAFFIC Vogy 


TRAFFIC DATES 


JANUARY 
11-12—Atlantic States Shippers Advisory Board, 
New York, N.Y. 
11-12—Midwest Shippers Advisory Board, Chi- 
cago, Ill. 
12—United States 
(Transportation 
Washington, D.C. 
17-20—Highway Research Board (annual meet- 
ing), Washington, D.C. 
24—Southwestern Industrial 
New Orleans, La. 
24-25—Middlewest Shipper-Motor Carrier Con- 
ference, Omaha, Neb 
24-26—Southwest Shippers Advisory Board, New 
Orleans, La. 
25-26—Northwest Shippers 
Minneapolis, Minn. 
30—United Fresh Fruit & Vegetable Associa- 
tion (annual convention—Jan. 30-Feb. 2), 
New Orleans, La. 


Chamber 
Outlook 


of Commerce 
Conference), 


Traffic League, 


Advisory Board, 


FEBRUARY 


9-10—Private Truck Council of Americc, |, 
(annual convention), Cleveland, O 
22—National Classification Committee of #, 
Trucking Industry, Washington, D.C, 
23—National Motor Freight Traffic Associ; 
tion, Washington, D.C. 


MARCH 


8—Southwest Shippers Motor Carrier Co 
ference, Dallas, Tex. 
15-16—Pacific Coast Shippers Advisory Boar: 
Fresno, Calif. 


21-22—New England Shippers Advisory Boor 
Providence, R.I. 


21-22—Trans-Missouri-Kansas Shippers Board 


Kansas City, Mo. 

22-23—Pacific Northwest Advisory Board, Por 
land, Ore. 

27-28—Great Lakes Shippers Advisory Boar 
Toledo, O. 


Annual Dinner Dates of Traffic Clubs 


JANUARY 


3—Lynchburg Traffic & Transportation Club, 
Lynchburg, Va. 

10—Traffic Club of Philadelphia, Philadelphia, 
Pa. 

10—Women’s Traffic Club of Richmond, Rich- 
mond, Va. 

12—Tri-City Traffic Club, Moline, Ill. 

12—Traffic Club of Wichita, Wichita, Kan. 

14—Traffic Club of Tampa, Tampa, Fla. 

Club of Seattle, 


14—Transportation Seattle, 


Wash. 


14—Traffic 
Fla. 


17—Will County Transportation Club, Joliet, Ill. 
17—Traffic Club of St. Louis, Inc., St. Louis, Mo. 
18—Fresno Transportation Club, Fresno, Calif. 
18—Lima Traffic Club, Lima, O. 


18—Transportation Club of Sioux Falls, Sioux 
Falls, S.D. 


19—Canadian Industrial Traffic League (Mani- 
toba Division), Winnipeg, Manitoba, Can- 
ada. 


19—Traffic & Transportation Club of Monroe, 
Monroe, La. 


19—Nashville Traffic 
Nashville, Tenn. 
19—York Traffic Club, York, Pa. 


19—Traffic Club of Topeka, Topeka, Kan. 

19—Bridgeport Traffic Association, Bridgeport, 
Conn. . 

19—Traffic Club of Syracuse, Syracuse, N.Y. 

20—Richmond Traffic Club, Richmond, Va. 


21—San Francisco Traffic Club, San Francisco, 
Calif. 


25—Denver Commercial 
Colo. 


25—Shenandoah Traffic Club, Winchester, Va. 
26—Traffic Club of Newark, Newark, N.J. 


26—Motor City Traffic Club of Detroit, Detroit, 
Mich. 


Club of Jacksonville, Jacksonville, 


& Transportation Club, 


Traffic Club, Denver, 


26—Traffic Club New 0; 
leans, La. 
26—Traffic Club of Pittsburgh, Pittsburgh, fs 


27—Women’s Traffic Club of Winston-Salen, 
Winston-Salem, N.C. 


28—Norfolk-Portsmouth Traffic Club, Norfolk, Vc 


FEBRUAR 


2—Traffic Club of Kansas City, Kansas City 
Mo. 


of New Orleans, 


4—Sabine District Transportation Club, In 
Beaumont, Tex. 


7—Traffic Club of Baltimore, Inc., Baltimore, Mé 


7—Transportation Club of St. Paul, St. Pov 
Minn. 


&—Traffic Club of Washington, D.C., Inc., Was 
ington, D.C. 

9—Traffic Club of Denver, Denver, Colo. 

9—Women’s Traffic Club of Springfield, Spring 
field, Mass. 


11—Transportation and Foreign Trade Club ¢ 
Galveston, Galveston, Tex. 


12—Tucson Traffic Club, Tucson, Ariz. 
14—Cincinnati Traffic Club, Cincinnati, O. 
14—Lincoln Traffic Club, Lincoln, Neb. 


14—Women’s Traffic Club of Philadelphia, Phil 
delphia, Pa. 


15—Traffic Club of Rome, N.Y., New York, N.’ 
16—Miami Valley Traffic Club, Dayton, O. 


16—Traffic Club of New York, Inc., New Yori 
N.Y. 


21—Women’s Traffic Club of Reading, Reading 
Pa. 


22—Traffic Club of Sandusky, Sandusky, O. 

23—Traffic Club of Chicago, Chicago, Ill. 

25—Women’s Traffic Club of Memphis, Memphi 
Tenn. 


28—Women’s Traffic Club of Long Beach-Lo 
Angeles Harbor, Long Beach, Calif. 
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| CROSS-COUNTRY FREIGHT | 
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RELAY. Coordinated driver relays keep 
freight on the move from pickup to deliv- 
ery, including fast trailer interchange at 
Chicago. 


INSURANCE. Protection all the way 
against loss and damage. 


SALES AND SERVICE, Call the nearest 
Spector or P-1-E office for information. 


® SPECTOR 


3100 South Wolcott Avenue, Chicago 8, IIlinois 
Frontier 6-0330 


New 0) 
igh, Pa 
on-Salen, 
rfolk, Vo . 
THRU-TRAILER SERVICE. One trailer 
moves your shipment from coast to coast. 
(Service also to intermediate points.) 
sas City 
ub, Inc SINGLE THRU BILLING. One bill takes 
your shipment to its destination when mov- 
nave, ing on thru-trailer. 
St. Pav 
be: Whore THRU MANIFESTS AND TRACING. 
Integrated teletype and record systems 
oO. . . . 
oasis give prompt and accurate information on 
ring . . 
nt location of your shipments. 
Club ¢ 
Safe driving and freight handling meet highest standards. 
>. PHONE FOR A PICKUP TODAY... WRITE FOR A THRU-WAY POINT LIST 
ia, Phild 
ork, N.! ~~ aes 
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O. | 
| 299 Adeline St., Box 958, Oakland 4, California 
; Glencourt 2-1616 
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The Cop On The Corner! 


There’s something reassuring to all of community—is guarded, protected and 











us about the cop on the corner. Because controlled where necessary. 
of him and all that he represents, we In transportation, the Interstate 
go about the day-to-day routine of our Commerce Commission is “the cop on | 
lives with a feeling of security and the corner.” Under the wise controls 
comfort that would not otherwise be written by Congress and administered 
possible. by the I.C.C., we have developed the 
In the same way, the interests of greatest competitive transportation sys- 
everyone are best served when business, tem in the world. 





industry and commerce—your economic Let’s not take the cop off the corner! 





